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09-09-2002. 

22.39 hours. 

Eastern 
Broad Gauge 

Between Rafiganj & Deo Road 
Stations at Km.508/19-21 on Gaya - 
Mughalsarai Electrified Section of 
Mughalsarai Division. 

Derailment. 

2301 Up Rajdhani Express. 

About 126 Km/h. 

Absolute Block System. 

Two. 

Level. 

Straight, 

Cloudy, 

Good under headlight. 

Rs.9,42,18,000/- 

Killed - 107 

Grievous Injury - 60 

Simple Injury - 115 

Further inquiry required. 

Sabotage. 


(i) 



19. Persons held responsible - 

Primary - Unknown person(s). 

Secondary - (1) Law & Order system. 

(2) Security, Operating and Engineering Departments of 
Eastern Railway and Security &' Engineering 
Branches of Mughalsarai Division. 


Blameworthy - 

(1) Sarvashri Kuldeep & Ganpat, Gangmen of Unit No. 5 
working as Patrolmen 

(2) Shri B. Naskar, Section Engineer/P.Way/Rafiganj. 

(3) Shri Mukesh Gupta, Assistant Engineer/Gaya. 

(4) Shri Abhoy Kumar, Divisional Engineer/Il/Mughalsarai. 

(5) Finance Department of Mughalsarai Division. 

(6) Track Directorate of RDSO. 

20. Important Recommendations in brief - 

1) Anti-sabotage Measures:- 

(a) Detailed and clear cut instructions should be issued over Security 
Patrolling 

(b) There is a need for further reduction of speed in Gaya - Dehri-on- 
Sone section to 75 Km/h at night as discussed in para 7.5.1 to 7.5.3 
and 7.5.8.. Similar review should be made for other sections affected 
by miscreant activities. 

(c) Security patrolling should be done in sabotage prone areas. 

(d) In sabotage prone area anti-sabotage design of fittings on concrete 
sleepers should be evolved and put in place within one year. 

(e) No track material - surplus/released/maintenance reserve be left 
unguarded near the track particularly in areas known for miscreant 
activities. 

(f) Single cut rails and buffer rails at vulnerable locations like high 
embankment, sharp curves, bridge approaches and on major bridges 
should be eliminated. 

2) Design of Coaches - 

(a) Hammers should be provided in AC coaches so that passengers can 
break open the glasses in case of accidents/emergencies. 


(II) 



(b) Emergency lights at a number of places should be provided in coaches 
which shall automatically switch on in case of emergency. 

(c) Emergency Exits should be provided in all coaches for escape of 
passengers in case of fire, accidents, etc. Although Railway Board 
issued instructions on this subject yvay back in 1999, the same are yet 
to be implemented. 

(d) Mouldable and shock absorbing materials with round edges should be 
used in internal furnishing of coaches. The seats/berths to be made 
such that the passengers are not thrown out of their positions in case 
of an accident. 

(e) Riding quality of coaches of high speed trains should be checked 
periodically by an objective system of evaluation by instrumentation. 

(f) Dash pot oil should be checked after every trip for Rajdhani Express 
coaches. A friction type snubber or any better alternative should be 
used in place of the present system of dash pot oil arrangement to 
have maintenance free service. 

(g) Compliance to R.P.C. No.4 be certified and sent to Commissioner of 
Railway Safety for information before introduction of new trains. 

2) Loco - 

Facility for retrieving data from Memotel type speedometer should be 
provided in Trip Sheds. 

4) Commercial - 

(a) Safety precautions for passengers travelling in coaches should be 
prominently displayed in coaches and on the back of tickets. 

(b) Apart from existing insurance system available for rail, passengers, 
they should be allowed to be additionally insured by insurance 
companies. 

(g) Doctors travelling as passengers may be encouraged to disclose their 
identity by issuing them concessional tickets on the condition that 
those doctors will attend to passengers in case of 
emergencies/accidents. 

5) Track- 

(a) Track structure on bridges with open deck should be modified and 
strengthened. 


(Ill) 



(b) The renewal of bridge timbers and wooden layout under points & 
crossings and special layouts should be completed at the earliest. Till 
then speeds should be reduced wherever required. 

(c) In new constructions, open deck plate girders and underslung girders 
should be discouraged. 

Other recommendations - 

(a) At least 6 to 10 satellite phones may be kept at a central place and 
moved to the site of accident whenever such emergencies arise. 

(b) Some 10 coffins (after anti termite treatment) be kept in each Accident 
Relief Medical Equipment van and some more at a central place. 
These can be moved whenever required. 

(c) Prima facie cause of accidents where Commissioner of Railway Safety 
is likely to conduct the inquiry should not be announced by Railway 
Authorities. 

(d) All technical circulars, letters, policy guidelines pertaining to safety shall 
be made available to the Commission of Railway Safety by the Railway 
Board as well as Zonal Railways. 

(e) Mobile telephones with roaming facilities should be made available by 
the Railway Administration to all the technical officers of the 
Commission i.e. Chief Commissioner of Railway Safety, 
Commissioners of Railway Safety and Deputy Commissioners of 
Railway Safety. 
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GOVERNMENT OF INDIA 
MINISTRY OF CIVIL AVIATION 
(COMMISSION OF RAILWAY SAFETY) 


From ; The Commissioner of Railway Safety, 
Eastern Circle, 

14, Strand Road (12**’ Floor), 

Kolkata-700001. 

To : The Chief Commissioner of Railway Safety, 
Ashok Marg, 

Lucknow - 226 001. 

Sir, 


Sub; Derailment of 2301 Up Flowrah-New Delhi Raidhani Express 
at Km. 508/19-21 on the approach of Dhawa Bridge between 
Rafiqani and Deo Road stations on Gava-Muqhalsarai Broad 
Gauqe Double line Electrified section of Muqhalsarai 
Division of Eastern Railway at about 22.39 hours 
on 09-09-2002. 

In accordance with Rule 4 of the “Statutory Investigation into Railway 
Accidents Rules, 1998”, published by the Ministry of Civil Aviation, I have the 
honour to submit the Report of my Statutory Inquiry into the above accident. 

1.2 Inspection and Inquiry- 

1.2.1 (i) Information was received from Chief Safety Officer, Eastern 
Railway, Kolkata at 23.45 hours of 09-09-2002 that 2301 Up 
Rajdhani Express had derailed between Rafiganj and Deo Road 
stations on Gaya - Mughalsarai section at about 22.42 hours. A 
special train from Flowrah was ordered which left at 01.45 hours on 
10-09-2002 and reached the site by 09.00 hours. The officers who 
proceeded by this train were, apart from the undersigned, the 
General Manager, Eastern Railway, Principal Chief Engineer, Chief 
Mechanical Engineer, Chief Electrical Engineer, Chief Signal & 
Telecom. Engineer, Chief Security Commissioner and Chief 
Medical Director. Divisional Railway Manager, Mughalsarai along 
with his officers had earlier left Mughalsarai by Accident Relief 
Medical Equipment train at 23.40 hours of 09-09-2002 and reached 
the site at 02.58 hours on 10-09-2002. 



(ii) The Hon’ble Minister of Railways reached the site of accident at 
06.20 hours of 10-09-2002. The site was later visited by Shri A. K. 
Murthy and Shri Bandaru Dattatreya, Hon’ble Ministers of State for 
Railways, Hon’ble Chief Minister of Bihar State, Members of 
Railway Board and Chief Commissioner of Railway Safety. 

(iii) I reached the site from Rafiganj end and saw the ghastly scene. 
The coaches had fallen down the bridge and piled up one over the 
other. Jawans of Bihar Military Police, Army Personnel and Railway 
staff were busy in taking out the injured and dead from the derailed 
coaches. Two of the derailed coaches were infringing the Down 
line. Therefore both the lines were blocked. 

1.2.2 I started my detailed investigations and stayed at the site up to 12.00 

hours of 11-09-2002. Briefly my observations are as under:- 

(i) Track - One running rail about 9 m long was lying outside the Up 
track (cess side) at Km.508/19-21 on the approach of Dhawa 
bridge No.445. This was one of the single rails provided on the 
approach of major bridges to isolate the LWR from the bridge. The 
Switch Expansion Joint at the end of LWR was intact. The rail was 
lying toppled approximately 57 cms away from its original position 
with its head towards the cess and foot towards the track. The 
gauge face side on the head of this rail had rubbing marks. 
Fishplates of both the joints (four fish plates in all) connecting this 
rail were also found lying by the side. A look at the fish plates 
showed that they had been removed freshly. They bore no signs of 
damage due to passage of derailed wheels. That they were in 
active use was further evident from the fact that their colour was 
different from those kept in the store. 4 fish bolts of the Howrah end 
joint and 3 of the Delhi end joint were also found lying there along 
with nuts. The fish bolts were found separated from the nuts. One 
fish bolt was in the fish plate itself at the Delhi end joint. None of 
the bolts had any snapping marks. The threads of bolts and nuts 
indicated no shearing marks showing that they were deliberately 
opened recently. The ‘point of drop’ (P.O.D.) was on the sleeper 
just next to the joint sleepers. The concrete sleepers located 
thereafter were found crushed. The next rail (on the cess side) had 
shifted longitudinally in the direction of traffic towards Delhi by 
about 2.27 m. The head of that rail (facing the direction of the train) 
was found severely battered and rounded. That rail was found tilted 
and had hitting marks at end on the web also. The right hand rail 
had also snapped/fractured. Structure bond of the said 9 m long 
(approx.) rail remained intact. 


2 



(ii) Bridge - 

Bridge No.445 involved in the accident is a girder bridge of spans 
3x18.30 m + 1x18.90 m + 1x12.20 m (all steel girders) on brick 
masonry piers/abutments. In spans No. 1 & 2, the plate girders got 
separated due to snapping of their bracings. In spans No.3, 4 & 5, 
the girders were found bent and twisted. There was also evidence 
of fresh damage to masonry of piers and abutments. 

(iii) Loco - Both the wheels of the rear axle of its rear trolley had 
derailed towards cess side, breaking the elastic clips from the 
Delhi end of the bridge upto Km.509/7 where the loco had stopped. 
The loco had separated itself from the rest of the coaches. The 
Driver of the Rajdhani Express train told me that he felt a heavy 
jerk before he approached the bridge No.445. 

(iv) Coaches - 

First 4 coaches derailed and fell down the bank at the Delhi end 
of the bridge. The next 4 coaches remained piled up on one 
another in the river bed in span No.5. One coach was lying near P- 
4. 2 coaches were infringing the Down line. 3 coaches were lying in 
spans No.1 to 3. 15‘^ coach capsized near Howrah end abutment. 
In the 16**^ coach leading trolley was derailed and its trailing trolley 
was on the rails. The 17*" & 18*" coaches were on the rails. 

1.2.3 (i) Press Notification was issued in National and regional Dailies 
published in English, Hindi and Bengali from New Delhi, Patna, 
Varanasi and Kolkata inviting members of the public having 
knowledge relating to the accident to give their evidence before me 
or to send it to my office. District Magistrate and Superintendent of 
Police of Aurangabad District had been intimated over phone about 
the programme and venue of Inquiry. 

(ii) The Statutory Inquiry was held on the following days 

16**^ & 17*" September, 2002 at Gaya. 

20*" September, 2002 at Kolkata. 

23'"'* & 24*" September, 2002 at Mughalsarai. 

(iii) The Inquiry was attended by the following officers from Eastern 
Railway headquarter and Mughalsarai Division of Eastern Railway;- 

1) Shri A. K. Goyal, Chief Safety Officer, Eastern Railway, Kolkata. 

2) Shri K. Gangopadhyay, Chief Track Engineer, Eastern Railway, 
Kolkata. 
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3) Shri K. K. Saxena, Divisional Railway Manager, Eastern Railway, 
Mughalsarai. 

4) Shri Satwant Singh, Chief Electric Loco Engineer, Eastern Railway, 
Kolkata. 

5) Shri Ramesh Chandra, Chief Motive Power Engineer (Diesel), 
Eastern Railway, Kolkata. 

6) Shri G. C. Biswas, Chief Communication Engineer, Eastern 
Railway, Kolkata. 

7) Shri T. C. Nagley, Chief Commercial Officer (Claims), Eastern 
Railway, Kolkata. 

8) Shri S. R. Choudhury, Principal Chief Engineer, Eastern Railway, 
Kolkata (attended on 24‘*^ September only). 

9) Shri S. Jha, Deputy Superintendent of Railway Police, Gaya 
(attended on 23'"^ September only). 

(iv) Besides the Statutory Inquiry, a meeting was held with the following 
Bihar State Government Officers at Gaya on 17-09-2002:- 

1) Shri N. C. Dhoundial, Deputy Inspector General of Police, Magadh 
Range, Gaya. 

2) Shri S. Siddharth, District Magistrate, Aurangabad. 

3) Shri S. K. Jha, Superintendent of Police, Aurangabad. 

4) Shri S. Jha, Deputy Superintendent of Railway Police, Gaya, 

In the evening of the same day, I met Shri Hem Chand Sirohi, 
Commissioner of Magadh Range, Government of Bihar at Gaya. 

Evidence of 122 witnesses was recorded in 5 days mentioned in para 
1.2.3 (ii). On 01-11-2002, evidence of another 21 railway officers/staff who 
were travelling on the derailed train was recorded. 

1.2.4 During the course of my inquiry, I visited the site later again on 15-09- 
2002 and 25-09-2002 to gather more information. On 15-09-2002, 1 
inspected the track by push trolley from Rafiganj to the Dhawa bridge on 
Up line to examine the general state of maintenance of track. I conducted 
a detailed inspection of Dhawa bridge No.445 on the Down line, adjacent 
to the accident involved bridge No.445 Up. Bridge No.493 (Up & Dn) at 
Km.534/7-9 was also inspected. These bridges were inspected because 
they too had similar materials of construction and were of the same 
vintage. 

1.3 The Accident- 

1.3.1 2301 Up Rajdhani Express left Gaya at 22.16 hours on 09-09-2002 and 
passed through the following stations at the timings indicated against 
each;- 
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Station 

Arrival 

Departure Time 

Guraru 

Passed 

22.32 hours 

Ismailpur 

Passed 

22.36 hours 

Rafiganj 

Passed 

22.40 hours 


The timings indicated as above are those given by station staff and 
Control. However, as per the crew in the loco cab and the speedometer 
graph, the train passed through Rafiganj at 22.37 Va hours. There appears 
to be a difference of 2 minutes in the watches of station staff and loco 
crew. 

1.3.2 It had an uneventful run till it passed Rafiganj. However as the loco of the 
train was approaching bridge No.445, enroute to Deo Road, the next 
station, the driver felt a heavy jerk. Within no time 14 coaches of the train 
derailed and capsized. 

1.3.3 There was light rain up to Rafiganj, thereafter there was no rain till the 
train met with the accident, but there remained clear visibility under 
headlight. 

1.4 Casualties- 

I regret to report that a number of casualties took place in this accident. 
The numbers, as reported in the preliminary report, has since been 
revised by the Chief Medical Director/Eastern Railway/Kolkata vide his 
letter No.MD.2/6 dated 22-10-2002. The details are as under;- 


Details 

As given on 
30-09-2002 

Revised figures as 
given on 22-10-2002 

Number of persons killed 

116 

107 * 

Number of persons who 
suffered grievous injuries 

51 

60 @ 

Number of persons who 
suffered simple injuries 

103 

115 @ 

* (i) Six names had been entered twice in 

he list. 


(ii) Three names had been wrongly entered. 

@ The number of grievously injured persons and persons with simple injuries 
increased due to the following reasons:- 

(i) Many trivial injury cases were later reclassified as simple and 
grievous after thorough investigations. 

(ii) A few injured passengers who got their treatment on their own and 
later approached for ex-gratia were included in the list. 

(iii) Injured passengers treated over Northern Railway are also 
included. 
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II. RELIEF MEASURES 


2.1 Intimation- 

First information was received from Station Master, Rafiganj who spoke to 
the Control Room at Mughalsarai at 22.54 hours. Thereafter all concerned 
were alerted immediately. 

2.2 Medical Attention - 

2.2.1 Following Accident Relief Medical Equipment Vans reached site; 


Accident Relief 
Medical 

Equipment Van 

Train 
called for 

Departure 
time & date 
(Hours) 

Arrival at 

site 

(Hours) 

Distance 
travelled to 
site 

Medical 

Van/Gaya 

23.00 

hrs. 

00.00 hours of 
10-09-2002 

01.40 hours 
of 10-09- 
2002 

38 Kms. 

Medical 

Van/Mughalsarai 

22.55 

hrs. 

23.40 hours of 
09-09-2002 

03.00 hours 
of 10-09- 
2002 

164 Kms. 

Medical 

Van/ Danapur 

00.14 

hrs. 

01.10 hours of 
10-09-2002 

06.40 hours 

140 Kms. 

Medical 

Van/Dhanbad 

23.45 

hrs. 

0.30 hours of 
10-09-2002 

08.25 hours 

237 Kms. 

Medical 

Van/Varanasi 


Returned from 
Mughalsarai at 
07.05 hours of 
10-09-2002 



Medical 

Van/Allahabad 


Returned from 
Mughalsarai at 
05.25 hours of 
10-09-2002 




Besides the above, a number of doctors including the Chief Medical 
Director, Eastern Railway reached by the special train along with the 
General Manager and other Principal Heads of Departments at 09.00 
hours of 10-09-2002. Some doctors were arranged by the Bihar State 
Government as well. 

2.2.2 The injured were sent to the following hospitals: 

1. Primary Health Centre, Rafiganj 

2. Railway Hospital, Gaya 


6 





3. Medical College Hospital Gaya 

4. Army Command Hospital, Gaya 

5. District Hospital, Sasaram 

6. District Hospital, Aurangabad 

7. Railway Hospital, Mughalsarai 

8. various hospitals at Varanasi 

!.2.3 Special relief trains were run for carrying the stranded passengers as well 
as the injured and dead to New Delhi and Howrah as per following 
details:- 


Date 

Train No. 

From 

To 

Departure 

(Hours) 

10-09-02 

Passenger 

Special/ 

3628 

Gaya 

Howrah 

15.45 

10-09-02 

Relative 

Spl./22027 

Mughalsarai 

Aurangabad . 

22.45 

10-09-02 

Relative 

Spl./3973 

Rafiganj 

Howrah 

09.22 





13,55 

11-09-02 

Relative 

SI/3266 

Mughalsarai 

Aurangabad 

01.00 

11-09-02 

Dn. Special 

Site/ Rafi¬ 
ganj 

Howrah 

14.40 

11-09-02 

Dn. Special 

Gaya 

Howrah 

06.40 

11-09-02 

E/Coaching/ 

1246 

Mughalsarai 

Dehri-on- 

Sone 

02.25 

11/12- 

09-02 

Dn. Pass. 

Spl/053 

Gaya 

Howrah 

23.55 

12-09-02 

Relative 

Spl./3635 

Gaya 

Howrah 

02.50 

12-09-02 

Dn. Pass. 

Spl. 

Gaya 

Howrah 

12.50 


Up Relatives Special - 


Date 

Train No. 

From 

To 

Departure 

(Hours) 

10-09-02 

Relative Spl. 
21346 

Dehri-On- 

Sone 

Mughalsarai 

13.46 

10-09-02 

Relative Spl. 
14128 

Howrah/ 

Gaya 

Rafiganj 

NA* 

10-09-02 

E/Coaching/ 

22288 

Gaya 

Rafiganj 

10.50 
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10-09-02 

Pass. Spl./ 
16266 

Aurangabad 

Mughalsarai 

10.30 

11-09-02 

Relative 

Spl/22027 

Aurangabad 

Mughalsarai 

06.10 

11-09-02 

Relative 

Spl./3266 

Aurangabad 

Mughalsarai 

07.50 

11-09-02 

Relative Spl. 

Dhanbad 

Gaya 

NA* 

11-09-02 

Passenger 

Spl. 

Deo Rd. 

Mughalsarai 

19.50 

13-09-02 

Relative 

Spl/3275 

Mughalsarai 

Gurap 

06.38 


NA * information not available. 

2.2.4 I visited the following hospitals to see the injured passengers:- 


1 . 

2 . 

3. 

4. 


12-09-2002 

15-09-2002 

19-09-2002 

21-09-2002 


- Eastern Railway Orthopaedic Hospital at Howrah. 

- Army Command Hospital at Gaya. 

- Eastern Railway Orthopaedic Hospital at Howrah. 

- Eastern Railway B.R.Singh Hospital at Sealdah. 


3 Preservation of clues - 

2,3 Still & Video photography of the site was done. Detailed measurements of 
the track were taken. Measurements of loco were recorded at Mughalsarai 
in the presence of Deputy Commissioner of Railway Safety/Electrical and 
Deputy Commissioner of Railway Safety/Mechanical from Lucknow. 
Measurements of underailed coaches were taken at Rafiganj and Liluah 
Workshop at Howrah by the two Deputy Commissioners. RDSO was also 
asked to make a detailed examination of the damaged bridge No.445. The 
removed fish plates, fish bolts and elastic rail clips were asked to be kept 
in safe custody by the Railway officials, duly sealed. The Mughalsarai 
Division, Eastern Railway was asked to keep and guard all the released 
rails, sleepers/timber and the girders at site till the Inquiry was over. 
Some of the items were taken over by the local police who were also 
conducting parallel investigations. 




2.4 The carrying capacity of the train was 709 passengers and 91 staff. 
At the time of derailment, the train was stated to be carrying 497 
passengers and 91 staff. 

III. COMPOSITION OF THE TRAIN AND DAMAGE 

3.1 Composition and Marshalling - 

3.1.1 Locomotive - The train was hauled by a WAPS Class electric locomotive 
No.30002. The locomotive is based at Ghaziabad shed of Northern 
Railway. The locomotive manufactured by M/s. ABB, Switzerland was 
commissioned on 13-09-1996 and had undergone its last lOH in June, 
2001. Its trip inspection was done last on 08-09-2002 at Howrah and 
kilometres earned after last lOH was 342631 Kms. No schedule of 
inspection of the loco was reported to be overdue. 

3.1.2 Coaches - The train consisted of 18 coaches as per details given below:- 


SI. 

No. 

from 

loco 

Coach 

No. 

Own¬ 

ing 

Rail¬ 

way 

Type 

Year 

Built 

Type 

of 

body 

Type 

of 

bogie 

Last 

POH 

Return 

date 

1 

6696A 

ER 

WLRRM 

1992 

ICF 

ICF all 
coiled 

06-11- 

01 

06/03 

2 

92802 A 

ER 

WCBAC 

1992 

ICF 

n 

20-05- 

02 

12/03 

3 

01102 A 

ER 

WACCN 

2001 

ICF 

i> 

- 

04/03 

4 

94108 A 

ER 

WACCN 

1994 

ICF 

n 

26-12- 

01 

08/03 

5 

92071 A 

ER 

WACCW 

1992 

ICF 

i> 

14-12- 

01 

07/03 

6 

89075 A 

ER 

WACCN 

1989 

ICF 

)i 

23-11- 

01 

06/03 

7 

93053 A 

ER 

WACCN 

1993 

ICF 

M 

17-01- 

02 

08/03 

8 

95052 A 

ER 

WACCN 

1995 

ICF 


24-01- 

02 

08/03 

9 

92072 A 

ER 

WACCN 

1992 

ICF 

II 

16-08- 

02 

03/04 

10 

99132 A 

ER 

WACCN 

1999 

ICF 

11 

17-07- 

02 

02/04 

11 

00105 A 

ER 

WACCN 

2000 

ICF 

If 

18-03- 

02 

10/03 

12 

94112 A 

ER 

WACCN 

1994 

ICF 

J_ 

SI 

28-06- 

02 

02/04 
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13 

94115 A 

ER 

WACCN 

1994 

ICF 

9 ) 

23-01- 

02 

08/03 

14 

94128 A 

ER 

WACCN 

1994 

ICF 

99 

03-10- 

01 

05/03 

15 

82803 A 

ER 

WCBAC 

1982 

ICF 

99 

28-01- 

02 

04/03 

16 

99002 A 

_ 

ER 

WFAC 

1999 

ICF 

91 

31-07- 

01 

03/03 

17 

90016 A 

ER 

WFAC 

1990 

ICF 


29-11- 

01 

07/03 

18 

00856 A 

ER 

WLRRM 

2000 

ICF 


24-04- 

01 

04/03 


3.1.3 Coaches had undergone schedules/overhaul as per following details:- 


Coach No. 

Built 

Date 

Schedule ‘A’ 
date 

Schedule 
‘B’ date 

Date of last 
lOH 

Date of last 
POH 

6696A 

1992 

09-09-2002 

12-08-2002 

Overdue 

^6-11-2001 

92802A 

1992 

23-07-2002 

25-08-2002 

Not due 

20-05-2002 

01102A 

2001 

31-08-2002 

24-06-2002 

Not due 

01-09-2001 

94108A 

1994 

02-08-2002 

03-07-2002 

01-09-2002 

26-12-2001 

92071A 

1992 

15-07-2002 

14-06-2002 

26-08-2002 

14-12-2001 

89075A 

1989 

Not due 

Not due 

03-09-2002 

23-11-2001 

93053A 

1993 

16-08-2002 

17-07-2002 

Not due 

17-01-2002 

95052A 

1995 

17-07-2002 

20-08-2002 

24-01-2002 

24-01-2002 

92072A 

1992 

Not due 

Not due 

Not due 

16-08-2002 

99132A 

1999 

22-08-2002 

Not due 

Not due 

17-07-2002 

00105A 

2000 

22-08-2002 

17-06-2002 

Not due 

18-03-2002 

94112A 

1994 

28-08-2002 

Not due 

Not due 

28-06-2002 

94115A 

1994 

09-09-2002 

19-04-2002 

Not due 

21-01-2002 

94128A 

1994 

05-09-2002 

Not due 

09-08-2002 

03-10-2001 

82803A 

1982 

Not due 

Not due 

Not due 

29-08-2002 

99002A 

1999 

31-08-2002 

30-06-2002 

27-03-2002 

31-07-2001 

90016A 

1990 

01-08-2002 

26-05-2002 

28-08-2002 

29-11-2001 

00856A 

2000 

14-08-2002 

17-07-2002 

Not due 

24-04-2001 


Above statement shows that coach No.6696A was running overdue lOH. 

3.2 Damages - 

3.2.1 Locomotive - Following parts of the loco were found damaged:- 

Pantograph, Wheels, CBC, Axle guide, Wheel Flange Lubricator, 
Dampers. 
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3.2.2 Coaches - 


No.1 to 14 coaches from train engine suffered severe damages. Coach 
No.15 also was badly damaged. Its sole bar and Delhi end head stock 
was also bent. Other coaches were not damaged. 

3.2.3 Permanent Way- 

Bridge No.445 - 5 plate girders (3x60’ + 1x62’ + 1x40’) were totally 
damaged. 2 piers and Delhi end abutment were partially damaged. 

P.Way : Rail = 1444 m, PSC sleepers = 770 Nos. with all fittings, 60 Kg 
SEJ - 1 set, Bridge timbers - 155 Nos. were damaged. 

3.2.4 OHE- 

03 OHE masts at locations Km. 508/23, 25 & 27 along with cantilevers, 
contact and catenary wires on Up line and 2 cantilevers on Down line 
were damaged. 

3.2.5 S&T- 

No damage to the permanent assets of S&T equipment was suffered. 

3.2.6 Cost of damage - The cost of damage to Railway assets is estimated as 
under:- 


Locomotive 
Coaches 
Permanent Way 
Overhead equipment 

Total 


Rs. 10,00,000 
Rs. 7,50,00,000 
Rs. 1,80,00,000 
Rs. 2.18.000 

Rs.9,42,18,000 


IV. LOCAL CONDITIONS 


4.1 The Section and the Site - 

4.1.1 The accident occurred on double line electrified Broad Gauge section 
between Rafiganj and Deo Road stations of Aurangabad district of Bihar 
State. 

4.1.2 The alignment at the point of derailment is on a straight track on both 
approaches of bridge No.445 on River Dhawa. The track on Howrah end 
of the bridge and on the bridge is level up to Km.509/0, thereafter it is 
rising 1 in 400 towards Delhi. The height of bank on approaches is 3.05 m 
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(approx.) and the soil of the formation is black cotton type. The alignment 
of the Up track runs east to west in the direction of the train. 


The permanent way on the bridge consists of 60 Kg 90 UTS single rails on 
wooden sleepers. Guard rails (duly notched) had been provided between 
the running rails. 

The track of both approaches is laid with 60 Kg 90 UTS rails on concrete 
sleepers. Stone ballast up to 300 mm cushion (nominal) has been 
provided. 

4.1.3 The kilometerage of various points as reckoned from Howrah is as under;- 


Station 

Kilometerage from Howrah 

Gaya 

469.64 

Kastha 

478.08 

Paraiya 

485.22 

Guraru 

491.17 

Ismailpur 

498.06 

Rafiganj 

507.12 

Accident Site 

508/19-21 

Deo Road 

515.06 

Mughalsarai 

672.65 


4.2 Headquarters;- 

4.2.1 The track at the site of accident falls in the jurisdiction of following 
officials;- 


Designation 

Headquarters 

Junior Engineer ll/P.Way 

Rafiganj 

Section Engineer/P.Way 

Rafiganj 

Assistant Engineer 

Gaya 

Divisional Engineer/ll 

Mughalsarai 


4.2.2 The headquarters of signalling staff having jurisdiction at the site of 
accident are as under:- 


Designation 

Headquarters 

Junior Engineer/Signal 

Gaya 

Senior Section Engineer/ Signal 

Gaya 

Assistant Signal & Telecom. Engineer 

Gaya 

Senior Divisional Signal & Telecom. Engineer 

Mughalsarai 
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4.3 Signalling and System of train working 

Trains on Rafiganj-Deo Road section are worked on absolute block 
system. Rafiganj has end panels and Deo Road, a central panel. Both 
stations have multiple aspect colour light signalling (MACLS) system and 
standard III interlocking. 

The control is at Mughalsarai and one Controller is in charge of Manpur- 
Gaya-Mughalsarai section. 

4.4 Loco and coaches: 

Gaziabad Electric Loco Shed of Northern Railway is responsible for 
primary maintenance of the locomotive involved in the accident. The shed 
is headed by Senior Divisional Electrical Engineer. 

Coaches are based at Coaching Depot, Howrah where primary 
maintenance is done. This coaching depot is headed by a Coaching Depot 
Officer who reports to Senior Divisional Mechanical Engineer/ Carriage & 
Wagon/Howrah. POH and lOH of these coaches is done in Liluah 
Workshop of Eastern Railway at Liluah near Howrah. 

4.5 Permanent and temporary speed restrictions:- 

4.5.1 The maximum permissible speed on the Howrah-Gaya-Mughalsarai 
section for Rajdhani Express train is 130 Km/h and the corresponding 
booked speed is 120 Km/h. There was no temporary or permanent speed 
restrictions at the site of derailment or its vicinity on the day of accident. 

V. SUMMARY OF EVIDENCE 

5.0 In all evidence of 143 witnesses was recorded. Those who tendered their 
evidence consisted of 50 public witnesses, 82 Railway staff/officers and 
11 injured passengers. Summary of the evidence of witnesses who threw 
light on the cause of accident or relief measures is as below:- 

5.1 Public witnesses: 

5.1.1 Shri Vinay Kumar Singh, Rafiganj reached the site after 2 hours of the 
accident. He claimed that he had seen with his eyes that fish plates 
were open before the Dhawa river bridge. On cross-examination he 
stated that his profession is farming. He had gone to the railway station 
when he heard siren continuously blowing (it may be clarified here that 
the siren of Civil Defence was blowing for waking up people to go and 
help the injured passengers in the ill-fated train). He learnt from 2-3 
persons going on motor cycle that the Rajdhani Express train had derailed 
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on the Dhawa river. After returning home he learnt that local M.L.A. had 
also telephoned his house. He proceeded to the railway station where he 
met Shri J. K. Singh (in the Station Master’s room) and proceeded to the 
site with him. He further stated that he saw fish plates and nuts lying there 
about 10-20 feet short of the Dhawa bridge. He could not proceed 
further and then went round by the road and reached the other side of the 
bridge. He saw there that the local M.L.A. along with Superintendent of 
Police/Aurangabad were there. The time was around 00.45 hours. He 
inquired from the officer commanding at site who told him (Officer in¬ 
charge) had reached the site one hour before. He further told that in the 
year 2000 when Shri Raj Kumar Tewarl was In-charge of Rafiganj 
Police Station there was an encounter at the same spot and police 
had recovered equipment for opening fish plates and some shoes 
and chappals from the site. In this connection Case No.44/2000 was 
lodged in the Rafiganj Police Station. 

5.1.1 Shri Kedar Singh, Rafiganj was to go to Patna by Palamau Express. 
Around 11 P.M. he came to know that Rajdhani Express had derailed on 
the Dhawa river bridge. He immediately went to site and saw the 
opened fish plates. He further stated that in the year 2000 when Shri 
Tiwari was Officer In-charge of the Rafiganj Police Station there was 
an encounter with police party regarding opening of fish plates. 
According to him there was a conspiracy to derail Rajdhani Express for a 
long time. FIR No.44/2000 was lodged in this connection, in Rafiganj 
Police Station. On cross-examination he told that a bomb was caught on 
this bridge in 1962 also when war with China was on. In 1973 when India 
Pakistan war was going on, a bomb was found on this bridge. 

5.1.2 Shri Rana Singh, village Adalpur, Rafiganj. 

He stated that he is a native of village Adalpur and heard a bang of 
derailment of Rajdhani Express at 10.45 P.M. on 09-09-2002. He collected 
around 50 villagers and proceeded to the accident site. On reaching there 
he found that all bogies of Rajdhani Express had fallen down the river and 
only 2 bogies were on the bank of the river. When he went round the 
accident site he found that the accident had taken place due to 
opening of fish plates because nuts, bolts and fish plates were lying 
on the railway line. On cross examination he told that he reached site of 
accident at 2 A.M. of 10-09-2002. He again confirmed that the bang of 
accident could be heard in his village although the same is 3 Km. away 
from the site of accident. When questioned as to who told him at accident 
site about opened fish plate, he replied that he is the nominated Chairman 
of the village and after deploying the fellow villagers in the relief work he 
started inspection of the site. During this inspection he saw that the fish 
plates and nuts were lying opened. Fish plates were lying at 50 to 100 
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yards from the bridge. These were 2 numbers and nuts were 5 to 6 
numbers. 

5.1.4 Shri Shiv Shankar Kumar Singh, Maharajganj, Rafiganj and six 
others - They stated that they are native of Rafiganj town. On 09-09-2002 
at 10.45 P.M. news of derailment of Rajdhani Express spread in the town. 
After this information they proceeded to the site when they saw that 
villagers from nearby area were also proceeding to the site with torch and 
lanterns. When they heard the cries of the injured passengers they started 
breaking the glasses of AC coaches with stones, axes, sticks and crow¬ 
bars and took out the injured passengers. Around 2.30 hours the 
Superintendent of Police along with his force and local M.L.A. Shri Sushil 
Kumar also reached the site. With their help injured persons were sent to 
local hospital. According to him this derailment is handy work of some 
terrorists and they^ere working on this plan for a long time. In this 
connection FIR No.44/2000 was also lodged in Rafiganj Police Station, 
During investigation, he found that the fish plates were lying open along 
with nuts and bolts. He had seen those at site. When questioned about the 
distance from the bridge where it was lying he told that the fish plates 
were lying by the side of the track and he did not measure the distance. 
He further told that it was one fish plate and 3 bolts which were lying 
opened. 

5.1.5 Shri Ashok Kumar Singh, Mohalla Babuganj, Rafiganj - He stays 
about one kilometer away from Rafiganj Railway station towards the 
Dhawa bridge. After arrival at site he saw that fish plates, nuts and bolts 
were lying opened at two joints of track, and a rail was hanging in the 
bridge along with a coach. He had heard of the plot of miscreants trying to 
derail Rajdhani Express sometime back when there was encounter of the 
miscreants with the police. On cross examination he told that he reached 
the site of accident around 11.15 P.M. as his house is 400 m from the 
accident site. He confirmed that he had seen the opened fish plates, 
fish bolts and the rail piece lying outside the track but he could not 
tell the number of fish plates, nuts and bolts lying opened. In reply to 
another question he told that the fish plates were lying about 100 ft. 
from the bridge. 

5.1.6 Shri Akhilesh Kumar, Maharajganj, New Area, Rafiganj - He had 

reached the accident spot between 2 and 2.30 A.M. of 10-09-2002. He 
saw the opened fish plates near the bridge and felt that it was looking as 
if the fish plates were opened. On cross examination he told that there 
were 2 fish plates and 6 nuts and bolts lying over there. 

5.1.7 Shri Pintoo Kumar, Devisthan Gali, Maharajganj, Rafiganj - He joined 
the rescue work along with other villagers and claimed to have taken out 
12 dead bodies and 3 injured passengers from the coaches. He told that 
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gas cutters had come to site by 06.00 hours of 10-09-2002. Before that he 
had broken the glasses and took out 9-10 persons. In his presence army 
personnel had broken the glasses of AS-6 and took out an injured Colonel 
from the coach. 

5.1.8 Shri Bal Mukund Prasad Singh, Upa Pramukh, Guraru - He confirmed 
seeing the opened fish plates at about 100 steps from the bridge. The 
fish plates were 2 in numbers and he did not count the bolts lying 
over there. 

5.1.9 Shri Ram Deo Singh, Golbagicha, Kapraghar, Gaya & Shri Rabindra 
Prasad, New Area Bihar Talao, Gaya - They had gone together to the 
site around 10.00 hours of 10-09-2002 and seen the opened fish plates, 
nuts, etc. They narrated the incident of the year 2000 at the same spot 
and how the then Police Station Incharge took action against the 
miscreants. 

5.1.10 Shri Sailendra Kumar & Shri Anil Kumar and others of Gaya - They 
stated that the area is infested with miscreants who keep on commiting 
these crimes to loot the trains. There was a similar incident in the year 
2000 when there was an encounter between the police and miscreants. 
During the relief work the villagers showed him the opened fish plates 
which caused the derailment and he further stated that this derailment is 
also caused by the miscreants. 

5.1.11 Shri Ragho Singh, Khadwa - According to him the derailment is due 
to weakness of the bridge and is not connected with terrorist 
activities. During cross examination he noticed slackness in the relief 
operations by State Government as well as Railway. 

5.1.12 Shri Ajoy Kumar Singh, Khadwa - He reached the site at 9 A.M. of 10- 
09-2002. He had seen fish plates/bolts opened and lying there but could 
not count the fish plates and bolts as he was not allowed to go near the 
site by the police. 

5.1.13 Shri Baldeo Prasad, Buniadganj, Gaya - He stated that the derailment 
was much talked about and awaited desire of terrorists. He had gone to 
the site and seen the fish plates opened which was the cause of the 
derailment. 

5.1.14 Shri Bharat Prasad Singh, Rai Kashinath Mod, Gaya City - He had 
gone to site and seen the opened fish plates lying over there. He had 
read a few days back in newspapers that Rajdhani Express is on the 
hit list of M.C.C. 
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5.1.15 Shri Gupteswar Singh, Kendui, Gaya - He reached the site at 08.30 
hours of 10-09-2002. He could not search his relative for 4 days when 
Deputy Inspector General of Police showed him some photographs 
through which he could recognise the body. He had no complaint against 
Railway or State Govt. 

5.1.16 Shri Ram Prasad Singh, Wadopur, Rafiganj, Aurangabad - He had 

seen the opened fish plates which were kept by the side of railway line - 
approximately 3 steps from the bridge. He did not count the number of fish 
plates. 

5.1.17 Shri Ramadhar Singh, Village Bour, Jakhim - He saw opened fish 
plate. He reached the site of accident at 7 hours of 10-09-2002. One fish 
plate was lying at 3 ft. away from the line in the south side. He did not see 
nut bolts lying there. 

5.1.18 Dr. Rajiv Ranjan, Social Worker, JheelganJ, New Godam, Gaya - He 
is a social worker and helped the passengers and their relatives in the 
relief work. He narrated number of incidents of tampering with track 
etc. committed by miscreants In the past. 

5.1.19 Shri Awadhesh Kumar, Ashoknagar, Gaya - He reached accident site 
at about 10.00 hours of 10-09-2002 and found the 2-3 fish plates opened 
and lying at 10 steps away from the bridge. 

5.1.20 Shri Ravi Kumar Sharma, LIG 110, Chanakyapuri, Gaya - He reached 
the accident site at about 11.00 hours of 10-09-2002 and found 10-11 fish 
plates lying over there. He also saw 10-12 nut bolts also at 20 m away 
from the bridge. 

5.1.21 Shri Rabindra Kumar Singh, Vill. Panchhara, Dist. Aurangabad - He 

reached the site at 5.00 hours of 10-09-2002 and saw that local people, 
police and Railway employees were busy in relief/rescue. He submitted a 
copy of FIR No.44/2000 lodged at Rafiganj station on 22-05-2000 
regarding encounter of police with miscreants who wanted to tamper with 
the track on the approach of Dhawa bridge. 

5.1.22 Shri Nagendra Kumar, Photographer, Rafiganj - He was called from 
his home around 12 mid-night of 09-09-2002 through a son of a staff who 
told him that Rajdhani Express had derailed. He had been called by Shri 
Y. N. Singh to take the photographs. He proceeded to the station with a 
camera and from there to accident site with staff. He took 5 to 10 
photographs and thereafter in the day time he had taken number of 
photographs on the recommendations of the railway officers. He clarified 
that he did not see anybody working at the accident site when he had 
gone there. He had taken the photographs around 1.00 hour of 
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10-09-2002. He got around Rs.3,000/- for those photographs. He further 
clarified that he made 200 to 250 copies. 

5.1.23 Shri Arvind Yadav, Member, Zilla Parishad, Aurangabad - He reached 
the site of accident at 00.25 hours of 10-09-2002. After engaging the 
people in relief work he went to see the railway line and found that the 
railway line material was lying here and there. Only fish plates and nut 
bolts were kept there. According to him nothing had happened to the train 
which passed earlier and railway officers were talking of opening of fish 
plates to shield their faults. Had the fish plates been opened, nut and 
bolts should not have been secured and kept there. According to him fish 
plates were kept by the railway officers after the derailment. 

5.2 Railway witnesses. 

5.2.1 Sarvashri Ramdeo Shaw, Driver/Dhanbad, A. K. Sinha, Co- 
driver/Dhanbad and Umesh Singh, Loco Inspector/Gaya were working 
on 2301 Up Rajdhani Express on 09-09-2002. The Driver and Co-driver 
took over charge at Dhanbad and the Loco Inspector joined at Gaya. In 
their identical statements they stated that the train left Gaya at 22.14 
hours and Rafiganj at 22.37 Ya hours. They exchanged alright signals with 
the station staff and got arrival and departure signals as green. At 
Km.508/21 they got a jerk, when brake pipe pressure started falling. They 
applied A-9 emergency brakes when the train engine stopped at 
Km.509/7. The driver had put on flasher light on the engine and went to 
inspect the train behind. They found that the train had derailed and both 
the wheels of last axle of their loco had also derailed. The driver gave 
information of this derailment to on duty Assistant Station Master at 
Rafiganj and Control room, Mughalsarai at 22.45 hours. On cross 
examination Shri Shaw stated that he got the jerk before the bridge as if 
the engine had hit something and jumped. After that the engine was 
shaking like a boat. He further clarified that in his journey from 
Dhanbad to site he did not feel any abnormal running in the loco or 
track. When questioned as to whether he noticed any abnormality in the 
track before the bridge he said he did not notice anything as he was 
looking for signal or any obstruction on track ahead. The speedometer 
was showing the speed as126/127 Km/h. The weather was drizzling. 

Shri A. K. Sinha, Co-driver told that he felt jerk before the bridge 
between Km.508/21-23. When questioned about the type of jerk he said 
first he experienced several vertical jerks and the loco started rocking as if 
it had derailed. He confirmed that in his journey from Dhanbad to site he 
did not feel any abnormal running in the loco or track. When questioned as 
to whether he noticed any abnormality in the track before the bridge he 
replied in negative clarifying that during the night it is not possible to see 
the track clearly. He told that the speed of his train was 126/127 Km/h. 
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According to him the weather was dense cloudy. He confirmed that Chief 
Medical Superintendent/Mughalsarai had done breathalyser test on him 
and the driver. 

Shri Umesh Singh, Loco Inspector also confirmed that he got the 
jerk before the bridge. It was a heavy vertical jerk and the loco 
started shaking badly. He did not feel any abnormality in the loco or 
track during his journey from Gaya to site. The speed of his train was 
125 Km/h and it was drizzling. He has been working as Loco Inspector 
since January, 1998 and had 8 years experience as Goods Driver and 3 
years as Assistant Driver. When asked to state as to what he checked 
from Gaya to accident site, the Loco Inspector stated that during his check 
he found that the Driver and Co-driver were alert and they were 
exchanging signals properly. The driver also maintained the caution 
between Kastha and Paraiya. 

5.2.2 Shri D. N. Singh Yadav, Guard/Mughalsarai - He was working as Guard 
of 2301 Up on 09-09-2002. After passing Rafiganj station at 22.38 hours 
the train stopped at Km.508/21 at 22.39 hours. Due to derailment of the 
train he got many heavy jerks. He got down from his brake van and 
noticed that coaches after 2 from the rear were derailed and after the 
derailed coaches Dhawa bridge was seen collapsed on which 5*'^ & 6*'^ 
coaches were seen hanging and suspended over the bridge and the rest 
coaches were on the other side of the bridge seeing completely derailed 
and capsized. He immediately took safety measures to protect adjacent 
line and in rear. Thereafter he informed about the accident to Rafiganj 
station and Control. Then he returned to the site and engaged himself for 
helping and guiding and giving first aid to passengers. He personally saw 
fish plate of left rail was open, kept beside the track with its nuts and 
bolts. One rail piece was found removed from its original position 
and kept off the left side sleepers. When asked to clarify about the type 
of jerk he felt, he said that he got 10-12 jerks in the forward and backward 
direction within 10-15 seconds. He found that his box had moved near the 
door and all the things kept in the box had gone into the vestibule. Torch 
had fallen down. With this he could sense that there was a serious 
accident as he had an experience of one accident in the year 1979. He 
opened the gate on the North side of his coach and tried to speak to the 
driver. There was no response from the driver for first 2-3 minutes. 
Therefore he had put on a flare signal on the down line. In the meantime 
the voice of the driver came on to his walkie-talkie and he instructed the 
driver to put on the flasher light and protect the track in front. The Driver 
told him that he had already started this work. Then he saw how many 
bogies had derailed and proceeded for protection in the rear. While going 
back he spoke to Rafiganj station on walkie-talkie and told them about the 
derailment. When questioned about the timings he told the train derailed 
at 22.39 hours and he could speak to Rafiganj station at 22.55 hours. 
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When questioned whether he saw anybody near the track or running away 
he replied in negative. When asked whether there was anybody else in 
his brake van, he replied in negative. When questioned about the time 
at which he saw the fish plate open, he replied that time was 
approximately 23.50 hours. When questioned as to who had arrived 
by the time he replied that there were some villagers, passengers of 
the train and some RPF constables in civil dress. When further 
questioned, whether he saw Permanent Way Inspector or his staff 
near the track he replied in negative. He was further questioned as to 
how many fish plates were in the open condition he replied that on 
Howrah side joint both fish plates and nut bolts were lying by the 
side of the track and the piece of rail was lying outside the track in a 
tilted condition. 

5.2.3 Shri Arjun Yadav/Driver and Shri N. K. Singh, Assistant Driver were 
working on train No.BOXNE/7500 ex. Mughalsarai to Gaya. They passed 
through Deo Road at 22.14 hours and arrived Rafiganj at 22.22 hours. On 
cross examination they told that they did not see anybody near the track 
or bridge when they were passing the Dhawa bridge. They were further 
questioned as to whether they had heard of any sabotage activity in Gaya 
- Aurangabad section, they replied in negative. 

5.2.4 Shri Baldeo Mahato, Driver & Shri H. K. Pramanik, Assistant Driver - 

They were working on train No.3010 Down Doon Express ex. Mughalsarai 
on 09-09-2002. The train passed Deo Road at 22.30 hours and was 
received on the Loop line of Rafiganj at 22.38 hours. On cross 
examination they told that they did not see anybody near the Dhawa 
bridge or on the approaches of the bridge. When questioned whether they 
heard of any sabotage activity in Gaya-Mughalsarai section they replied in 
negative. 

5.2.5 Shri J. K. Singh, Station Master, Rafiganj - He was on duty when 2301 
Up Rajdhani Express passed on Up Main line at 22.40 hours and 3010 
Down Express was received in the Loop line at 22.42 hours. Immediately 
after that traction power went off and he informed the Traction Power 
Controller of that. In the meantime Driver of 2301 Up told him on the VHP 
set that the rear wheels of his engine had derailed and he was standing at 
Km.509/01. He passed on this information to Controller on duty at 
Mughalsarai. Thereafter the Guard of 2301 Up told him that he (Guard) is 
standing at Km.508/19 and 4/5 bogies of Rajdhani Express were hanging 
in the bridge. He immediately told Controller on duty about it and informed 
Station Manager Shri Paras Thakur, Permanent Way Inspector, Chief 
Traffic Inspector, Railway Protection Force In-charge, Medical Officer In¬ 
charge and Government Railway Police Station In-charge. Doctors in the 
nearby area were also informed. In the meantime Shri Mitra and other 
officers who were travelling in 2301 Up came to the station and talked to 
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Control and Assistant Operations Manager. Accident Relief Train and 
Accident Relief Medical Equipment van from Gaya reached his station at 
01.21 hours and left for site at 01.36 hours. On cross examination he told 
that when Rajdhani Express was passing, he exchanged alright signal 
with the Driver and Guard. He did not notice any abnormality in the train 
when it was passing through his station. He was informed of the accident 
by the Driver of 2301 at 22.54 hours and Guard at 22.56 hours and 
relayed the same to Control at 22.57 hours. He informed Station Master 
and Permanent Way Inspector at about 23.00 hours. When questioned as 
to why he detained the Accident Relief Medical Equipment and Accident 
Relief Train/Gaya for 15 minutes at his station, he told that he had gone to 
inform the local doctors etc. and Station Superintendent was working in 
his absence for despatch of trains. 


5.2.6 Shri Md. M. Siddique, Assistant Station Master, Rafiganj East Cabin 
& Shri H. Rehman, Assistant Station Master, Rafiganj West Cabin - 

Both were on duty in their respective cabins when 2301 Up Rajdhani 
Express passed Rafiganj. Both exchanged alright signals with the Driver 
and Guard of 2301 Up. Both confirmed that the traction power went off at 
22.41 hours. Both came to know of the derailment from Shri J. K. Singh, 
Platform Station Master at 22.56 hours. Shri H. Rehman on duty at West 
Cabin immediately made the commutator to “Train On Line”. 

5.2.7 Shri Shakil Ahmed, Station Master, Guraru and Shri Ram Briksh 
Yadav, Assistant Station Master, East Cabin, Guraru - Both were on 
duty when 2301 Up Rajdhani Express passed their station at 22.31 hours. 
Both exchanged alright signal with Guard and Driver and did not notice 
any abnormality while the train was passing through their respective 
positions. 

5 2 8 Shri Gulam Sah, Driver and Shri Birbal Kumar Sinha, Assistant Driver 
of BCNE/7303 Goods - Both were working train No.BCNE/7303 from 
Gaya to Mughalsarai. They passed Rafiganj at 21.55 hours and did not 
get any jerk while passing Dhawa bridge No.445. They did not see any 
abnormality in the track on Up or Down line while passing this bridge. 
When questioned whether they noticed nobody near the track while 
passing over the bridge they replied in negative. They again confirmed 
that they did not notice any abnormality while passing Dhawa bridge. 

5.2.9 Shri Y. N. Singh, Junior Engineer/P.Way - He was looking after the 
work of Junior Engineer/P.Way, Rafiganj in addition to his work. As the 
regular Junior Engineer/P.Way had gone on a few days leave. Around 
23.00 hours on 09-09-2002 he got message through Shri Lakhan, Porter 
of Rafiganj to reach the station. On reaching the station he learnt that 
Rajdhani Express had derailed near Dhawa bridge. From there he along 
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with Shri B. Naskar, Permanent Way Inspector in-charge, went to office 
to collect the staff through Chowkidar. Shri Maheswar, who stays inside 
the office premises was readily available and was instructed by him to 
inform the maximum number of staff about this mishappening and to rush 
to the site. Thereafter Sarvashri Y. N. Singh, Naskar and Maheswar 
rushed to the site and reached around 23.30 hours. When they were 
proceeding towards the bridge they found that one rail on the Up line 
beyond the SEJ near OHE mast No.508/21 was lying in opened 
condition on the toe of concrete sleepers. They also saw 2 fish plates 
and 4 bolts of Howrah end joint of opened rail and 2 fish plates and 4 
bolts at Delhi end joint lying outside the track. They also saw some 
of the pandrol clips lying inside and outside the track. This rail (lying 
outside) was also having the connection to OHE mast at Km.508/21 
through bond wire with one end connected to the rail and the other 
end connected to the OHE mast. Then he rushed to the West Cabin of 
Rafiganj and spoke to Ballast Train Supervisor, Mughalsarai through 
Signal Control phone. He went to site again to have another detailed 
inspection seeing the gravity of the situation and came back to Rafiganj 
station and called a photographer. He, along with photographer of M/s. 
Parvati Studio and staff of other departments rushed to site. Photographs 
of the site were taken in the presence of Shri Naskar and Shri Maheswar. 
Thereafter they tried to go to Mughalsarai end of the bridge but could not 
go as the Down line bridge was blocked by coaches. On cross 
examination he told that there was no caution order on the bridge or its 
approach. He confirmed that he is not the sectional Permanent Way 
Inspector of the section. He said that his staff did not disturb the 9.01 
m rail outside the track. He had seen the fish plates lying outside 
which were looking as if opened recentiy. Simiiarly he saw the fish 
bolts which had no marks of snapping and the bolts had marks of 
fresh opening. He was the first Permanent Way Inspector to reach 
the site along with Shri Naskar, Permanent Way Inspector In-charge. 
According to his assessment the rail piece was thrown out by lateral 
thrust of loco. There were grazing marks on the gauge face side head 
of this rail piece. Another clue of the derailment was the end of the 
next rail. Howrah end of the next rail got battered by 30 mm and 1.40 
mm hogged. According to him, on Mughalsarai end of the bridge, on 57 
sleepers MCI inserts were damaged, on 30 sleepers left rail outside and 
right rail inside were completely damaged. 890 pandrols of left rail outside 
and right rail inside up to Km.509/7 were broken. About 45 m length of rail 
was badly damaged. He did not remember the condition of damaged 
bridge timbers which were broken. 

5.2.10 Shri B. Naskar, Section Engineer (P.Way)/Rafiganj - He was informed 
of the accident by Ballast Train Supervisor at around 23.00 hours of 09- 
09-2002. Thereafter he immediately reached the station and found that 
Shri Y. N. Singh, Junior Engineer/ll/P.Way was already there. Both went 
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to the office to collect staff through the Chowkidar who was instructed to 
collect maximum number of staff and rushed to the site. Sarvashri Naskar, 
Y. N. Singh and Maheswar (Gangman who stays in the office premises) 
rushed to the site. They reached around 23.30 hours. On reaching there 
they found that the Rajdhani Express standing on the bridge. They 
planned to cross the bridge via Down line but were cautioned by the 
passengers of the train that OHE wires were hanging there. Then they 
came to the rear of Rajdhani Express and proceeded towards the bridge 
via cess of Up line. They saw that one rail of Up line beyond the SEJ near 
OHE mast No.508/21 was lying in open condition on the toe of the 
concrete sleepers. They saw that 2 fish plates and 4 bolts of Howrah 
end joint of opened rail and 2 fish plates and 4 bolts of Delhi end 
joint of the same rail were lying outside the track. They also saw that 
some of the pandrol clips were lying inside and outside the rail. This 
rail was having connection with the OHE mast 508/21 through bond 
wires. Then Shri Y. N. Singh went to the West Cabin, Rafiganj for passing 
on this information to Ballast Train Supervisor. After sometime Shri Y. N. 
Singh came to site with the photographer of M/s Parvati Studio. They then 
arranged photography of opened track and the adjoining area. This was 
witnessed by a number of staff and the passengers of the derailed train. 
Accident Relief Train/Gaya reached the site at around 01.45 hours. 
Thereafter they tried to go to Deo Road side via Down line but saw that 
some of the coaches were blocking the Down line in the bridge portion. 
Medical Van from Mughalsarai with officers reached site somewhere 
between 03.00 and 04.00 hours. On cross-examination, Shri Naskar could 
not produce any record which could prove the condition of track on the 
bridge. He confirmed that there was no speed restriction on the track on 
Up line between Rafiganj and Deo Road on the day of accident. He had 
last footplated the section by 3151 Up on 23-08-2002 and did not notice 
any abnormal running on the bridge or its approaches. The section was 
last inspected by him by push trolley on 09-09-2002 and did not notice any 
abnormality. He confirmed that the opened fish plates and the fish 
bolts had marks of fresh opening. Other fish plate was also opened, 
only one bolt was attached to It without nut. Some pandrol clips were 
also lying there. The fish plate with one bolt was found lying along 
the rail which had turned and lying outside the track. Traction bond 
was found connected at both the ends - traction mast and rail piece. 
Hit marks were seen on the Howrah end of rail, badly battered and 
rounded. According to him an outsider (one man) can open the said 
fittings in 30 minutes and 2 men working simultaneously could open in 15 
minutes. According to him 4 persons could take only 12-13 minutes. On 
Mughalsarai end he saw both rails of the Up track on 40-50 m length were 
bent. 50 to 60 sleepers were crushed. SKV welding and flash butt welding 
were broken. Outside of the left rail had dent marks upto Km.509/7. Inside 
of the right hand rail had also dent marks up to the point engine travelled. 
Some pandrol clips were also broken. He was incharge Permanent Way 
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Inspector of the section for the last 5 years. During this period the bridge 
had not given any trouble. He told that through renewal of bridge timbers 
was done in 1990. Thereafter casual renewal had been done whenever 
any sleeper/timber became unserviceable. He had kept 9 m rail piece on 
bridge approach to avoid joint on the bridge abutment or in its close 
vicinity. He denied any fish plate or fish bolt brought from the store to the 
accident site. When questioned whether there was any possibility he 
could open the fish plate and bolt and remove pandrol from the track 
and removed the rail to make It appear that it was a case of sabotage, 
he denied that it was not possible physically for him to do that since 
the leading trolley of the coach No.H1 and the trailing trolley of 
Pantry Car 2 were there in derailed condition on the rail seat of 9.01 
m rail. Besides this there were lot of passengers who would have 
witnessed and immediately objected to such a move from his part. 


5.2.11 Shri A. K. Vatshyan, Junior Engineer/P.Way, Rafiganj - He is sectional 
Junior Engineer/ll/P.Way, Rafiganj and his jurisdiction is from Km.498/0 to 
516/0 (Ismailpur to Jakhim). He was on headquarter leave for 3 days from 
08-09-2002 to 10-09-2002 and gone to Motihari. He came to know of the 
accident through newspapers on 10-09-2002 and reached Gaya around 
03.00 hours on 11-09-2002. He reported his arrival to the Ballast Train 
Supervisor and collected details of site. The Ballast Train Supervisor 
advised him to stay at Gaya and organise the movement of various 
materials from track depot and material coming from other Divisions. On 
cross examination he told that he had last inspected the track on 27-08- 
2002 by trolley from Rafiganj to Deo Road. He last foot plated the section 
on 14-08-2002 by 2381 Up and did not get any jerk. On 05-09-2002 one 
rail was renewed on Down line of the Delhi end of the bridge. On Up line 
fish bolts and hook bolts on the bridge were tightened on the same day. 
He told that the timbers were renewed between 1992 and 2002 as and 
when required but he could not confirm as to how many timbers were 
renewed. 

5.2.12 Shri Zafar Ahmed, Driver and B. K. Pandey, Assistant Driver of 3151 

Up - They worked on 3151 Up Express on 09-09-2002 from Gomoh to 
Mughalsarai. They took over charge at Gomoh. They arrived Rafiganj at 
21.43 hours and departed at 21.48 hours, passed Deo Road at 21.53 
hours. They received no jerk while passing Dhawa bridge. They did not 
see any person/persons roaming around there when they were passing 
over the Dhawa bridge. 

5.2.13 Shri Devi Dayal S/0. Shri Ram Dhani and 18 other Gangmen of Gang 
. No.6 - They complained that Section Engineer (P.Way) books them on 

patrolling duty from 22.00 hours of the same day after working 07.00 to 
17.00 hours in the gang. Earlier Section Engineer (P.Way) has fixed patrol 
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beats such that each beat was 5 Kms. Earlier two groups of Patrolmen 
used to start simultaneously from Rafiganj and Deo Road (10 Kms. length) 
and both used to exchange the books in mid-section come back to 
respective stations and again exchange their books in mid-section. Like 
this the section used to be covered 4 times. But the present Section 
Engineer (P.Way) has reduced it to one group only starting from Deo 
Road at 22.00 hours and reaching Rafiganj at 02.00 hours in the night and 
reaching back Deo Road at 06.00 hours in the morning. Thus the section 
is covered only two times in the night. 

5.2.14 Shri R. D. Mishra, Traffic Inspector (Movement), Dehri-on-Sone - After 
learning about the accident he proceeded to site by Accident Relief 
Train/Mughalsarai and reached at 06.15 hours of 10-09-2002. He went to 
inspect the spot and found as under:- 

Last 2 coaches were on the rail. 

Wheels of 3 '"^ & 4“^ coaches from the last were derailed. 

5‘'^ & 6‘^ coach from the end were hanging on the river from the bridge. 

2 coaches were obstructing the Down line and balance other coache were 
lying in the river bed. 

During inspection of track he found that one rail piece approx. 9 m 
long whose fish plates and fish bolts were opened was lying on the 
left hand side of railway line. 

The engine of the train got detached from the load and was at Km.509/07. 
2 wheels of Howrah end of the engine had derailed. According to him the 
accident occurred due to opening of fish plates. 

5 2 15 Shri A. K. Mondal, Senior Divisional Mechanical Engineer (Carriage & 
Wagon)/Howrah - He told that the rake of 2301/2305 Up is maintained at 
Tikiapara Coaching Depot which comes under the category of Super 
Mega Coaching Depot. The infrastructural facilities confirm the 
requirement of Camtech Manual. In addition to Rajdhani and Shatabdi 
another 19 trains are given primary maintenance at this depot. 

A computer based data recording system is in vogue for enlisting the 
damages, defects, secondary detachments enroute detention and 
passenger complaint to analyse the job patterns. Separate registers are 
maintained after checking all underslung items and safety items. 

The particular rake involved in accident was checked on 08-09-2002 for 
damage detection. After attachements/detachments the final rake was 
given o.k. after primary attention on 09-09-2002. 
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On cross examination Shri Mondal told that Coaching Depot Officer 
checks the rake on sample analysis up to twice a month and he signs in 
the Safety Check Register for underslung items. In addition separate 
inspectors are nominated exclusively for Rajdhani rakes. The riding quality 
of the rake is checked by escorting Train Examiner who travels on 
Rajdhani Express in both Up and Down directions. These escorting Train 
Examiners submit reports to Senior Section Engineer/Rajdhani Express 
who in turn advise the concerned Train Examiners for necessary checks 
and rectification. Sometime mechanical oscillometer are kept in coaches 
to record the riding quality of the coach. He confirmed that he and his 
Coaching Depot Officer make test checks of the work of escorting Train 
Examiners. He further clarified that the work of escorting Train Examiner is 
not checked separately but when on board the check is carried out on all 
coaches of the rake. 

5.2.16 Shri B. B. Viswakarma, Senior Divisional Electrical Engineer 
(Traction Distribution)/Mughalsarai - He reached the site of accident by 
Accident Relief Medical Equipment Van on 10-09-2002. During 
assessment of the situation at site he observed that a rail near mast 
No.508/21 was lying outside the track with structure bond in tact. 
Many concrete sleepers under this rail were in broken condition. He 
assessed the damage to OHE structures and started restoration work. 

On cross examination he told that the rail was lying outside the 
track. Many pandrol clips were lying inside and outside the track. 
Fish plates of the rail joints were also kept near the track at one 
location. Nuts and bolts of the fish plates were also kept there. 

5.2.17 Shri R. Chaturvedi, Chief Controller, Mughalsarai - He was working as 
Deputy Controller on 09-09-2002 in 17.00 to 01.00 hours shift. Rajdhani 
Express passed Rafiganj at 22.40 hours and the Switchman reported that 
OHE had tripped. He waited for 1-2 minutes but OHE did not resume. He 
rang Traction Power Controller who reported that both Up and Down OHE 
was not holding. He immediately advised Deputy Station Superintendent/ 
Rafiganj to look into it. 

At 22.54 hours, Deputy Station Superintendent/Rafiganj informed that 
Driver of 2301 Up reported to him through VHF set that he felt severe jerk 
and had derailed by one wheel. At 22.55 hours he ordered Accident Relief 
Train/Crane/Medical Van of Mughalsarai and Gaya and thereafter he 
informed Divisional Safety Officer, Divisional Railway Manager, Senior 
Divisional Operations Manager, Assistant Operations Manager (Safety) 
and other officers. 

On cross examination he told that Accident Relief Train/Gaya and Medical 
Van was ordered at 22.55 hours which was placed on line No.2 at 23.40 
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hours and out at 24.00 hours. Medical Van/Mughalsarai called at 22.55 
hours, left at 23.40 hours. Crane + Accident Relief Train/Mughalsarai was 
called at 22.55 hours and left at 23.57 hours. 

5.2.18 Shri Lai Babu Singh, Accident Relief Train In-charge/Gaya - Accident 
Relief Train and Medical Van called at 23.00 hours on 09-09-2002. It left 
Gaya at 24.00 hours, reached Rafiganj at 01.20 hours, left Rafiganj at 
01.30 hours and reached site at 01.42 hours. After reaching the site he 
found the fish plates of the left hand rail were opened short of the 
bridge on the Up line. He also noticed that the rail was also shifted 
forward by 6 inchesand then tilted on its side. Thereafter he made 
lighting arrangements and got a ladder fixed on the bridge to provide 
communication from Rafiganj end to Jakhim end of the bridge as the 
coaches were blocking Down line on the bridge. Thereafter he started the 
relief work. 

5.2.19 Sri Abhay Kumar, Divisional Engineer(ll), Mughalsarai - He reached 
the accident site at 3,50 Hrs. of 10.9.2002 and immediately assessed the 
position of Mughalsarai end of the bridge, thereafter he went to Rafiganj 
end of the bridge and observed as under;- 

1. The left hand side rail of Up Line was in position upto 12 Metre from 
SEJ. There was no sign of wheel mounting or riding mark over this rail. 

2. Afterwards the position of left hand side rail of Up line was as under:- 

One rail of about 9 Metre length was lying outside the track near toe 
of PSC Sleepers with traction bond wire of OHE mast at Km. 508/21 
in tact. 4 number fish plates (2 of Howrah end and 2 of Delhi end 
joints) of this rail were found lying near the respective Joints. 8 
number bolts and nuts (4 near Howrah end fish plates and 4 near 
Delhi end fish plates) were also lying there. None of these bolts and 
nuts were sheared or broken. The fishing surface of these fish plates 
and the gauge face of the rail were having fresh shining mark. 22 
number pandrol clips of this rail were also lying inside and out side 
of this rail. There were 14 PSC Sleepers in this rail, out of which, 4 
sleepers were also having wheel dent mark on their rail seats. Their 
MCI inserts were in intact condition and remaining 10 sleepers, their 
rail seat were completely smashed. Their MCI inserts had also 
broken down. The gauge face of this rail was in upward condition. A 
grazing mark of about 2.5 Metre length was visible on the gauge face 
of this rail at a distance of about 4 Metre from Howrah end rail edge. 
The flange of this rail was also having wheel travel mark for about a 
length of 3 Metre. There were fresh marks of rubber pads on the 
bottom surface of this rail. 
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3. After that there was no rail for about a length of 2.25 Metre. 

4. Then, a rail of about 11 Metre, was lying inside the track with 
gauge face in down ward direction. This rail was battered and 
hogged on Howrah end due to impact of derailed wheels. The 
length of battered portion was about 25mm from Howrah end rail 
edge. The length of hogged portion of this rail was about 1.5 
Metre from Howrah end rail edge. A deep dent mark was also 
visible in the web of Howrah end rail face. A cut mark was also 
visible on the outer race of this flange. 

5. Then there was no rail upto the abutment of bridge. This length was 
about 7 Metre. 

6. The right hand side rail was in intact condition upto the broken SKV 
weld. This weld was at about a distance of 20 Metre from SEJ. This 
weld has broken from bottom as the flanges of the wheels had fallen 
on it. After that there was no rail up to the abutment of bridge. It seems 
to be a fresh breakage. 

Condition of Bridge: 

The abutment and piers of Up and Dn line have combined structure. 

(1) Howrah end abutment of up line:- Its ballast wall for about 5 Metre 
length and 0.6 metre depth was damaged. Its bed block was also 
damaged at the edge. 

(2) Howrah end abutment of Dn line: No damage. 

(3) Piers: Nose of Pier No.1 & 2 towards up line was slightly damaged. 
The pier no. 3 & 4 towards the up line were severely damaged. 
These piers got broken towards up line and broken parts fallen into 
the river bed with bed block. On Dn line side, no damage had taken 
place on pier no. 4 and pier no. 3 was slightly damaged on top on 
Dn GO side 

(4) Delhi end abutment of Up line:- Condition was not clear because of 
capsized coaches. 

(5) Delhi End abutment of Dn line: No damage. 

(6) Condition of Girders: Ail the girders(5 No.) of up line were 
completely damaged and Girder No.4 of Dn line was also 
damaged. 
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Condition of Track Over Bridge: 

The track over the bridge was completely destroyed. Also on the Delhi 
end of Bridge track upto a length of about 20 Metres was completely 
destroyed. Also on Delhi end of bridge, around 60 sleepers, no. of MCI 
inserts and pandrol clips were broken. There was a dragging mark on 
outside of left hand rail and inside of Right hand rail up to Km. 509/7. 

Position of Coaches; 

The generator car and coach H2 were on the track, coach H1 and PC 2 
were derailed of all wheels on Howrah end approach of bridge. AS 3 and 
AS 4 were infringing the Dn line. AS-1, A-2 Pc-1 and Generator Car were 
capsized on slope of Up line on Delhi end. The remaining coaches were 
also lying capsized in the bridge. 

From the condition of the site, it is apparent that this derailment had taken 
place due to opening of fish plates and pendrol clips of 9 Metre rail on 
Howrah end and approach of the bridge. 

He confirmed that there was no settlement of bridge. And further told that 
63 out of 155 Bridge Timbers on Up line were replaced during the last 10 
years. Out of these 63 sleepers, 61 sleepers have been renewed during 
the last 5 years. There is no speed restriction on this bridge on the day of 
accident. Also, no speed restriction had been imposed on this bridge from 
1.4.2002 to 9.9.2002 . 

On cross examination he told that he inspected the section by footplate 
on 11.8.2002 and last push trolleyed on 28.6.2002 and did not find 
anything wrong with the bridge or its approaches. He confirmed that the 
condition of Bridge Timber was good and the guard rails had notching, He 
had last inspected the bridge on 6.4.2002. His observations along with 
status of compliance are as under:- 

Observation No. 1 - 11 Nos. unserviceable sleepers on Up GC to be 

changed - Not complied. However, those sleepers were shifted side ways 
and new grooves for rail screws were provided. 

Observation No. 2 - Hook bolts missing 30, loose 11-Missing hook bolts 
were provided and loose bolts were tightened. 

Observation No. 3 - Condition of painting in Span No. 5 was bad in 
patches. Repainting was to be done in those patches - Repainting done. 

He confirmed that no bridge girder of 60 feet span manufactured in 1925 
had given any trouble in this section. He was questioned whether there 
was any proposal to do eproxy grouting to fill up the cracks in the 
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masonry of bridge No.445 Up, he replied that since there were no cracks 
in this bridge, so question of epoxy grouting did not arise. He further 
clarified that through bridge timber renewal for 12 Nos. of bridges was 
sanctioned through Pink Book. Out of those 12 Nos. of bridges, only on 4 
bridges (Bridge No. 462, 509, 510, 51OA) speed restrictions due to 
unserviceable sleepers were imposed . He further, clarified that the 
procurement of bridge timbers had since been banned by the Hon’ble 
Supreme Court, bridge timbers were being replaced by channel sleepers 
as a matter of policy and therefore bridge no. 445 was also sanctioned for 
renewal of bridge timbers. He also told that during the last TRRC run on 

25.8.2002 , the TGI value of Km 508 was 94 and no peak was recorded 
during the last OMS run conducted on the same day. 

5.2.20 Shri Mukesh Gupta, Assistant Engineer/Gaya - He is the sectional 
Assistant Engineer. He was on paternity leave from 27.8.2002 to 

10.9.2002 and was at Aligarh during that period. He read in the 
newspaper about the mis-happening of Rajdhani Express in his section. 
He immediately left Aligarh by 2312 DN (Kalka Mail) at 09.35 hrs. on the 
same day and reached Mughalsarai around 20.30 hrs. He proceeded to 
Anugraha Narayan Road station by the same train and reached there 
around 2.30 hrs. From Anugraha Narayan Road he left at 5.40 hrs. by 
road and reached accident site around 08.15 hrs. on 11.9.2002. 

On cross-examination he told that he had last inspected Bridge No. 445 
UP on 09.3.2002. During the inspection he found that 14 sleepers were 
unserviceable alongwith some other observations. 

He told that guard rail notching and end binding was completed by 15-04- 
2002. 4 Nos. sleepers had been changed . He further told that last push 
trolley over the bridge was done on 14.9.2002 and he did not find anything 
wrong. He last foot plated this section on 11.8.2002 by 2801 UP and did 
not find anything wrong at the bridge. When questioned as to what anti 
sabotage measures were taken because of the number of reports of 
sabotage in his section in the past, he told that night patrolling was 
continuing. 

5 . 2.21 Shri Ramesh Kumar. Sr. Divisional Engineer(Co-ord), Mughalsarai - 

He reached the site of accident by 3.50 hrs on 10.9.2002 by Accident 
Relief and Medical Equipment Van. He found that the loco of Rajdhani 
Express was standing on Up Line at Km 509/7 with two wheels of Howrah 
end Trolley derailed. These derailed wheels had damaged the track from 
Km 509/7 to Delhi end abutment of the Dhawa bridge. Thereafter he 
along with Divisional Railway Manager crossed the bridge. From the site 
conditions it was certain that derailment had taken place due to the 
opening of the fish plates and pandrol clips of 9metre rail on HWH end 
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approach of the bridge. Whatever he saw has already been recorded in 
the statement of Shri Abhay Kumar, Divisional Engineer(ll), Mughalsarai. 

On cross examination he told that the right end rail was broken due to the 
flange of the wheels having fallen on it. He examined this rail and has not 
found any old flaw . 

He again confirmed that right hand rail has fractured with the falling of the 
flange of the wheel and then pulling the rail with the speeding wheels of 
the train. At this stage, he was advised to locate the piece of the 
fractured rail and send it to M & C Directorate for Metallurgical test. 

5.2.22 Shri Asit Kumar Banerjee, Senior Section Engineer/Bridge/ 
Mughalsarai - He reached the site of accident at 13.30 hours of 10-09- 
2002. After reaching the site he assessed the damages to the bridge and 
found 5 girders had entangled with the derailed coaches and dislodged 
from their position. Both the abutments and 4 piers of the Up line were 
damaged due to the thrust of derailed coaches. The bracings and other 
structural members of the said girders were badly damaged because the 
wheels of the derailed coaches had travelled over them. On cross 
examination he told that steel work of the bridge was last inspected by 
Shri B. K. Nag, JE/P.Way/I on 12-10-99. He had also inspected the same 
along with Shri Nag. He had tested the rivets of girder and the results 
were as under:- 


Span No. 

No. of rivets tested 

No. of rivets found loose 

1 

144 

11 

2 

144 

8 

3 

144 

6 

4 

120 

3 

5 

144 

9 


All the loose rivets were replaced by high tension friction grip bolts. The 
condition of steel work was good. Nowhere in his section 40/60 ft. span 
manufactured in 1925 have given trouble. Next inspection of the girder is 
due in October, 2004. The girders were last painted in November, 1998 
and will be due painting in 2004. Greasing of centralised bearings was 
done in April, 2002. These centralised bearings were installed in 1925 
itself and these are renewed only on the basis of condition. Since the 
bearings of these girders were in good condition there was no proposal for 
changing them. He further told that Bridge No.445 on Dhawa river was 
inspected by the then Commissioner of Railway Safety in the year 1998- 
99 and both he and the Permanent Way Inspector were awarded for good 
maintenance of girders and track. 
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5.2.23 Shri M. A. Khan, Section Controller, Mughalsarai - He was on duty 
from 18.00 to 00.00 hours shift on 09-09-2002. 2301 Up Rajdhani 
Express passed Rafiganj at 22,40 hours. Thereafter OHE went off for Up 
and Down lines. 1160 Down stopped at Deo Road for clearance of the 
section. Station master, Rafiganj reported to him that the Rajdhani 
Express derailed. Thereafter he informed immediately to Deputy 
Controller (General). All officers reached Control office within no time. All 
Up and Down trains were controlled for the passage of Accident Relief 
Train, Crane and Medical Van. On cross examination he told that none of 
the Station Masters from Gaya to Rafiganj gave him any adverse report 
about the running of 2301 Up. Before 2301 Up, BCN Empty had passed 
the section around 40 minutes earlier and 3151 Up Express had passed 
15 minutes before the BCN Empty. He did not get any adverse report 
from the crew of 3151 Up or BCN Empty about any jerk in the section. 

5.2.24 Shri K. P. Sinha, Senior Loco Inspector/Gaya - He reached the site of 
accident at 03.15 hours of 10-09-2002. During inspection of site he found 
that last 2 coaches were on the rails and 3'^'^ & 4'*^ from the last had 
derailed of all wheels. 5*'^ & 6“^ coaches from the end were hanging in the 
river. 2 coaches were on the Down line and balance coaches had fallen 
down on the other end of the river on the left side. During the inspection 
of track he found that a piece of rail 9.01 m long whose fish plates 
and nut bolts had been opened and separated was lying by the left 
side of the track. Like this 4 fish plates and 8 nut bolts were opened 
by some unknown person. He saw the marks of the wheels on the 
girder. The engine of the train got detached from the load and was 
standing at Km.509/7. 2 wheels of Howrah end trolley of the loco found 
derailed. According to his assessment the train derailed due to opening of 
fish plates. On cross examination he told that he was at Gaya when the 
derailment occurred and he reached site by tower wagon. He clarified 
that nobody told him about the opening of fish plates rather he 
noticed it when he was inspecting the site. He had last foot-plated 
Rafiganj-Deo Road Up line by BCN Empty which left Gaya at 13.10 hours 
of 09-09-2002 and he did not get any jerk while passing this section. 

5.2.25 Shri Maheswar, Track Man/RafiganJ - Sarvashri B, Naskar & Y.N. Singh 
came to the office and his house at 23.00 hours of 09-09-2002 and he 
accompanied them to the bridge site where they reached around 23,30 
hours. When they were going via cess on Up line they found that one 
rail of left hand side of Up line beyond the SEJ near OHE Mast 
No.508/21 was lying in opened condition on the toe of the concrete 
sleepers. They (all the three) saw 2 fish plates and 4 bolts of Howrah 
end joint of opened rail and 2 fish plates and 4 bolts of Delhi end 
joint were lying outside the track. They also noticed that some of the 
pandrol clips were lying inside and outside of the rail. Connection to 
this rail with OHE Mast No.508/21 was in tact. In the meantime Shri Y. 
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N. Singh, Permanent Way Inspector brought a photo-grapher. He 
remained sitting near the opened track. On cross examination he told that 
he works in the Stores of Permanent Way Inspector and his quarter is 
situated within the Store compound. 

5.2.26 Shri Raja, Senior Track Man/RafiganJ - He was working as Keyman on 
09-09-2002. During his routine inspection from Km.507 to Km.510 he 
found that all fittings were in tact. He had checked the bolts and other 
fittings of SEJs on either end of Dhawa bridge. He had also checked the 
joints of the fish plates and tightened them wherever required. He had also 
tightened the loose hook bolts. When questioned he told that he had 
checked the pandrols on the approaches of Dhawa bridge on 08-09-2002. 
He started his patrol at 6.30 A.M. of 09-09-2002 and passed Down line of 
Dhawa bridge around 7.30 A.M. and Up line between 10 & 11 A.M.. In the 
afternoon he again crossed Up line between 5 & 6 P.M. and reached 
Rafiganj at 6.30 P.M. When questioned he said that he did not see 
anybody moving near the bridge and everything was found o.k. even in his 
second trip. 

5.2.27 Shri Asjad Yusuf, Station Master/Kastha and Shri Rajesh Kumar 
Sinha, Assistant Station Master/East Cabin Kastha & Shri Jagdish 
Prasad, Assistant Station MasterA/Vest Cabin Kastha - All of them 
were on duty in their respective places in the afternoon shift of 09-09- 
2002. 2301 Up Rajdhani Express passed their station at 22.25 hours. 
They exchanged alright signals from their respective places and did not 
find any hanging part or any abnormality in the train. 

5.2.28 Shri Parameswar Prasad, Cabin Master/Paraiya and Shri B. Yadav, 
Assistant Station Master/Paraiya - Both were on duty in their respective 
places in the afternoon shift of 09-09-2002. 2301 Up Rajdhani Express 
passed their station at 22.30 hours. Both exchanged alright signals from 
their respective places and did not find any hanging part or any 
abnormality in the train. 

5.2.29 Shri Dilip Kumar Sonkar, Section Engineer/Mughalsarai- 

He is incharge of Mughalsarai Accident Relief Train which left Mughalsarai 
at 23.55 Hrs. and reached site at 6.50 Hrs on 10.9.2002. He told that his 
train reached Jakhim Station at 2.42 Hrs. where it was detained further. 

5.2.30 Shri Kuldip and Ganpat, Gangman/Deo Road - 

Both were working as Patrolman on the section from Deo Road to 
Rafiganj on the night of 9/10‘^ September. 2002. Both had reported at Deo 
Road at 22.00 Hrs. of 9.9.2002 and obtained signature of Station Master 
in the Patrol Book. When they proceeded towards Rafiganj they found a 
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light engine standing on up line. They met driver of the engine, the driver 
told that his train had derailed on the bridge and further told that two 
persons from the loco had gone towards the bridge. When they 
proceeded towards the bridge, they met both the persons returning from 
the bridge and told about the derailment. They proceeded further towards 
the road to cross the bridge and reach Rafiganj Station. They obtained 
signature of the Station Master there and came to Dhawa bridge, they 
stayed at Dhawa Bridge up to 5.00 a.m. and crossed the river by road and 
proceeded towards Deo Road and reached Deo Road at 8.00 Mrs. and 
obtained signature of the Station Master there. 

Their Patrol Book was checked and it was found that they did not 
complete their duty on 08.9.2002. When they were questioned about 
this, they told that they came up to Dhawa bridge when it was raining 
heavily and the river had lot of water, therefore, they could not cross 
the bridge. He had only one Hand Signal Lamp which was lit by 
Kerosene, due to fear they could not cross the bridge and returned 
to Deo Road Station. When questioned “ Why they did not obtain 
signature of Station Master of Deo Road” , they replied that the 
Station Master of Deo Road refused to sign their Book because they 
did not perform their duty upto Rafiganj 

They were again separately cross-examined on 18.10.2002. When 
they were questioned as to why they returned from the bridge seeing 
too much water, they told that their Hand Signal Lamp was 
extinguished due to breeze blowing at that time and it was raining 
also. They had been supplied a Torch but it was not working. They 
further told that they walked in the dark up to the bridge and did not 
dare to cross the bridge in the dark. The torch was not working for 
last 4/5 days. They had reported for the same to their Mate who 
advised them to somehow manage. 

5 2.31 Shri Paras Thakur, Station Superintendent, Rafiganj - 

He got information about the derailment of Rajdhani Express at 23.05 
Hrs. and reached station by 23.10 Hrs. He informed Doctors, Thana and 
Government Hospitals through porter, in the meantime Shri Mitra, Chief 
Electrical Engineer/Eastern Railway came to his station at 23.25 Hrs. and 
informed that the train had derailed and fallen in the river . The bridge of 
the river was also damaged, Shri Mitra advised him to make elaborate 
arrangements as the damage could be much more. Accordingly, he 
informed a Voluntary Organisation and sent patromax and torches to site 
at 23.50 Hrs. and got the STD booth in the nearby area opened. The 
guard of 2301 UP also gave a memo about the derailment. As soon as 
he was about to proceed to site Shri Mitra advised him to stay at the 
station and make arrangements. Medical Van from Gaya came at 1.20 
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Hrs. and was received in loop line, from there it was dispatched to site at 
01.36 hours. When questioned why he received the Accident Relief and 
Medical Equipment Van in loop line he told that it was done as per the 
instructions of Control. When questioned as to why he dispatched the train 
at 1.36 hours, he kept on insisting that the train left at 1.30 Hrs. although 
entries in the Train Register showed that the train had left at 1.36 Hrs. 

5.2.32 Shri R P Paswan, Assistant Station Master on duty at Islampur- 2301 
Up left left his station at 22.35 Hrs. on 09-09-2002. He exchanged alright 
signal. He did not notice any hanging part or any other abnormality in the 
train when it was passing through his station. 

5.2.33 Shri Prahiad, Cabin Master/ Deo Road - He was on duty at Deo Road in 
16.00 to 24.00 hours shift of 09-09-2002. Line clear was granted for 
Rajdhani Express at 22.24 Hrs and he obtained line clear from Jakhim 
Station. Rafiganj (West) gave him” train on line” signal at 22.41 hours. 
1182 Down was waiting at his station as 3010 Down had not cleared the 
section, after obtaining line clear for 1182 DN around 22.42 Hrs, he was 
about to lower the signal when power went off. Therefore line clear of 
1182 DN was cancelled, he came to know about the derailment of 2301 
Up Rajdhani Express at about 23.00 Hrs. through Control. 

5.2.34 Shri Rahul Banerjee, Train Superintendent, Rajdhani Express - He 

was in Howrah end Pantry Car, when the accident occurred. During the 
run from Howrah to site of accident he did not feel any abnormal running 
but told that Shri T K Dutta, Wireless and Telecom Mechanic (who expired 
in the accident) rang him up at about 22.00 Hrs. and informed that Delhi 
end Pantry Car was shaking more than usual. After finishing his own job, 
he was proceeding to Delhi end Pantry Car in order to be sure as to what 
was happening, in the meantime derailment took place. He did not get any 
complaint from any other passenger about bad riding during the run from 
Howrah to accident site. He had not been given any training for giving first 
aid to injured passengers, Shri Banerjee suggested that ;- 

(i) There should be a travelling doctor in the Rajdhani Express 

(ii) The pantry car be maintained properly in respect of Electrical 
fittings and cleanliness. 

5.2.35 Shri Somra Kharia, Mate, Rafiganj - 

He is the Mate for Unit No. 5 having jurisdiction from Km. 504/0 to 510/0 
and he has been working there for the last 12 years as Mate. He told his 
section is good and all the bridges are in good condition. His Permanent 
Way Inspector was awarded 3 years back for maintenance of this section. 
He confirmed that all fittings were in good condition. No incident of theft 
of P.Way material has been reported in his section, the condition of the 
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sleepers in track over Dhawa bridge was satisfactory. He had changed 
few sleepers on the bridge but did not remember the number. 

5.2.36 Shri Satyendra Prasad, Assistant Station Master/Guraru - He was 

working in the afternoon shift at Guraru West Cabin on 09-09-2002. 2301 
Up Rajdhani Express passed his cabin at 22.31 hours. He exchanged 
alright signals from his cabin and did not find any hanging part or any 
abnormality in the train. 

5.2.37 Shri P. C. Saha, Senior Section Engineer (Carriage & Wagon)/Howrah 

- He explained the procedure and checks usually made in the rake of 
Rajdhani Express before giving it fit. On 09-09-2002 Rajdhani Express 
rake was given primary maintenance. After full satisfaction the coaches 
were made fit in all respects at 15.55 hours. On cross examination he 
agreed that the escorting Train Examiners were giving him report after 
they had come back from the trip. Although no frequency has been 
prescribed for his checks but he has been making the checks on the rake 
of Rajdhani Express. When asked about the frequency of inspection of the 
rake by Assistant Mechanical Engineer, he said that there is no such 
frequency stipulated for the Assistant Mechanical Engineer. He does not 
have any shortage of spares in his depot. Regarding his problems, he told 
that the washing pit line is on a curve and the illumination provided there 
need to be enhanced. There are 3 electric driven air compressors. They 
need one diesel air compressor and facilities for welding etc. Although the 
pits have no light, undergear examination of trains in the night are done 
with the help of Miner’s lamp. In the rainy season water accumulates in 
the pit which is drained out with the help of pump. During the water¬ 
logging of pit, examination is carried out from outside and they go in the pit 
under water if required. 

5.2.38 Dr. N. Kumar, Dr. D. K. Sahay & Dr. J. K. Singh, Senior Divisional 
Medical Officers/Gaya - They heard hooter at 23.02 hours, all the 5 
doctors with para-medical staff reported at Gaya station at 23.15 hours. 
Accident Relief Medical Equipment Van left Gaya at 24.00 hours and 
reached site at 01.35 hours of 10-09-2002. They opened a First Aid 
Centre near the medical van and started attending to the injured. Accident 
Relief Medical Equipment Van from Mughalsarai reached site by 03.00 
hours of 10-09-2002. In the meantime, civil authorities and local doctors 
started shifting the injured to Rafiganj Primary Health Centre. At 10.00 
hours. Chief Medical Director/Kolkata instructed them to go and help the 
local doctors at Rafiganj hospital. Therefore, they took 4 seriously injured 
passengers in a tower wagon to Rafiganj and started assisting the local 
doctors there. Around 12.30 hours of 10-09-2002, Chief Medical Director 
again directed to shift the injured to Gaya. The State Government doctors 
were themselves sending seriously injured passengers to Magadh Medical 
College Hospital. However, as per instructions of Chief Medical Director, 
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transfer of injured to Gaya was commenced. 3 Railway doctors were 
attending the patients in the Special train at Rafiganj. The train left 
Rafiganj at 14.00 hours and reached Gaya at 15.15 hours. 

5.2.39 Sarvashri B. K. Datta/Safaiwala, B. Murmu/Khalasi Helper, S. P. 
Mandi/Khalasi Helper, Md. Z. Hussain/Khalasi Helper, R. K. 
Singh/Fitter Gr.ll, Ajoy Kumar Routh/Khalasi Helper, Bhabatosh Roy/ 
Technician III of Howrah - They were in Pantry Car No.2. They all 
confirmed that they did not feel any bad riding or problem on the running 
of 2301 Up Rajdhani Express from Howrah on the day of accident. 

5.2.40 Shri Sagar Singh, Chief Works Manager/Plant Depot/Eastern Railway 
Mughalsarai - He was travelling from Dhanbad to Mughalsarai on duty in 
1®‘ AC compartment. After the jerks he got up, came out and heard of the 
accident. He became nervous, shocked and perplexed. He followed the 
people running here and there and later boarded a jeep and proceeded to 
Mughalsarai by road and started working there. On cross examination he 
stated that he did not consult any doctor at site nor at Mughalsarai. Since 
he was in a state of shock and perplexed, he could not find about the clue 
at site concerning the accident. 

5.2.41 Shri R. Mitra, Chief Electrical Distribution Engineer/Eastern Railway 

- He was travelling in coach H-2 of the derailed train. Though he was 
injured, he walked to Rafiganj station and conveyed the information of 
accident to control and remained at site up to 13-09-2002. He was on sick 
leave with effect from 16-09-2002 to 25-10-2002. He confirmed of seeing 
opened fish plates, fish bolts by the side of Up track (left side facing 
New Delhi) at about 02.30 hours of 10-09-2002. 

5.2.42 Shri S. Lai, Deputy Chief Electrical Services Engineer/S.E.Railway/ 
Garden Reach - He was travelling in coach H-2 of the derailed train. After 
the jerks he came out of the coach went to Rafiganj to give information 
about the accident and was at site up to 00.30 hours of 11-09-2002 taking 
part in relief and restoration measures. He confirmed of seeing fish 
plates and bolts lying on the left side of Up line and also saw a small 
rail lying about 2 ft. away from track at around 02.30 hours. 

5.2.43 Sarvashri Krishna Kumar Basak/Junior Electrical Engineer(l), Sanjoy 
Mahaldar/AC Coach Attendant, S. K. Sanyashi/Technician(l)/AC 
coach, T. Ghosh/Technician/Gr.l & Tulsi Ram/Oil Engine Driver III of 
Howrah - They were all on duty in the last 4 coaches of the derailed train. 
After the accident they remained busy in their work or searching for their 
colleagues in the front portion of the train (other 14 capsized coaches). 
They could not give any evidence about the clue to the accident. 
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5.2.44 Sarvashri Shri S. K. Biswas & U. K. Bhattacharjee — They were working 
as Deputy Train Superintendent on the derailed train and were in Pantry 
Car 2 at the time of derailment. They took part in relief and rescue 
operation and both returned to Howrah by the Special train at 17.00 hours 
of 11-09-2002. They had seen one rail on left side of the track lying in 
tilted condition. They further confirmed that no track staff worked on 
the track or brought any fish plate etc. from outside immediately 
after the accident. 

5.2.45 Sarvashri Gopal Kumar & A. K. Ghosh/Coach Attendants of H-1 & H-2 
- Their coaches were on the approach of Dhawa bridge and they took part 
in relief and rescue operation after the accident. Both had seen the rail 
piece lying by the side of track. They further told that some fish 
plates and bolts were also lying there. They also confirmed that 
nobody worked under their coaches immediately after the accident 
nor they saw any body bringing fish plates from outside. 

5.2.46 Sarvashri Maksud Alam, Kedar Modi, Shamim, Mahendra Prasad, 
Sovrati, Sukh Ram, Bhola Patro, R. P. Bhagat, Naresh Routh & 
Parimal Saha/Bearers - They were on duty as bearers. They had 
noticed along with railway staff and passengers that one rail on left 
hand side of Up track was lying by the side of track in opened 
condition alongwith some fish plates and bolts. They further told that 
they did not see any railway staff working under the coaches H-1 & 
H-2 or in rear of these coaches after the derailment. They served 
approximately 450 bottles of mineral water to the injured/uninjured 
passengers after the derailment. Banana & biscuits available in the Pantry 
Car were also served to these passengers. 

5.3 Injured Passengers/Railway Employees - 

5.3.1 Dr. Bhola Nath Banerjee, Passenger - He was travelling on berth No.48 
of coach AS-1. He was taken out of the coach at about 00.30 hours of 10- 
09-2002 by local people and was taken to Rafiganj Health Centre at 4.00 
A.M. on 10-09-2002 by Police jeep. From there, he was taken to Railway 
Hospital/Gaya between 8.30 to 9.00 hours of 10-09-2002 by State Govt, 
doctors and got tremendous assistance at Gaya Hospital. On 11-09-2002, 
he reached Howrah by Special train and was admitted to Howrah 
Orthopaedic Hospital and was later transferred to B.R. Singh Hospital at 
Sealdah. He was satisfied with the treatment at B.R.Singh Hospital and 
Gaya Hospital. He was also satisfied with the treatment given to him by 
State Govt. Police, local people of Gaya who had given all kinds of help 
such as providing mobile phone and food etc. 

He complained about the rescue operations by Railway employees & 
doctors as Railway Relief Van did not arrive in time. Even up to 4 A.M. of 
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10-09-2002 no railway employee or medical staff attended the site. He 
had not received his luggage up to 21-09-2002 when his statement was 
recorded. 

5.3.2 Shri B. K. Maiti, Bearer/Pantry Car - He was travelling on berth No.4 in 
coach No.A-4. He was taken out of the coach between 7 & 8 hours of 10- 
09-2002 by his son and others. He was then taken to Civil Hospital and 
shifted to Gaya Hospital. From Gaya he was shifted to B.R.Singh Hospital 
on 12-09-2002. He gained consciousness in B.R.Singh Hospital only and 
was satisfied with the treatment there. 

5.3.3 Shri S. K. Chowdhury and Smt. Tapati Chowdhury, Passengers - 

They were travelling on berth No.7 & 9 of coach A-5. Local villagers took 
him and his wife out at 00.15 hours of 10-09-2002. At 4 A.M. Deputy 
Inspector General of Police/State Govt, and his team provided them a 
vehicle and shifted them to Rafiganj Health Centre where the medical 
facilities were not adequate. They were shifted to Magadh Government 
Hospital at 14.30 hours and stayed there upto 10-09-2002. Up to that 
period they had not got any help, assistance from railway authorities. At 
Magadh Hospital local people, State Government, Police and some 
people of Human Rights organisation gave them food and other 
assistance. On 11-09-2002 a team of doctors headed by Dr. Shakil 
Ahmed attended them and advised that they could travel to Kolkata with 
proper care. At about 16.00 hours of 11-09-2002 railway doctors came 
and advised them to go to Kolkata. They started with a special train which 
left Gaya at 19.30 hours of 11-09-2002 and arrived Howrah at 09.30 hours 
of 12-09-2002 and they were admitted to B.R.Singh Railway Hospital 
where they got utmost care. They again asserted that cooperation from 
the railway doctors at Rafiganj was totally unsatisfactory. At B.R.Singh 
Hospital doctors diagnosed multiple fracture on the spine and right arm 
shoulder of Dr. S. K. Chowdhury. 

5.3.4 Shri Chittaranjan Haider, Assistant Manager, Fertilizer Corporation of 
India - He was travelling with his wife in coach AS-5. He was taken out of 
the coach by the police at 02.30 hours on 10-09-2002 and shouted for gas 
cutter to save his wife. From site to Gaya he was shifted by a train at 
about 10.00 hours of 10-09-2002 and admitted to Magadh Hospital where 
no treatment was available except one unit saline. From Magadh Hospital 
he was shifted to Gaya Hospital on 11-09-2002. From Gaya he was 
further shifted to Howrah by a special train through a medical team to 
Orthopaedic Hospital, Howrah. At Rafiganj or Gaya no assistance was 
provided by State Government officials but local people helped them a lot. 
Treatment at the site and Rafiganj was not available. He complained of no 
rescue operation at site by railway although Railway Minister was at site. 
However, he was satisfied with the treatment at Orthopaedic Hospital, 
Howrah. 



5.3.5 Shri B. K. Bhattacharya/Businessman - He was travelling on berth 
No.33 of coach No.AS-3 and taken out around 1.30 hours of 10-09-2002 
and taken in Medical Van to Sasaram Hospital. At 9.30 hours of 
11-09-2002, he was advised to shift to Mughalsarai Railway Hospital. 
Accordingly he was shifted to Mughalsarai Hospital at 12.30 hours on the 
same day. He left Mughalsarai by 2308 Down and reached Howrah on 12- 
09-2002 and was admitted to Orthopaedic Hospital, Howrah. He was 
critical about the State Government who provided him no assistance and 
was satisfied with the treatment given by the Railway. However, he 
compalined that rescue operation should have been started much earlier. 

5.3.6 Shri B. N. Ali/Bearer - He was travelling in coach A-5 and had come out 
on his own at about 23.30 hours. Local people took him to Aurangabad 
Hospital where there was no arrangement for treatment. At 4.00 hours of 
10-09-2002 he was referred to Gaya Railway Hospital and was brought by 
local people in their vehicle. He was sent to Orthopaedic Hospital, Howrah 
by a special train on 11-09-2002. He appreciated the work of State 
Government and local public who rescued him and other passengers. 

5.3.7 Shri S. Alam/Coach Attendant - He was on duty in coach AS-1. He 
came out of the coach on his own after one hour of the accident. Bihar 
Police and local people came for their rescue and brought him to 
Aurangabad Hospital where he was given preliminary treatment. On 10- 
09-2002 he was brought to Rafiganj station by Military ambulance at about 
10.00 hours. From Rafiganj he was sent to Gaya Hospital by Accident 
Relief Train where he received good treatment. He started from Gaya by a 
Special train on 11-09-2002 and arrived Howrah on 12-09-2002 where he 
was admitted to Orthopaedic Hospital, Howrah. He appreciated that State 
Government, local public helped him and other injured passengers. He 
was happy with the treatment at Orthopaedic Hospital, Howrah. 

5.3.8 Shri K. S. Alam/Railway School Teacher - He was travelling on berth 
No.27 of coach AS-5. He was taken out at 3.45 hours of 10-09-2002 with 
the help of some railway employees and local people. He was taken to 
Gaya Hospital via Rafiganj at 13.45 hours of 10-09-2002. From Gaya he 
was shifted to Chittaranjan Locomotive Works Hospital and finally shifted 
to Orthopaedic Hospital, Howrah. He was happy with the help provided by 
the State Police, Military and local people available at site. No medical 
facility was provided at site. He was happy with the treatment at 
Orthopaedic Hospital, Howrah. He complained that rescue operation 
should have been started much earlier and there should have been some 
sort of emergency exit in the coaches. 

5.3.9 Shri Joydev/Khalasi Helper - He was in generator car. He was rescued 
by local public and railway staff at 07.30 hours in the morning of 10-09- 
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2002 and taken to Aurangabad Military Hospital and from there he was 
directed to Rafiganj station where local people had given him food and 
medical services. He was sent to Gaya by train at 12.00 hours on the 
same day. From Gaya he left by a Special train and reached Howrah on 
12-09-2002 and admitted to Orthopaedic Hospital, Howrah. He was happy 
with the treatment there. He commended the services rendered by the 
public along with the State Govt, and mililtary personnel. 

5.3.10 Shri Achintya Kumar Polley, Staff/EDP Centre/Kolkata - He was 

travelling on berth No.10 of AS-3. He was taken out at 3.25 hours of 10- 
09-2002 by railway staff with the help of local people. He was taken to 
Rafiganj in Medical Van and thereafter shifted to Sasaram Hospital with 
the help of Lions Club, Bihar. From Sasaram Hospital he reached Patna 
with his relative and came to Howrah by 3232 Down on 12-09-2002. He 
complained that rescue operation was not up to the mark as he remained 
confined in the coach around 4 72 hours after the accident. 

5.4 Others - 

5.4.1 As mentioned in para 1.2.3 (iii), I had a meeting at Gaya on 17-09-2002 
with Shri Hem Chand Sirohi, Commissioner, Magadh Range, Govt, of 
Bihar. In this meeting. Railway officers mentioned at Serial No. 1 to 7 in 
the para 1.2.3 (iii) were also present. 

The Commissioner mentioned following problems in connection with the 
relief work ;- 

(i) Shortage of coffins and slabs of ice for the dead bodies. 

(ii) Shortage of railway’s para-medical staff. 

(iii) Shortage of life saving drugs in Accident Relief Medical Equipment 
vans. 

(iv) There was lack of co-ordination between Railway and State 
Government doctors. According to him no one from Railway was 
co-ordinating with State Government officials. 

(v) Shortage of staff to handle the dead bodies. 

(vi) There was no site office at the site of accident. 

(vii) The train for transporting dead and injured to Howrah was placed 
on line No.3 of Rafiganj station on 10-09-2002 whereas Chairman, 
Railway Board’s train was stabled on line No.1. This caused lot of 
inconvenience in the transport of injured and dead to the train 
through foot-over-bridge. 

(viii) There was acute shortage of cutters. He narrated how he arranged 
cutters from contractors working in the nearby area. 

(ix) The crane in the relief train from Mughalsarai was giving frequent 
trouble causing delay in taking out the injured passengers from 
coaches. 
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(x) He also suggested that VIP movements should be kept to the bare 
minimum to avoid diversion of attention from relief. 

5.4.2 Superintendent of Police, Aurangabad has also submitted a memorandum 
vide his letter No. 1599/C dated 23^'^ September, 2002. He raised certain 
points which are summarised as under;- 

(i) There were discrepancies in the map of site submitted to them. 
There were pre-existing cracks in the piers where girders are held 
back. The breakage of piers along the line of these cracks was 
visible. These cracks were not shown in the sketch given to them. 

(ii) From the inspection of site it was found that next rail towards Delhi 
end had snapped and this snapped rail was 10.77 m long. This 
snapped rail was 6.81 m from the abutment of the bridge. All 
sleepers under this rail had been dragged in to the river. How this 
dragging could take place. This vital evidence not shown in the site 
sketch. This omission appears to be a part of larger conspiracy. 

(iii) Relief Train left Gaya at 12 ‘O clock mid-night and reached 
accident site at 1.20 hours of 10-09-2002 by covering a distance of 
39 Kms. 

(iv) Station Superintendent/Rafiganj sent a memo to police station 
instead of informing by telephone. 

(v) Four fish plates, 8 nut bolts and numerous pandrol clips found at 
the accident site rested in the store and were not part of the 
“derailed rail”. 

(vi) In the letter to police. Station Superintendent/Rafiganj mentioned 
that Dhawa bridge had collapsed. 

(vii) Sarvashri Y. N. Singh, B. Naskar & Maheswar brought a 
photographer instead of attending to the cries of passengers. 

(viii) Existing wooden sleepers used as bridge timbers in the bridge were 
worn out and spike killed etc. 

(ix) Knee jerk reaction of managers of Indian Railways was that it was 
sabotage. The reaction is normal but time should have given way to 
reasoned deductions. 

(x) Shri Kulshrestha (a retired railway officer)’s article asking as to 
whether monsoon patrolling was ordered. Whether speedometer of 
the loco was seized. 

(xi) Members of American Society of Civil Engineers have blamed age 
factor for the collapse of the bridge. 

5.2.3 Shri S. K. Basu, New Delhi - His wife Smt. Shubhra Basu was travelling 
in seat No. 33 of coach No.AS-2 and she died in this accident. Shri Basu 
reached Gaya on 10-09-2002 at 3 p.m.. Based on his experience he sent 
a fax to the Chairman Railway Board and copy to the undersigned. Some 
of the important observations/complaints made by him are summarised 
below;- 
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□ They did not find a single person who was in-charge of the whole 
rescue operation. 

□ Nobody could tell them who were the people safe and sent back to 
Delhi and Calcutta. The reply from them (Railway officials) was - “they 
didn’t make any list". There was no identification given to victims taken 
out from the compartments. After the accident those who could tell 
their names, the list was made, but who were unconscious and heavily 
injured, there was no way to trace them. Same thing must have 
happened to his wife, whom they could trace only on 11-09-2002 
evening. Can Railways tell him where was she till that time? 

□ There was no coffin and ice arranged from 10"^ morning and other 
facilities were not available to preserve the bodies of the deceased. 
Many people had to purchase coffin on their own but of course some 
coffins were provided on 11-09-2002. Dead bodies were rotton and 
people had to carry fully decomposed bodies to their home. 

□ There was no helicopter service provided to airlift heavily injured 
passengers to place like Patna. This could have saved lot of lives. 

□ The complete list of passengers were not there on 10-09-2002. This 
should have come from Howrah Station/Mughalsarai by fax to Gaya by 
10-09-2002 early morning. 

□ There was only one crane with 15.5 metre radius which was not able to 
fully lift the coaches. He told C.M.E. to get another crane on the 2"'^ 
line, so that coaches could be lifted properly and rescue operation 
could be faster. This was not done. 

□ Railway authorities were prioritizing to repair the railway line instead of 
salvaging people stuck up in various coaches where life may be there. 
Under his and other’s influence, they stopped that on 10‘^ night and 
concentrated on further rescue operation. 

VI. TESTS AND OBSERVATIONS. 

6.1 A copy of the sketch showing the plan of the accident site is placed at 

Annexure I. Index Plan and section of the track between Rafiganj and Deo 

Road stations is placed at Annexure - II. 

6.1.1 Cross section of the river under the bridge showing water level as on 10- 

09-2002 is placed at Annexure - III. Joint note of Senior Supervisors is 

placed at Annexure - IV and track readings at Annexure - V. The 
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information from speedometer of loco No.WAG-5/30002 as down loaded 
in Electric loco shed at Ghaziabad is placed at Annexure - VI. 

6.1.2 The observations made by me on reaching the site of accident (at 09.00 
hours of 10-09-2002) and after seeing the damaged track, bridge, loco 
and coaches are recorded in para 1.2.2 of the report. I again inspected the 
site of accident on 15-09-2002 and 25-09-2002 to gather more information 
(refer para 1.2.4). Detailed observations of the track near the site of 
accident, bridge No.445, loco and coaches were made by me besides the 
following officers who assisted me in the investigations;- 

(i) Executive Director (Bridge & Structure), Research Designs & 
Standards Organisation and his team for detailed examination of 
bridge No.445 on Dhawa river. 

(ii) Deputy Commissioner of Railway Safety (Electric Traction)/ 
Lucknow & Deputy Commissioner of Railway Safety (Mechanical)/ 
Lucknow for detailed examination of coaches and loco of the 
derailed train. 

(iii) Deputy Commissioner of Railway Safety (Signal & Telecommuni- 
cationj/Kolkata for recording the statement of a few injured 
passengers in the hospitals at Kolkata. 

6.2 As recorded in para 1.2.4, I inspected in detail bridge No. 493 at 
Km.534/7-9 on the Gaya - Mughalsarai section and bridge No.445 Down 
adjacent to the damaged bridge on 15-09-2002 to ascertain the standard 
of maintenance of bridges of same vintage on Gaya - Mughalsarai 
section. 

6.2.1 Masonry of bridge No.493 is as old as that of bridge No.445 as both were 
built around the year 1900. The brick masonry (in both the bridges) in lime 
mortar is standing well except pointing required in patches. It may be 
mentioned here that cement attains its full strength after 28 days whereas 
lime mortar gains strength by natural process of chemical reaction with 
atmospheric carbon dioxide. This chemical reaction takes very long time 
and ultimate strength may take hundreds of years to achieve. Ultimately 
when all lime is converted to stone, it would be a complete cycle of nature. 
Therefore, any doubt that bridge was loosing strength because it was old 
is contrary to the scientific truth. 

6.2.2 Condition of girders of bridge No.493 Up and Down (3 x 60 ft. G) was as 
under :- 

Down line - girders were fabricated in 1897, last painted in October, 1998. 
Condition was good. 
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Up line - girders were fabricated in 1925, painted in October, 1998. 
Condition was good. 

Cleaning of bearings/seat etc. of both lines done in December, 1999. 
Wooden sleepers were of the year 1998 and condition was O.K. 

6.2.3 Condition of girders of bridge No.445 Down - (3 x 60 ft. + 1 x 62 ft, and 
1 X 40 ft. Girders) was as under:- 

(i) Spans No. 1,2 & 3 have girders fabricated in 1925. 

(ii) Spans No. 4 & 5 have girders of 1958-59. 

Condition of girders was good except a dent (caused during this accident) 
in span No.4 near P 3 for which speed restriction is in vogue. 

Condition of wooden sleepers was also C.K. 

6.2.4 The damaged bridge on Up line and the bridge on Down line was 
inspected again on 25-09-2002 along with Chief Bridge Engineer/Eastern 
Railway and Executive Director (Bridge & Structure)/RDSD and my 
observations are as under:- 

(i) There were no old cracks in the masonry/piers/abutments as 
examined closely through a magnifying glass. 

(ii) An examination of the broken surface of masonry showed that the 
quality of construction was very good as no voids in joints could be 
seen. 

(iii) Quality of bricks used in construction was also very good. 

(iv) The masonry in piers 3 and 4 fractured due to accident at the 
construction joint of isolated bed block of cement concrete and 
brick masonry of piers 

6.2.5 The Bridge Register of Assistant Engineer/Gaya containing the reports of 
previous yearly inspections of Bridge No.445 was scrutinised. The entries 
showing defects etc. on Up line bridge are summarised as under:- 


Date 

Entries 

11-03-94 

(i) Pitching around piers No.2 to be repaired. 

(ii) 10 sleepers unserviceable on Up line. 

18-01-95 

(i) Peepu! tree from pier No.3 (Howrah end 
face) to be removed. 

(ii) Sleeper renewal to be done. 
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11-03-96 

(i) On Up side on pier No.4, vertical crack on 
top. 

(ii) Bed block Down side on pier No.3 
horizontal crack to be repaired. 

(iii) Unserviceable sleepers - 20. 

27-01-97 

(i) LXN complied, not standing well. 

(ii) Unserviceable sleepers - 8 

10-02-98 

(i) All piers & abutments need flush pointing. 
At few locations masonry joints opened. 

(ii) Unserviceable bridge timbers - ‘Nil’. 

24-12-98 

(i) Joints between bed block and masonry 
becoming loose in pier Nos. 3 & 4. 

(ii) In Ai under Up G.C. bricks have become 
loose. It has to be fixed by cement mortar. 

(iii) Unserviceable bridge timbers - 15. 

02 -01-2000 

(i) Hollow sound in bricks adjacent to the bed 
block of Up and Down G.C. in Ai. 

(ii) In pier No.3 Howrah end, cement pointing 
done in vertical crack in masonry not 
standing well. Epoxy grouting to be done. 

(iii) In pier No.4, Up side G.C. bed block and 
masonry adjacent to it are getting 
separated. Epoxy grouting needed. 

(iii) 30 sleepers (total Up/Down) to be renewed. 

Divisional Engineer/Il/Mughalsarai recorded on 
15-03-2000 that the work of epoxy grouting was in 
progress. 

22 -02-2001 

(i) None of piers No.1, 2, 3 & 4 where holding 
down bolts have been fixed to be repaired. 

(ii) 21 sleepers on Up G.C. require changing. 

09-03-2002 

Unserviceable sleepers 14 on Up G.C. 

Divisional Engineer/I/Mughalsarai inspected 
on 22-05-2002 and recorded as under:- 

11 Nos. sleeper unserviceable on Up G.C. 


6.3 R.D.S.O. was assigned to undertake thorough investigations into the 
damage to sub-structure of Bridge No.445 on Dhawa river. Their report is 
placed in Annexure - VII. 

6.3.1 RDSO team visited the site with following equipment;- 

i) Rebound Hammer 

ii) Ultrasonic Tester 
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iv) Acoustic Emission equipment 

v) Ground Impulse Imaging System. 

vi) Crack detection microscope 

vii) Profometer 

viii) Corrosion monitoring equipment. 

6.3.2 Before starting field investigations with the help of NDT equipment, 
physical condition of the pier and abutments of bridge sub-structure was 
thoroughly examined. The damage to the various portions of the 
substructure, location of cracks, epoxy grouting done in the past etc were 
plotted on the sketches enclosed with the RDSO report at Annexure-VII 
to Annexure -VIII . The various observations noted during the examination 
are as under:- 

6.3.2.1 About strength of the mortar - Each pier and abutment was 
thoroughly examined with the help of wire to assess whether there 
is any loss of strength in the mortar or not. Everywhere including 
that at broken portion of the piers, mortar was found in very sound 
condition. No leaching of mortar was observed in any of the piers 
and abutments. 

6 .3.2.2 Condition of Bricks - Bricks were found in excellent condition and 
no where any sign of efflorescence was noticed in any of the piers 
and abutments. Ringing sound was observed under impact of 
inspection hammer. Sample of bricks and masonry were collected 
for testing its strength in the laboratory. 

6 .3.2.3 Condition of Sub-Structures - No visible cracks were observed 
anywhere in the substructure of piers and abutments. At the 
broken portion of the pier, no loose mortar was found. At many 
places on existing as well as on broken piers, joints were raked 
using wires. The broken pieces of pier were in a chunk and loose 
bricks/mortar at joints were not found . From visual inspection, the 
condition of sub-structure appeared to be very sound. The sample 
of mortar, bricks and broken pieces of masonry had been collected 
for testing the compressive strength including composition of 
mortar. 

6 .3.2.4 Waterway & Scouring - High flood level marks on abutment A1 
and Pier P1 reveal that the bridge had witnessed severe floods in 
1916 and subsequently in 1926. There was no further flood of those 
intensities. Further more, during 1958-59, two more spans of 1X62’ 
and 1x40’ were added towards MGS end. The observation of site 
indicates that waterway presently available is adequate as bridge 
is not limited to constricted portion of flow and has sufficient 
opening. 
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6 .3.2.5 Settlement - Thorough examination of the foundations revealed 
that there was no sign of settlement in any of the piers and 
abutments. To ensure whether any chances of gradual settlement 
had taken place in the past or not, levels of the bed blocks of all 
the piers and abutments were taken. It was found that there is no 
old crack in any of the piers and abutments. Further more, 
difference in level of bed block as taken by Assistant Engineer / 
Dehri-on-Sone under the supervision of RDSO found to be only of 
5mm. It is worthwhile to point out that the least count of the 
measuring staff itself is of the order of 5 mm. Hence, it is concluded 
that there is hardly any level difference, ruling out the possibility of 
gradual settlement of piers and abutments in due course of time. 

6 .3.2.6 Condition of Epoxy Grouting - All the epoxy groutings were 
thoroughly examined. It was found that the groutings are in sound 
condition. Further more, nowhere development of any fresh crack 
beyond the grouted portion was found. 

6.3.3 The RDSO team concluded as under:- 

a) Nowhere presence of any efflorescence and leaching of mortar as well 
as nowhere any indication of loss of mortar indicates that although the 
bridge is old but still In very sound condition. Regarding this, it is 
clarified that strength of lime mortar increases with time due to more 
and more carbonation. 

b) Nowhere, presence of any cracks in any of the piers and abutments 
reveals that bridge substructure is in sound condition. Uniformity in the 
levels of bed blocks reveals that even no gradual settlement took place 
in any of the piers and abutments. 

c) No sign of any scouring was found anywhere. 

d) Waterway was found adequate. 

e) Results of rebound hammer on the bricks as well as mortar reveals 
that these are in sound condition. Bridge even being old, its strength is 
comparable with good quality of mass cement concrete. Further 
more, strength on the broken portion and on the intact portion was 
found to be of the same order. 

f) Result of ultrasonic velocity reveals that there is no crack inside any of 
the piers and abutments. It also indicates fairly good strength. Further 
more, results on broken as well as intact portions are comparable. 

g) Results of Acoustic Emission technique reveals that no cracks are 
there any where in any of the piers and abutments. If any cracks were 
there, then results might have been approximately 10 times more. 
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Furthermore, here also, results on broken portion as well as on intact 
portions are comparable. 

h) Results of the GPR also indicates presence of no any cracks in any of 
the piers and abutments. Broken portion as well as intact portion were 
found to be of the same quality. 

i) Laboratory testing of the bricks and masonry also reveals that the 
bridge substructure is having very good strength i.e. more than the 
required value. 

j) If masonry were weak, these bricks might have been crumbled and not 
broken in big size mass. This failure mechanism reveals that pier no. 3 
and 4 were partly broken due to excessively very high impact of 
derailment which might had been beyond the ultimate strength limit. 

k) Comparison of various results with bridge inspection register reveals 
that bridge was not having any problem and it was in excellent 
condition. 

Finally, above factual positions considered with presence of point of drop 
about 41 m in the rear of bridge reveals that damage to the bridge took 
place due to derailment of the trains moving at its full speed of about 
126/127 kmph. Bridge is not the cause of derailment/accident. 

6.3.4 In order to check the strength of existing bridge, Eastern Railway was 
requested to undertake detailed calculations to work out the stresses in 
sub-structure with present day loading. The calculated stresses vis-a-vis 
permissible stresses have been proof checked by RDSO and the 
correspondence between Eastern Railway and RDSO is placed at 
Annexure - VIII. Director (Bridge & Structure)/CBII, RDSO vide his letter 
No. CBS/MBE dated 24-10-2002 has certified that the calculations for 
checking existing pier P.3 of Bridge No.445 between Rafiganj and Deo 
Road on Gaya - Mughalsarai section, submitted by Eastern Railway have 
been perused and found safe for MBG loading - 1987. 

It may be mentioned here that Eastern Railway has calculated stresses on 
pier No.3 as it supports 60 ft. and 62 ft. spans of the bridge No.445 and is 
the heaviest loaded pier. 

Superstructure and bearings have been found safe as certified by RDSO 
vide para 4.0 of their letter No.CBS/MBE dated 30-10-2002 (Annexure - 
Vlll). 

6.4 Track on the bridge was last inspected by Assistant Engineer on 14-08- 
2002 and Permanent Way Inspector on 09-09-2002 at 18.00 hours and 
according to them, the track was found to be in order. In the last QMS 
2000 (portable accelerometer) run carried out on 25-08-2002 at a speed of 
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76 Km/h, no peak greater than 0.15 g was recorded on the Up line track 
at Km.508. Similarly during the Track Recording cum Research Car 
(TRRC) run on the same day, TGI value of Km.508 Up line was recorded 
as 94. In layman’s language this track can be classified as “very good”. 
The bridge timbers on the Up line of the bridge were renewed through in 
1990. As per the yearly detailed inspection of the bridge by Assistant 
Engineer/Gaya on 09-03-2002, 14 bridge timbers out of 152 were found 
unserviceable. Out of them 4 timbers had been renewed by 15-04-2002. 
Since my inspection revealed that the first Point of Drop was located in 
rear of the Howrah end abutment of this bridge, the condition of the 
bridge timber in any case did not play any role in the causation of 
derailment. 

The track on bridge approaches on the Up line consisted of 60 Kg (1989 
vintage) 90 UTS rails on prestressed concrete sleepers laid in 1984 at 65 
cm apart. There are SEJs on either end of the bridge. Between the SEJ 
and the bridge, free rails were provided. The empty as well as loaded 
measurements of the track in rear as well as in advance of the affected 
portion did not indicate any irregularity which could contribute to the 
derailment. The fittings were found complete on Up line as noted during 
my push trolley inspection on 15-09-2002. 

6.5 Loco - 

6.5.1 The loco is homed at Ghaziabad electric loco shed of Northern Railway for 
schedules/overhaul. I inspected this shed on 04-10-2002 along with Shri 
R. P. Rehan, Chief Electric Loco Engineer/Northern Railway/New Delhi 
and Shri M. K. Gupta, Senior Divisional Electrical Engineer/Rolling Stock/ 
Mughalsarai. Shri R. K. Tiwari, Senior Divisional Electrical 
Engineer/Rolling Stock/Ghaziabad and Shri Mohit Sonakia, Divisional 
Electrical Engineer/Rolling Stock/Ghaziabad were present. 

6.5.2 The loco shed maintains 135 locos out of which 13 are WAP5 type (10 
were imported from M/S. ABB/Switzerland and the other 3 were 
manufactured in Chittaranjan Locomotive Works). Loco No. WAP5 30002 
was an imported one. The Ghaziabad electric loco shed obtained ISO 
9002 certification on 27”’ March, 2000 and has a number of 
innovations/awards to its credit. Other WAP5 locos maintained here, are 
hauling Rajdhani Express trains to Mumbai (up to Vadodara), 
Bhubaneswar (up to Kharagpur) and Chennai. Other trains being hauled 
are Shatabdi Express trains from New Delhi to Bhopal, Lucknow and 
Kalka. 

6.5.3 The loco is fitted with modern gadgets with the state of art technology. 
Some of these are:- 
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Vigilance Control Device - A foot padel switch “vigilance” is provided at 
driver location in both the cabs. The driver is supposed to press this button 
every minute to show his alertness. If he fails to press this button and 
release, an alarm is sounded to the driver after the lapse of 60 seconds of 
the last operation done by him. If he fails to acknowledge the same within 
8 seconds a penalty brake is applied. The driver is not supposed to press 
this button if he is controlling the train by throttle or brake controller as the 
loco software is aware that the driver is active. A similar push button 
switch is provided for the Assistant driver also. 

Constant Speed control - The locomotive is provided with a feature of 
constant speed control for which the driver has to push BPCS button 
provided on the control panel when the loco reaches the desired speed. 
The loco software will maintain the speed of the locomotive at that value 
irrespective of the traction/braking requirements till the driver disturbs the 
throttle/brake controller. 

Memotel type Speedometer - This locomotive is provided with a 
memotel type speedometer which can record the short term and long term 
speed-time and speed-distance observations. The data can be retrieved 
through a “data evaluation unit” and downloaded on a laptop computer. 
The speed - distance and speed - time graph and their values at any 
instant of time can be seen on the laptop and print out can also be taken. 

6.5.4 However, it was learnt that there is no facility available at outstation/trip 
shed for retrieving the data from “Memotel” type speedometers. 

Trip schedule for these locos working 2301 Up and 2302 Down Rajdhani 
Express is done at Electric Loco Shed/New Delhi and Bamangachi Shed 
(Howrah). 

6.5.5 It was further learnt that the loco had undergone first intermediate 
overhaul (lOH) at Ghaziabad shed on 29-06-2001 after it was 
commissioned on 13-09-1996. So far it has earned 11.19 lakh Kms. after 
commissioning. The POH will be done after it has run for 20 lakh Kms. or 
completed 10 years of service after commissioning (whichever is earlier). 
The loco had undergone following minor schedules at Ghaziabad shed 
after the last lOH:- 

lA on 10-10-2001. 

IB on 17-01-2002. 
lA on 19-04-2002. 

IB on 15-07-2002. 


Next lA was due on 15-10-2002. 



Senior Divisional Electrical Engineer/Traction Rolling Stock in-charge of 
the shed confirmed that no major abnormality was noticed on this loco 
during the schedules. 

6.5.6 Electric Loco Trip Shed, Bamangachhi (near Howrah) was inspected by 
the two Deputy Commissioners of Railway Safety on 19-10-2002 (report at 
Annexure - XXIA). During the inspection of loco here following items are 
checked 

i) Electrical items - 

Horn operation, wiper/washer operation, water tank, main compressor, 
traction converter, main transformer, traction motor, air drier, BA 
voltage/CHBA voltage; Building up of MR pressure, BP pressure, FP 
pressure and condition of air flow indicators and working of brake 
cylinders etc. 

ii) Mechanical items - 

Internal door locks, centre buffer coupler, buffer, traction link and bar, 
gear case, hurth coupling, sand box, brake pad, scrubber brake 
actuator, brake cylinder actuator, bogie isolating cock, clearance 
between body and bogie frame, primary suspension and secondary 
suspension, etc. 

On 09-09-2002 above items of loco No.30002 WAPS were checked and 
all parameters were found within the prescribed limits. 

The trip inspection is carried out by 3 teams of 2 staff each for electrical, 
mechanical and pneumatic sections respectively. Their observations are 
recorded in a register. This register was signed by Senior Section 
Engineer/Traction Rolling Stock/Bamangachhi. However, it was detected 
that the officers do not carry out any intensive check of WAPS loco 
although in the sanction for running Rajdhani Express at 130 Km/h it 
was stipulated by the then Commissioner of Railway Safety that 
intensive test check of the loco should be carried out by a junior 
scale officer at least once in 3 months. It was also detected that there is 
no facility available at the running shed for retrieving data from the 
Memotel type speedometer installed in WAPS locomotive, although in the 
Minutes of the meeting of Chief Electrical Loco Engineers and officials 
with Railway Board and RDSO on maintenance schedule of WAP5 
locomotives circulated vide Director Standards Electrical/RDSO’s letter 
No.EL/3.1.35/2 dated 11/12-07-2001, the facility to retrieve data from this 
speedometer was to be provided at the trip sheds. 



6.6 Coaches - The coaches undergo POH at Liluah Workshop of Eastern 
Railway. Base depot for Primary maintenance is Coaching Depot/Howrah 
and Secondary maintenance is done at Coahing Depot/New Delhi. 

6.6.1 First two derailed coaches (next to engine) were examined by Deputy 
Commissioner of Railway Safety (Electric Traction) and Deputy 
Commissioner of Railway Safety (Mechanical). Their detailed report is 
placed at Annexure - XXIB. Their observations are summarised below:- 

a) Coach No.6696A WLRRM (Power car) - 

i) The power car was lying on the left side of the Up line. 

ii) Both the bogies were found to be attached with the coach. 

iii) Only one axle with wheels out of four was attached to the bogie 
of the coach. The other three axles had been detached and 
were found lying at the site. 

iv) Measurements of all the wheels were taken. The wheels were 
also checked using a tyre defect gauge and all the dimensions 
were found to be within permissible limits. 

b) Pantry Car No. 92802A- 

i) The coach was lying overturned and resting on its roof fully 

smashed. 

ii) Both the trolleys had been detached and were thrown away. 

iii) The wheels of this coach were lying scattered. These were 
traced and measurements were taken. As per measurement 
with the tyre defect gauge the dimensions were within limits. 

IV) No hitting or rubbing marks were noticed. 

6.6.2 Last 4 coaches of the derailed rake of the train were examined at Rafiganj 
by the two Deputy Commissioners of Railway Safety and their 
observations are as under;- 

a) WCBAC 82803A Pantry Car{15*'’ from train engine) at Rafiganj 
Station. 

i) Right side body panels of the coach were found smashed due to 
handling with the chain of the crane. One under frame 
transformer was found missing . It was learnt that this was 
removed to facilitate lifting of the upturned coach by the crane. 

ii) Some rubbing marks were noticed on the wheel disc.The 
measurement of all the wheels was taken and all the dimensions 
were found to be within limits. 
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b) Coaches Nos.WFAC 99002A (16*^ from train engine) WFAC 
90016A (17*^ from train engine) and WLRRM 00856A (18‘^ from 
train engine). 

Observations were taken. No abnormalities were observed . All the 
wheel dimensions were measured with tyre defect gauge and were 
found to be within limits. 

These coaches were then taken to Liluah Workshop and examined 
in detail. Their observations are as under;- 

i) Fresh breakage of one spring (No.-13) of WFAC 99002A was 
found. It was not surprising, considering the fact that this coach had 
derailed. 

ii) All the wheel dimensions were within limits and no hitting marks 
were noticed. 

iii) Groupings of axle and bolster springs of the four coaches were 
tested at Liluah workshop. It was found that a few axle springs and 
bolster springs fitted in bogies were not of the same groups. 
Details of these springs as follows:- 

l. Coach No. 99002 A WFAC (16“’ from train engine) 




Bolster Spring 

Bogie no. 1 (i)difference in 

Spg.No. 


(i) 1& 2 is 2 mm 

(ii) -do- 

3 & 4 is 6 mm 

(ii) 3& 4 is 8 mm 


11&12 is 3 mm 

— 

(ii) -do- 

15&16 is 5 mm 

— 


II. Coach No. 82803A WCBACJIS*^ from train engine) 



Axle Box (Spring) 

Bolster Spring 

Bogie No.1 (i) difference in 
Spg.No 

1&2 is 6 mm 


Bogie No.2 (i) - do- 

13&14 is 6 mm 

— 


III Coach NO.00856A WLRRM.(18'“ from train engine) 



Axle Box (Spring) 

Bolster Spring 

Bogie No.1 (i) difference in 
Spg.No 

3&4 is 10mm 

__I 


(ii) -do- 

5&6 is 1 mm 

— 


11&12 is 7 mm 

— 

(ii) -do- 

15&16 is 6 mm 

— 
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IV Coach no. 90016A WFAC (17*'’ from train engine) 



Axle Box (Spring) 

Bolster Spring 

Bogie No.1 (i) difference in 
Spg.No. 

1&2 is 5mm 

5 & 6 is 3mm 

(ii) -do-. 

5 & 6 is 5mm 

— 

Bogie No.2 (i) -do-. 

13&14is7mm ' 

— 

(ii) -do- 

15 & 16 is 6mm 

— 


The difference in spring height will affect the magnitude of load coming on 
springs. It may cause breakage of springs. 

The two officers concluded as under:- 

i) The observations made on the derailed coaches No.6696A 
WLRRM (first coach) and No.92802A WCBAC (second coach) 
at the accident site do not point to any deficiencies/defects in 
the above coaches which could have led to the derailment. 

ii) No such deficiencies were observed on the coaches 
NO.82803A WCBAC (IS*** coach) No. 99002A (16*'* coach), 
NO.90016A WFAC (I?*** coach) and No.00865A WLRRM (18^'* 
coach) at Rafiganj and subsequently in Liluah Workshop, 
which could have led to the derailment. Further, we are of the 
opinion that if all the other coaches had also been maintained 
to the same standards as the above four coaches, they would 
not have initiated the derailment. 

6.6.3 Tikiapara Coaching Depot - Inspection of Tikiapara Primary 
Maintenance depot was done by Deputy Commissioner of Railway Safety 
(Mechanical) and Deputy Commissioner of Railway Safety (Electric 
Traction) on 17/18-09-2002. Their report is placed at Annexure - XXIC. 

6.6.3.1 Following system of pre-inspection of coaches before placing on 
washing pit for maintenance is followed; - 

i) Rolling-in-examination of rake is done at platform by train passing 
staff. 

ii) Escorting Train Examiner submits his report in the office of Train 
Examiner train passing, as soon as he arrives at Howrah after 
completing the journey. This report comes to Senior Section 
Engineer/Rajdhani on same day. 
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iii) Escorting Train Examiner also informs on phone to Senior Section 
EngineerWashing pit of Rajdhani Express regarding works carried 
out during run and abnormality noticed. 

iv) Sometime Escorting Train Examiner presents himself before Senior 
Divisional Mechanical Engineer if any serious abnormality is 
noticed during the run and Senior Divisional Mechanical Engineer 
then directs Senior Section EngineerAA/ashing pit/Rajdhani 
accordingly. 

v) One washing pit gang also checks the rake at the entrance of 
washing pit complex regarding wheel defects i.e. wheel flat. They 
also check the rake for heavy repairs which needs detachment. The 
coaches are detached and attached in the night and placed in 
washing pit next morning for maintenance. 

vi) Nine different gangs are deployed for undergear maintenance 
namely Air Brake testing, Howrah end adjusting, Delhi end 
adjusting, schedule special, undergear examination, special 
undergear examination, dash pot oiling, buffer/coupling oiling and 
trolley cleaning etc. 

For upper gear maintenance separate gangs are deployed. 


6.6.3.2 Dash pot oil of coach number 99134A was checked on one 

wheel and no oil was noticed though last dash pot oiling was 
done only on 06-10-2002. This shows that the present practice 
of checking of dash pot oil at an interval of 15 days is 
insufficient. The dash pot oil in Rajdhani rake should be 
checked in every trip at Primary Maintenance depot. 

Piston stroke and slack adjuster ‘A’ dimension of coach numbers 
92851A and 92803A were checked and found to be within the 
stipulated limit. 

Ganges to check the wheel profile, slack adjuster ‘A’ dimension, 
piston stroke, axle box crown clearance and gap between bolster 
and trolley was checked and found to be o.k. 

Supply of safety fittings, availability of staff for Rajdhani rakes and 
availability of coaches were reported to be adequate. 
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6 .6.3.3 Following registers are maintained in coaching depot to keep the vital 
statistics of different coaches;- 

(a) Daily damage and deficiency register - to note details of works carried 
out on washing pit on individual coach i.e. schedule, wheel, piston 
stroke, slack adjuster details are a few of them. 

(b) Safety item - It is used for keeping records regarding availability of 
different safety brackets. 

(c) Check of underslung items - In this register condition of fitment of all 
underslung items is recorded. 

(d) History sheet - It indicates the periodicity of damage of coach along 
with its cause. It helps to know the repeatability of coach detachment. 

(e) Coach kilometrage - To know the kilometrage earned by coach. This 
facilitates information for sending the coach for lOH & POH. 

(f) Coach position - To check the integrity of rake. 

(g) Escorting Train Examiner - Trip records - It gives information 
regarding unusual occurrence during run and bad riding behaviour of 
any coach. 

6 .6.3.4 The details of trip examination are recorded on a printed proforma 
called Daily damage and deficiency register. 

6 .6.3.5 Adequate equipment/facility for testing of Air pressure i.e. air 
compressor rake test rig and single coach testing rig is available. 

6.6.4 New Delhi Coaching Depot - I visited New Delhi Coaching Depot on 03- 
10-2002 along with Shri S. Toppo, Deputy Chief Mechanical Engineer 
(Carriage & Wagon)/Eastern Railway/Kolkata and Shri D. Garg, Senior 
Divisional Mechanical Engineer/Coaching/Delhi Division. New Delhi 
Coaching Depot headed by a Senior Coaching Depot Officer undertakes 
testing of 2301/2302 Rajdhani Express rake on washing line No.7 
between 12.30 and 16.30 hours. The tests conducted here are 

(i) Air brake testing for continuity, leakage, sensitivity to alarm chain 
pulling and brake gear riggings. 

(ii) Undergear examination including wheel profile, trolley and other 
under gear fittings to ensure safe running of train back to Howrah. 

(iii) To attend to repairs pointed out by the Train Examiner 
accompanying the train. 
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6.6.4.1 Senior Coaching Depot Officer conducts surprise checks on an 
average once a month. Senior Coaching Depot Officer confirmed 
that adequate quantity of spares is available in the Depot. Record 
for checks for 3 days 01-09-2002, 04-09-2002, 07-09-2002 for 
secondary maintenance was checked and nothing abnormal was 
noticed. 

6 .6.4.2 It was also learnt that a work of “Provision of sick line shed, 
hardonate flooring, store shed and upgradation of existing washing 
line No.7 and 8 at New Delhi Coaching Depot” sanctioned through 
Works Programme 2000-01 is yet to be started. The execution 
should be expedited. 

VII. DISCUSSIONS 

7.1 Time of Accident - The train passed Rafiganj at 22.37 V 2 hours 
according to Driver, Co-driver and Loco Inspector in the Driver's cab. The 
accident occurred at 22.39 hours according to them. Guard also has 
stated that the train came to a halt at 22.39 hours. The speed chart 
(Annexure VI) also shows a sudden drop of speed from 126 Km/h to 109 
Km/h between 22:39.05 hours and 22:39.08 hours which indicates that the 
driver must have applied brakes a few seconds after the derailment. 
Hence it would be reasonably correct to assess the time of accident as 
22.39 hours. 

7.2 Speed of the train - According to the Driver and Co-driver the speed of 
the train was 126/127 Km/h just before the derailment, whereas according 
to Loco Inspector it was 125 Km/h. The speed chart at Annexure VI also 
shows that the speed of the train was 127/126 Km/h up to 22:39.05 hours. 
Therefore it can be inferred that the train was running at 126 Km/h at the 
time of derailment. 

7.3 Circumstances and factors leading to the accident - 

A mid-section derailment of this nature could occur due to single or 
combination of following factors:- 

> Convulsion of nature. 

> Obstruction on track. 

> Over-speeding/sudden braking/bad enginemanship. 

> Defects in locomotive. 

> Defects in coaching stock. 

> Defects in S&T gear. 

> Defects/deficiencies in permanent way. 

> Defect in bridge. 

> Sabotage/train-wrecking. 
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These are discussed one by one in the following paragraphs: 

7.3.1 Convulsion of nature - There is no report of any natural calamity in the 
area prior to derailment. Although the weather was cloudy and drizzling, 
there was no report of any wash away or sinkage of track. The water at 
bridge No.445 was flowing 4,10 m below the danger level (refer cross 
section of the river at Annexure - III). No settlement of piers or any other 
problem with the bridge was reported as discussed in para 6.2 and 6.3 
of the report. 

7.3.2 Obstruction on track - No obstruction was reported on the track by the 
crew in the loco of Rajdhani Express. Train No.BCNE/7303 Goods train 
which left Rafiganj 42 >2 minutes earlier passed safely over the section. 
Nor did any of the down train crew report of having seen any obstruction 
on the Up track. An inspection of the Up line in rear of the site of 
derailment did not reveal any component of rolling stock of the Rajdhani 
Express train or any preceding train that had fallen down and which could 
have posed an obstruction to the movement of the Rajdhani Express 
causing it to derail. It was also noticed that there were no hit marks on the 
ballast or sleepers on the track in rear of the site of derailment which could 
leave a tell-tale sign of any hanging or fallen part of the rolling stock of the 
train which might have had any role in the cause of derailment. Thus it is 
concluded that any obstruction on the track as the cause of the derailment 
is ruled out. 

7.3.3 Overspeeding/sudden braking/bad enginemanship - The booked 
speed of the train was 120 Km/h. Maximum permissible speed on the 
section was 130 Km/h whereas the train was moving at 126/127 Km/h 
which is within the maximum permissible limits. The Divisional Engineer 
stated that there was no permanent or temporary speed restriction either 
on the bridge or on its approaches. At the time of accident, there were 
Driver, Co-driver and a Loco Inspector in the loco cab. The Driver, Shri R. 
D. Shaw had been once censured in 1990 and Co-driver, Shri A. K. Sinha 
censured in 1994. Except this they have a good track record. They are 
working as mail/express drivers since September, 1997 and November, 
2001 respectively. A perusal of the print out of the speed chart shows an 
uniform speed of the train, before the derailment. Therefore the question 
of bad enginemanship does not arise. 

As regards sudden braking, all the three deposed before the Commission 
that the crew applied emergency brakes when they got a severe jerk on 
the approach of the bridge. The speed chart given by the speedometer 
also confirms this. Therefore brakes were applied only after the accident. 
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7.3.4 Defects in locomotive - It is inconceivable that the coaches derailed first 
and pulled the far heavier locomotive ahead of them and derailing it. 
Hence if one has to look for the first vehicle of the train to have derailed it 
is without doubt the locomotive of the train. In the instant case the last pair 
of the wheels of the locomotive was found in a derailed condition. An 
intensive examination of the undergear of the locomotive was undertaken 
to look for any possible defects/ deficiencies in the locmotive which might 
have a bearing on the derailment. No defect in the loco was reported by 
the crew in the cab. None of the Station Master/Assistant Station Masters 
on duty from Gaya to Rafiganj reported any hanging part or abnormality in 
the train which also rules out any defect in the loco/coach. 

The undergear of the .Locomotive N0.WAP5 30002 hauling the Rajdhani 
Express was checked in detail by Deputy Commissioner of Railway Safety 
(Electric Traction) and Deputy Commissioner of Railway Safety 
(Mechanical) and it was concluded by them (refer Annexure - XXIB) that 
there were no deficiencies/defects found in the loco which could have led 
to the derailment or contributed to the cause of derailment. 

The locomotive had its last pair of wheels found in derailed condition at 
the place where the loco had come to a stop after the accident. As 
explained in later para 7.3.9.8 infra, a discontinuity was created on the left 
hand side rail by the removal of the fish bolts of the joints at either end of 
the rail and by removing the elastic rail clips holding the rail to the 
sleepers. As the wheels of the locomotive travelled over the i^ft rail which 
had been made devoid of its fastenings, the heavy lateral forces exerted 
by the loco wheels in their normal course of travel displaced the left side 
rail forcing some of the wheels of the locomotive to travel over the 
concrete sleepers and the ballast Since the track was on a straight 
alignment and since the train was going at a steady speed, it was not 
surprising that it took only a fraction of a second for the loco wheels to 
cover the distance of about 9 m and still climb back on to the left side rail 
ahead; only the rearmost left wheel of the locomotive could not succeed 
in climbing back on to the left rail and hence continued to travel in derailed 
condition. All things considered, the defects/deficiencies in the locomotive 
if any are ruled out as the cause of the derailment. 

7.3.5 Defects in coaches - 

Except the first and 2"'^ coaches next to the locomotive as well as the 15'*^ 
to 18*'^ coaches, the remaining 12*^ coaches of the train had suffered 
extensive damage and had their components of undergear disintegrated 
and strewn over a wide area. Hence no useful purpose was to be served 
by going into a detailed examination of the components of the undergear 
of those coaches. In addition it was most unlikely that any of those 
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coaches had first derailed and caused the derailment of the coaches 
ahead of them as well as the locomotive. 

Only the coaches first and 2'^'* next to the locomotive had their undergear 
in a reasonable condition for correlating the wheels with their respective 
coaches and for analysis. Lead profile was also taken of the wheels of 
those 2 coaches apart from checking through tyre defect gauge.The 
wheels of the undergear of the two coaches next to the locomotive were 
checked thoroughly by the two Deputy Commissioners of Railway Safety 
and they did not notice any deficiencies/defects which could have led to 
the derailment (refer Annexure - XXIB). Their inspection of the undergear 
of the coaches, 15*^ to 18'*^ from loco which remained on the Howrah end 
approach of the bridge revealed that the general state of maintenance of 
the coaches of the Rajdhani Express was satisfactory. It was found that 
the train rake had its primary maintenance at Tikiapara and was given fit 
on 09-09-2002 after the required checks. Examination of the maintenance 
records of primary examination at Tikiapara as well as the reports of the 
rolling in examination of the Rajdhani rake when it had earlier arrived at 
Howrah revealed that there were no defects of any nature which might 
have, even remotely, any bearing on the cause of the derailment. The 4 
coaches which had earlier arrived as a part of the rake of Rajdhani 
Express from New Delhi to Howrah on 08-09-2002 had been detached 
(one on root radius account and other due to axle box canting, other 2 
required attention to internal furnishing and AC cooling coil) and in their 
place 4 other fit coaches were attached. 

Primary rriaintenance depot at Tikiapara was inspected by the two Deputy 
Commissioners of Railway Safety and they were satisfied with the system 
and facilities there (Annexure - XXIC). I inspected personally the facilities 
for inspection as well as maintenance at the secondary depot at New 
Delhi and I was satisfied with the facilities and the system for their 
examination and maintenance of undergear. 

7.3.6 Defects In S&T gear - Since the accident happened in the mid-section 
where there was no S&T gear, the role of S&T gear in the cause of the 
derailment was not even considered. 

7.3.7 Defects/deficiencies in permanent way - The track on bridge 
approaches on the Up line consisted of 60 Kg (1989 vintage) 90 UTS rails 
on prestressed concrete sleepers laid in 1984 at 65 cm apart. There are 
SEJs on either end of the bridge. Between the SEJ and the Howrah end 
abutment of the bridge, free rails were provided. The floating as well as 
under load measurements of the track in rear as well as in advance of the 
affected portion did not indicate any irregularity which could contribute to 
derailment (refer Annexure - V). 
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The track fittings were found complete on the Up line as noted during my 
push trolley inspection oh 15-09-2002. At the site of accident earlier on 10- 
09-2002, I inspected the track visually on the Up line in rear of where the 
last coach of the ill-fated train stood for a distance of 300 m and found that 
there was generally no deficiency in the fastenings between rails and 
sleepers in the LWR. It is significant to point out that on a straight track 
even minor imperfectness if any in the track geometry would have little 
effect in destabilising the train unlike on sharp curves. Here it is relevant to 
point out that the track on the approach of the site of derailment was on a 
straight alignment. Besides this, the crew of the train did not complain of 
any rough riding on the track. 

All things considered, permanent way had no role to play in causing the 
derailment of the train. 

7.3.8 Defect if any in Bridge No.445 on Dhawa river on Up line - 

7.3.8.1 Foundation - The bridge No.445 is constructed of brick masonry 
and has common piers/abutments for Up and Down lines. 
Abutment Ai, and Piers Pi & Pa were constructed around the year 
1900 on open foundation. Piers P3, and P4 and Abutment Aa were 
later constructed in 1958 when two additional spans were provided 
to increase the waterway. The depth of water on the day of 
accident was about 2.875 m in spans 1 & 2, Water was flowing 4.10 
m below the danger level marked on the bridge. Spans 3 & 4 had 
no water flowing through them. There was no apparei^i; sinkage of 
piers/abutments as could be seen from the down lihb bridge where 
the rail traffic was resumed immediately after the restoration. 

7.3.8.2 Masonry of piers/abutment- 

(i) My visual inspection of the masonry of the bridge revealed that the 
masonry was quite sound. There were no old cracks. The bricks 
had undergone little or no weathering. The mortar in the masonry 
did not show signs of leaching. The broken masonry revealed that 
all cracks were fresh. Examination of the surface of the broken 
masonry further confirmed the soundness of materials as well as 
the good quality of construction in spite of passage of many years. 
Overall, the inspection revealed that there was no sign of 
deterioration/degeneration in the strength of the masonry of the 
sub-structure of the bridge due to age or weathering. 

(ii) Theoretical calculation on the strength of the sub-structure of the 
bridge revealed that it was adequate to handle the live loads that 
the bridge was carrying (refer Annexure - VIII). 
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(iii) The masonry of piers/abutments was further checked by a team of 
experts from R.D.S.O./Lucknow after the derailment. The team was 
headed by the Executive Director (Bridge & Structures)/R.D.S.O. 
and consisted of Director/Testing and two Senior Research 
Assistants. As per their report (refer Annexure - VII), masonry of 
the piers/ abutment of the bridge failed due to the after effect of the 
derailment. Their report corroborated my observation as stated in 
the foregoing paragraph. 

7.3.8.3 The steel girders of the bridge were inspected in detail by the 
Bridge Inspectors in October, 1999 as a part of their periodical 
check and they were found in sound condition. Next inspection is 
due in 2004. A visual inspection of the damaged girders did not 
reveal any signs of corrosion etc. 

Calculations revealed that the girders of the bridge were strong 
enough to carry the live loads on the bridge (refer Annexure - VIII). 

7.3.8.4 A scrutiny of the inspection reports for the last 9 years as recorded 
in the Bridge Register did not indicate any weakness of any 
structural member either in the super structure or the sub structure 
of the bridge. 

7.3. 8 . 5 Track on the bridge was last inspected by Assistant Engineer on 
14-08-2002 and Permanent Way Inspector on 09-09-2002 at 18.00 
hours and according to them, the track was found to be in order. In 
the last QMS 2000 (portable accelerometer) run carried out on 25- 
08-2002 at a speed of 76 Km/h, no peak greater than 0.15 g was 
recorded on the Up line track at Km.508. Similarly during the Track 
Recording cum Research Car (TRRC) run on the same day, TGI 
value of Km.508 Up line was recorded as 94. In layman’s language 
this track can be classified as “very good”. The bridge timbers on 
the Up line of the bridge were renewed through in 1990. As per the 
yearly detailed inspection of the bridge by Assistant Engineer/Gaya 
on 09-03-2002, 14 bridge timbers out of 155 were found 
unserviceable. Out of them 4 timbers had been renewed by 15-04- 
2002. Since my inspection revealed that the first Point of Drop 
was located in rear of the Howrah end abutment of this bridge, 
the condition of the bridge timbers in any case did not play 
any role in the causation of derailment. 

7.3.8.6 All things considered, the bridge No.445 on the Up line over Dhawa 
river had no role to play in causing the derailment of the train. 
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7.3.9 Sabotage/How the accident could have taken place? 


7.3.9.1 The first witness to reach the site was Shri D. N. Singh Yadav, 
Guard of the ill-fated train, who immediately came out of his coach 
after the accident and tried to assess the damages caused in the 
accident. He reported that the coaches 3 & 4 from the rear were 
derailed and ahead of those coaches, Dhawa bridge was seen 
collapsed on which & 6'^ coaches were seen hanging and 
suspended over the bridge. He further told that he saw that fish 
plate of left rail was opened, kept beside the track with the 
nuts and bolts. One rail piece was found removed from its 
original position and kept on the left side sleepers. On cross 
examination he stated that none of the permanent way inspectors 
or his staff was seen at site up to that time. He confirmed that both 
the fish plates along with nuts and bolts of Howrah side joint were 
lying by the left side of the track and the rail piece was lying tilted. 

7.3.9.2 The Driver, Co-driver and Loco Inspector who were in the cab of 
the derailed train stated that they got a severe jerk before they 
approached the bridge. The Driver further clarified that he felt as if 
the wheel of the engine had hit something and the train jumped. 
The Co-driver told that he experienced severe vertical jerk and the 
loco started rocking. The Loco Inspector fell down immediately 
after the jerk. 

7.3.9.3 Sarvashri Y. N. Singh, Junior Engineer/P.Way/Rafiganj, B. Naskar, 
Section Engineer/P.Way/Rafiganj and Maheswar, Trackman 
reached the site together within an hour of the accident, i.e. at 
23.30 hours and found that one rail of left hand side of Up line 
beyond the SEJ near the OHE Mast No.508/2T was lying in 
opened condition on the toe of the concrete sleepers. Two fish 
plates and 4 bolts of Howrah end joint and 2 fish plates and 4 bolts 
of Delhi end joint were found lying outside the track. They also saw 
that some of the elastic rail clips were lying inside and outside the 
rail. Thereafter they decided to bring a photographer for taking 
photographs of this clue of derailment. 

7.3.9.4 Photographer from Rafiganj, Shri Narendra Kumar stated that he 
reached the site along with Shri Y. N. Singh, Junior 
Engineer/P.Way/Rafiganj and othBr staff at around 00.30 hours of 
10-09-2002 and took the photographs of the site as directed. Some 
of these photographs have been enclosed with the report (refer 
Annexure - XXIll). He also clarified that he did not see anybody 
working on the railway track when he reached there. 
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7.3.9.5 


A large number of public witnesses also stated (refer para 5.1) 
that the fish piates and raii were lying outside the track and 
confirmed that it is a terrorist infested area where such 
incidences have been reported in the past also. 

7.3.9.6 Divisional Engineer/ll/Mughalsarai, Shri Abhay Kumar and Senior 

Divisional Engineer (Co-ordination)/Mughalsarai, Shri Ramesh 
Kumar reached the site at about 03.00 hours of 10-09-2002 from 
Mughalsarai end. After assessing the situation on Mughalsarai end 
of the bridge they came to Rafiganj end of the bridge and found that 
(refer para 5.2.19 and 5.2.21) one rail of about 9 m length was 
lying outside the track near the toe of the PSC sleepers with 
traction bond wire with OHE Mast No.508/21 intact. 2 fish plates, 4 
nuts and bolts each of this rail were found lying near the respective 
joints. None of these bolts were sheared or broken. The fish plates 
had marks of fresh opening. 22 elastic rail clips of this rail were 
also lying there. There were 14 PSC sleepers in this rail out of 
which 4 sleepers were also having wheel dent marks on their rail 
seat and remaining 10 sleepers were completely smashed. The rail 
was lying tilted with gauge face in upward condition. A grazing mark 
of about 2.5 m length was visible on the gauge face of the rail. The 
flange of this rail was also having wheel travel marks for about 3 m 
length. The landing rail had shifted by about 2.25 m towards Delhi. 
Howrah end of this landing rail was battered and hogged due 
to impact of derailed wheels. 

As recorded in para 1.2.2 (I) of this report, I had als6 seen on my 
arrival at site that fish plates of both ends of 9.01 m piece of rail 
(cess side) on the Up line on the approach of Dhawa bridge No.445 
were removed. This rail was lying outside the Up track (cess side) 
at Km.508/19-21 on the approach of Dhawa bridge No.445. This 
was one of the single rails provided on the approach of major 
bridges to isolate the LWR from the bridge. The Switch Expansion 
Joint at the end of LWR was intact. The rail was lying toppled 
approximately 57 cms away from its original position with its head 
towards the cess and foot towards the track. The gauge face side 
head of this rail had rubbing marks. Fishplates of both the joints 
(four fish plates in all) connecting this rail were also found lying by 
the side. A look at: the fish plates showed that they had been 
removed freshly. They bore no signs of damage due to passage of 
derailed wheels. That they were in active use was further evident 
from the fact that their colour was different from those kept in the 
store. 4 fish bolts of the Howrah end joint and 3 of the Delhi end 
joint were also found lying there along with nuts. The fish bolts were 
found separated from the nuts. One fish bolt was in the fish plate 
itself at the Delhi '^nd joint. None of the bolts had any snapping 
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marks. The threads of bolts and nuts indicated no shearing marks 
showing that they were deliberately opened recently. The ‘point of 
drop’ (P.O.D.) was on the sleeper just next to the joint sleepers. 
The concrete sleepers located thereafter were found crushed. The 
next rail (on the cess side) had shifted longitudinally in the direction 
of traffic towards Delhi by about 2.27 m. The head of that rail 
(facing the direction of the train) was found severely battered and 
rounded. That rail was found tilted and had hitting marks at end on 
the web also. The right hand rail had also snapped/fractured. 
Structure bond of the said 9.01 m long rail remained intact. 

The detailed observations made by me convinced me that there 
was deliberate removal of fish plates and rail sleeper 
fastenings (elastic rail clips) of the 9.01 m long cess side rail 
on Up line, before the passage of the ill-fated train. 

7.3.9.7 Principal Chief Engineer/Eastern Railway who reached the site 
along with General Manager, myself and other senior officers at 
09.00 hours of 10-09-2002 had given his observations separately 
as under;- 

The first fish plated joint after the SEJ was in opened 
condition. The rail was about 9 m long and the fish plates 
of both the Joints on the left hand side rail were in 
opened condition. 2 pairs offish plates and 4 bolts of each 
joint were lying by the side of the track. The connection of 
the rail (lying outside) with OHE Mast through bond wire 
was intact. There were shining marks on the rail top 
indicating that it was a running rail. Grazing marks on the rail 
head and the gauge face was indicating that something had 
grazed on the gauge face. Elastic Rail Clips for this left hand 
side rail were lying scattered on ballast. It was also 
observed that first clear mark of wheel drop was on a 
few sleepers just after the fish plated joint of the left 
hand rail which gave an indication of the first drop of 
wheel immediately after the fish plated joint with no rail 
existing approximately 30 m short of the bridge. All the 
subsequent PSC sleepers were completely crushed with 
HTS strands exposed on the left hand side. 

7.3.9.8 The track was straight on both the sides of the bridge. In such 
a situation there could be either of the two possibilities leading to 
derailment:- 

(i) The rail had been removed from its position by the miscreants 
before the arrival of the train. The front trolley of the engine 
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derailed and mounted over the landing rail but rear trolley rear 
wheels could not mount and derailed. 

(ii) Rajdhani Express came, front trolley of the loco passed over this 
loose rail but rear trolley threw this loose rail out and rear wheels of 
this rear trolley also got derailed. This is the more likely scenario. 


Subsequent coaches also derailed since no rail was in position. 
The left side wheels of the coaches jumped from rail and crushed 
the sleepers. Some wheels tried to mount on the Delhi end rail 
after derailing. This is confirmed by the battering of the facing end 
of Delhi end rail. A few coaches with partly derailed wheels could 
cross over the bridge fully or partly, but thereafter under the 
continuous impact of the passing derailed wheels, the wooden 
sleepers on girders could not bear the weight, got crushed and 
thereafter the wheels travelled over the girders, thereby snapping 
and separating the two parts of girders in spans 1 & 2. 
Simultaneously after application of brakes, the momentum of the 
derailed train got transferred to the piers and abutments resulting in 
damage to piers No.3 and 4 and abutment No.2. This also led to 
pulling the track from Howrah end of bridge towards Delhi and 
caused longitudinal shifting of cess side rail by 2.27 m towards 
Delhi. 

7.3.9.9 Time available for the miscreants 


RAFIGANJ ACCIDENT SITE DEO ROAD 

(Km.507.12) (Km.50a/19-21) (Km.515.06) 



22.03 HRS 
22.14 HRS 
22.30 HRS 

t TIME 
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7.3.9.10 The timings of the Up/Down trains which passed over the section 
Rafiganj to Deo Road just prior to the passage of the ill-fated train 
have been plotted in the above graph which shows that there were 
two gaps of approximately 22 and 16 minutes which were enough 
for tampering with the track. The PWl in his statement in para 
5.2.10, stated that two rank outsiders (i.e. other than permanent 
way men) could open fish plates of both joints and all ERG clips of 
the 9.01 m rail in 15 minutes. I also feel that this tampering can be 
finished in less than 15 minutes - whereas the miscreants got two 
long gaps of 22 and 16 minutes. In addition to this, near the bridge 
there is an abandoned building on the cess side of Up line which 
might have provided a good cover for the miscreants to hide 
whenever a train must be approaching. 

7.3.9.11 The area where the train derailed is known to be sabotage prone 
and a number of incidents of sabotage have been reported in the 
past as discussed in para 7.5 later. Based on these foregoing 
observations, I am convinced that the above derailment took 
place due to tampering of track by miscreants. 

7.3.10 There was speculation in some quarters that the 9.01 m long rail on the 
cess side on the Up line was deliberately removed from its position after 
the accident by interested parties, to make it appear as if it is a case of 
tampering with the track. This can not be believed as the sleepers below 
this rail got badly crushed which is possible only when there is no rail. 
Moreover the 1®* sleeper at Howrah end joint was not affected, showing 
clearly that the wheels jumped from top of the rail to 2^^ sleeper onward. 

7.3.11 Eminent Railway Track Engineer, Shri V. K. Agnihotri, who retired as 
Member Engineer/Railway Board holds similar views. Extracts of his 
letter dated 15-09-2002 are reproduced below:- 

“ As far as movement of engine on a portion of track where fish plates 
have been removed or rail has been disturbed is concerned the first thing 
to understand is the time taken to negotiate 13 meters length at a speed of 
130 Km/h. This time is 1/3'''^ of a second which is even difficult to perceive. 
Further when a train is in motion at 130 Km/h it has lot of kinetic energy in 
forward direction and whatever disturbances will be imposed on this train 
due to discontinuity in the rail would take time to disturb the motion of the 
train. Further more the wheels of the train are rotating at a very high speed 
when it is travelling at 130 Km/h which generates a gyroscopic effect. In 
layman’s language gyroscopic effect can be understood from the rotation 
of the top which children are playing with. A top continues to rotate in 
vertical direction as long as it has speed and as soon as speed comes 
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down it drops down. This very gyroscopic effect is used in the two wheeler 
vehicles whether it is scooter or cycle wherein the rotating motion in the 
wheel keeps the direction of the two wheeler and as soon as two wheeler 
comes to a stop it cannot stand vertical and it drops down. Therefore, 
when Rajdhani Express at 130 Km/h would have come against the 
discontunity in the rail it cannot suddenly change direction and in 1/3^^ of a 
second the wheels will again find a proper support in the next rail. Even in 
the 13 meters gap where the rail may not be in a perfect condition there 
would be sleepers and ballast. Few wheels can easily pass over ballast 
and sleepers before the sleepers and ballast disintegrate. Therefore, after 
one or two vehicles pass in a situation where rail continuity is not there 
subsequent coaches starts plouging in into the ballast and formation 
thereby reducing the speed drastically and bogies from behind which are 
still travelling comparatively at a higher speed, mount on the vehicles in 
front. This is the classical method of derailment of a train finding 
discontinuity in rail. So there should be no misunderstanding that if engine 
and a bogie has passed there was no discontinuity in the rail.” 

7.3.12 There was yet another doubt in some quarters whether that rail and fish 
plates were brought from elsewhere and kept/placed at the position 
where it was found after the accident. It cannot be true, because the 
electrical structure bond connecting the nearby overhead electric structure 
to the rail was still found intact. Number of witnesses have confirmed 
(refer paras 5.2.21, 5.2.22 and paras 5.2.24 to 5.2.26) that no track staff 
worked at site immediately after the accident nor any fish plates etc. were 
brought from outside and kept there. Vide my observations in para 1.2.2 
(I) I have clearly stated that a look at fish plates showed that they had 
been removed freshly. That they were in active use was further evident 
from the fact that their colour was different from those kept in store. If the 
rail had been removed after the derailment, the sleepers below would 
have not got crushed. Moreover, the rail cannot be removed when 
coaches are standing over it. 

7.3.13 Had the derailment occurred due to a rail fracture on right side rail, the 
cess side end of sleepers under the 9.01 m long rail would not have 
crushed. This fracture on the right rail is on a thermit weld. When a 
derailed wheel travelled on the collar of thermit weld, the rail would have 
fractured through the foot and web. The balance portion of web and head 
must have fractured due to pulling of the rail towards Delhi end by the 
forward motion of the derailed wheels. 


69 



7.4 Condition of bridge timbers - 


7.4.1 Although the bridge timbers did not play any role in the causation of the 
derailment, it is debatable whether they contributed to the damages caused 
in terms of more loss of lives and damage to bridge structure. Had the 
condition of bridge timbers been satisfactory the derailed train could have 
passed over the bridge; if not the full train, at least a few more coaches 
would have passed over the bridge. The renewal of bridge timbers was not 
undertaken, apparently due to a ban on procurement. The Division, 
therefore, got the renewal of bridge timbers with channel sleepers 
sanctioned for 12 bridges including the bridge No.445 on Dhawa river 
through FWP 2002-03 and framed detailed estimate No.3/TR/MGS of 
2002-03 and sent to associate finance for vetting on 30-04-2002 with the 
following justification;- 

“ Existing wooden sleepers used as bridge timbers in bridges become 
worn out and spike killed and bunched at rail seat under bearing plate. 
Existing sleepers are very old. For the safety of traffic and maintainability 
these renewal is justified. Speed restrictions have also been continuing 
over the bridges due to unserviceable sleepers. 

Sr. DM. Engineer(lll)/Mughalsarai” 


The estimate was finally vetted on 16-09-2002 (after the accident). Thus 
precious 4 Vz months were lost in vetting of estimate which could 
have been done within a week. The Finance Branch of the Division had 
not accorded the required urgency to this work concerning safety of track 
on Rajdhani route. 

' j ! 

Although the Mughalsarai Division was told to preserve all the 
damaged/released track material till finalisation of my report, very few 
timbers were preserved. Senior Divisional Engineer/ 
Coordination/Mughalsarai told that other timber pieces were stolen/taken 
away by the public. Thus an important clue was lost. 

7.4.2 Moreover the Division could have considered imposing suitable speed 
restriction on Bridge No.445 Up due to the existence of some 
unserviceable sleepers. Such a measure could have perhaps reduced the 
severity of the impact of the derailment. Divisional Engineer, Assistant 
Engineer and Permanent Way Inspector (Incharge) have thus.rfailed in 
their duties. 

7.4.3 Principal Chief Engineer/Eastern Railway informed vide his letter No. 
W(4)512/4/6/Vol.lll dated 21-09-2002 that 7000 out of a population of 
one lakh bridge timbers had been replaced. Sanction for replacement 
is available for renewal of 47000 bridge timbers. The progress is too 
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slow considering the condition of bridge timbers on the system.The 
Railway should review the progress of renewal of bridge timbers, points & 
crossings and diamonds on wooden layouts and make a crash 
programme to complete this work of renewal in the next 3 years or so. 
Board are requested to review the progress and monitor the renewals. Till 
such renewals are completed, the Railway Administration should not 
hesitate to impose suitable speed restrictions consistent with safety. 

7.5 Sabotage Prone Area and the Role of Railway Administration: 

7.5.1 Principal Chief Engineer/Eastern Railway vide para 6 of his letter 
No.W(4)512/4/6/ Vol.lll dated 21-09-2002 informed the Commission that 
Gaya-Mughalsarai section is noted for sabotage/miscreant activities. He 
had submitted along with his letter of 21-09-2002 a list of 13 cases of 
sabotage/miscreant activities in this section. The cases have been 
tabulated below according to the increasing kilometerage:- 


SI. 

No. 

Location 

Details of the cases 

1 

Km.468/15-17 

North Outer Cabin/Gaya 

On 02-03-2002, unloading of bundles of 
Jute bags from running train causing 
derailment of 2311 Up Kalka Mail 

2 

Km.479/20 

between Kastha & Paraiya 

On 20-06-1995, Train No.2312 Kalka Mail 
dashed with a rail piece kept on track. 

3 

Km.479/20 

between Kastha & Paraiya 

On 20-06-1996, Train No.2312 Kalka Mail 
detained due to PSC sleeper and rail piece 
kept on track. 

4 

Km.482/19 

between Kastha & Paraiya 

On 25-01-1994, boulders kept on Up line 
causing damage to air pressure brake pipe 
of coaches of 2381 Up Poorva Express. 

5 

Km.485.22 

Paraiya Station 

On 25-06-1993, about 100 persons 
squatted on tracks and blocked Up and 
Down lines by putting boulders. 

6 

Km.486/23-25 

Between Paraiya & Guraru 

On 13-03-1996, Train engine and 6 
wagons derailed due to removal of SEJ rail 
by opening of fish plates and bearing plate 
bolts etc. 

7 

Km.498.06 

Ismailpur station 

On 18-05-1991, miscreants attacked RPF 
staff and burnt the station building. 

8 

-Do- 

On 16-01-1992, 5-6 persons equipped with 
fire-arms entered West Cabin, stopped 
traffic, planted bombs on track etc. 

9 

Km.499/7-11 

Ismailpur Station limits 

On 08-05-2000, Train engine and' 5 
wagons derailed. Both end fish plates of 
rail behind CMS crossing were found 
opened. 
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10 

Km.515.06 

Deo Road station. 

On 14-05-1994, 400-500 extremists 

equipped with deadly weapons surrounded 
the station building caused bleeding injury 
to on duty Switchman and set the station 
building on fire. 

11 

Km.541/5-7 

between Anugrahanarayan 
Road and Chiraila 

On 31-03-2000, PSC sleeper kept on track 
when 2301 Up Rajdhani Express was to 
pass. 

12 

Km.553/17-19 

Dehri-on-Sone station limits 

On 15-11-1997, Up Goods train derailed 
due to brake block of one wagon being 
taken out by miscreants. Meanwhile train 
started and brake block fallen on track and 
wheel mounted. 

13 

Km.614/3-5 

between Pusauli & Muthani 

On 20-02-1996, 2301 Up Rajdhani 

Express derailed due to opening of fish 
plates and pandrol clips of SEJ stock rail. 


7.5.2 Besides the above, an attempt to tamper with the track on the 
approach of the very Dhawa bridge at Km.508/21-25 had been earlier 
made on 22-05-2000 when 15-20 miscreants who had come to tamper 
with the track exchanged fire with a police party which had rushed to the 
bridge site on a tip provided to them by some unknown person. FIR No. 
44/2000 was lodged in this connection at Rafiganj police station. 

7.5.3 On 05-08-2001, “Hindustan”, a Hindi daily from Patna published a report 
about a possible attack on Railway property in this area. Summary of this 
news item is as under;- 

1. M.C.C. could attack Grand Chord railway line or a Railway station. 
The Railway line could be uprooted also. 

2. Maximum chances of attack were on Deo Road and Jakhim 
stations. 

7.5.4 On 02-09-2002, two reports of threat of subversive activities were reported 
from Danapur SIB (Refer Annexure - XIVA)and forwarded by Chief 
Security Commissioner, Railway Protection Force, Eastern Railway to 
General Manager, Additional General Manager, Chief Personnel Officer 
and Chief Operations Manager of the Railway and Director 
General/RPF/Railway Board/New Delhi and Joint Director/Intelligence/ 
RPF/ Railway Board New Delhi. 

The relevant portion of the intelligence report is reproduced below;- 

“ (B) Activities of P.W.G.:- A sense of discontentment is prevailing 
amongst the activists of PWG due to arrest of their leader one Ajoy Kumar 
@ Ravi, area commander, by police. This discontentment may lead to 
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greater agitational programme like damage and destruction of 
railway property, Rail Chakka Jam agitation etc. over Jharkhand and 
Bihar portion of Eastern Railway. Situation is under watch. ” 

7.5.5 When clarifications were sought from General Manager/Additional General 
Manager/Chief Operations Manager, the Additional General Manager vide 
his letter No. Accident/ER/2002 dated 22-10-2002 (Annexure - XIII) replied 
with the approval of General Manager as under :- 

“Daily Intelligence Reports are received from Chief Security Commissioner 
regularly. This is treated as information to the management for 
gearing up in case of any eventuality. Action on security matters like 
these is taken by the RPF Organisation which is headed by Chief 
Security Commissioner. However, in cases where trains are likely to get 
dislocated due to public/staff agitations etc., it becomes necessary to take 
precautionary steps for regulation of trains as well as for ensuring 
attendance of staff, etc. It could also be necessary to open Emergency 
Cell in some cases like “bundhs” etc. 

When staff matters are involved, it may be necessary to have a dialogue 
with unions at appropriate level or any other action based on these 
reports. 

For report (B) pertaining to Jharkhand and Bihar portion of the Eastern 
Railway, action has been taken by the Organisation of CSC/RPF." 

Chief Operations Manager/Eastern Railway replied that vide his letter No. 
Accident/ER/2002 dated 24-10-2002 (Annexure - XV) as under :- 

“Some of the DIRs are received by COM’s office whenever such an 
information pertains to any eventuality which may result in dislocation of 
train services etc. Necessary arrangements in all such cases are made at 
Hqrs or the Divisional level as necessary. Assistance, if any, from the 
Headquarters operating branch is always extended to the Divisions for 
smooth train operations. 

Since these reports were meant only for information, no specific orders 
were passed. 

The responsibility for safeguarding the railway properties rests with the 
RPF organisation in co-ordination with the respective State Governments." 
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7.5.6 Chief Security Commissioner/Eastern Railway clarified vide his letter No. 
SC.47/TA/INT/2002/586 dated 21-10-2002 as under:- 


“As regards the information under SI. (ii) of the said letter the information 
was purely casual and not specific in respect of area of apprehension nor 
was It authenticated by the State and Central Intelligence Units. However, 
considering the activities PWG and apprehending that this arrest may lead 
to agitation which may have repercussion over Jharkhand and Bihar 
portion of Eastern Railway, it was incorporated in the Daily Intelligence 
Report and the same information was also passed on to both 
ADG/Rly.’s/Bihar and Jharkhand requesting them to instruct all 
concern to take necessary precautionary measures. ” 

7.5.7 From the replies, given by the Railway Administration at para 7.5.5 
and this para, one would believe that such intelligence reports are 
dealt with in a routine manner and are not dealt with any 
seriousness. There is a need to have a fresh look at the system of 
intelligence collection and guidelines should be issued on what 
concrete action should be taken by the concerned departments on 
such reports. 


7.5.8 (i) The incidents listed in paras 7.5.1 to 7.5.3 clearly prove that 

Railway Administration was aware of the fact that this area is 
sabotage prone and they kept on lodging FlRs and writing to State 
Government. But it probably never occurred to them that they 
should also take anti-sabotage measures on their own. Some of 
these measures could have been:- 

1. Stretches of track on Eastern Railway affected by miscreant 
activities could be identified and speeds reduced appropriately. 

2. Following anti-sabotage measures could have been taken in the 
affected areas:- 


(a) Running of a pilot loco just ahead of Rajdhani Express and other 
superfast trains. 

(b) Security patrolling of tracks and posting stationary watchman at 
vulnerable locations such as bridges. 

(c) Burring the fish bolts. 

(d) Jamming the elastic rail clips at vulnerable locations. 

I consider that the Security, Operating and Civil Engineering Departments 
of Eastern Railway thus failed to maintain safety of railway traffic as they 
had failed to take above measures. Security & Civil Engineering Branches 
of Mughalsarai Division also failed to take the required anti-sabotage 
measures. 
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(ii) Authorities responsible for ensuring law and order also failed for 
not taking pre-emptive measures in the area where a series of 
miscreant activities were reported through FIRs lodged and a 
number of letters sent by the Railway Administration to the 
concerned authorities in the State Government at various levels. 

(iii) Incidents at Serial No.2, 3 and 11 at para 7.5.1 also highlight the 
need that no released/surplus track material should be kept near 
the track in sabotage prone areas. Apparently no such lesson has 
been learnt as can be seen from the fact that released/surplus track 
material is lying unguarded along the track at many places even 
now. 

7.5.9 It is unfortunate that adequate follow up action is not taken by the 
respective State Governments in cases of sabotage or tampering of track 
reported by the Railways. This has been brought out clearly by the 
Commissioner of Railway Safety/South Eastern Circle in his report on the 
derailment of 8690 Down Alleppey-Tata/Bokaro Express on 06-10-1999 
on South Eastern Railway. The Commissioner of Railway Safety/South 
Eastern Circle had also sounded a note of caution by stating “Unless the 
guilty persons are brought to book, major disaster can not be ruled 
out in future due to such antisocial and nefarious activities”. He had 
also recommended that the Railway Board should follow up the cases of 
sabotage with different State Governments and the Ministry of Home 
Affairs at the highest level. The instant accident has once again brought 
into focus the need for a serious and effective follow up action in bringing 
the culprits to book. 

7.5.10 Concrete sleepers with anti-sabotage features - 

Unlike CST-9 sleepers which had reverse jaw sleepers preventing lateral 
displacement of a rail in spite of removal of its fastenings, the PSC 
sleepers do not have any such anti-sabotage features. 

7.5.10.1 While inquiring into the incident of derailment of 2301 Up Rajdhani 
Express in Eastern Railway on 20-02-1996, the then Commissioner 
of Railway Safety had recommended as under (vide para 9.4 of his 
report):- 

“Antisabotage measures in LWR track 

The old LWR Manual provides machined fish-plated joints between 
SEJ rails and LWR/CWR rails in cases where Joints are to be used 
as block joints and when frequent destressing was necessary. This 
provision is not anti-sabotage and serious accidents could occur in 
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case of sabotage. Therefore, the above joints must be welded. The 
new LWR Manual of 1996 provides that the above joints should be 
welded. Therefore, on top most priority, all such joints should be 
welded as an anti-sabotage measure. The pandrol clips used on 
the SEJ rails do not have anti-sabotage characteristics. RDSO 
should be asked to design anti-sabotage pandrol clips for use 
on the SEJ rails. ” 


7.5.10.2 The recommendation for design of anti-sabotage elastic rail clips 
was sent to RDSO. Later, Board vide their letter No.96/Safety 
(A&R)/1/5 dated 31-05-1999 intimated as under;- 

“Efforts have been made by RDSO to evolve a pilfer proof modified 
design of the ERC clip. The design was developed and one lakh 
clips were distributed for trials among the railways. The revised 
versions did not come to the expectations which was partly due to 
the general constraints in evolving a design which provides anti¬ 
sabotage features at the same time resulting in difficulty in driving 
out clips during maintenance operations. Due to discouraging 
results, the trials have been discontinued. ” 

7.5.10.3 The need for developing anti-sabotage measures on concrete 
sleepers was also brought out by the then Commissioner of 
Railway Safety, Central Circle in para 7.7.1 of his report on 
Derailment of 8033 Down Ahmedabad-Howrah Express at 
Km.714/20-22 between Dhamangaon and Taini stations on the 
Badnera-Wardha section of Nagpur Division of Central Railway on 
09-07-1992. 

The matter was discussed in a Track Standards Committee 
Meeting held in January, 1985 and a number of meetings 
thereafter. Vide para 9.3 of the above report the then 
Commissioner of Railway Safety had given following 
recommendations :- 

“ Since a large number of monoblock concrete sleepers have been 
laid on trunk and main line routes with ERC clips, it is imperative 
that RDSO should seriously revive their earlier research efforts to 
evolve an effective anti-sabotage device." 

7.5.10.4 If anti-sabotage design for ERC was not possible, some other 
measures to make concrete sleeper useful for sabotage prone 
areas must have been thought of. RDSO thus failed to meet the 
Railway’s requirement. Had RDSO developed a suitable anti- 
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sabotage design and had the same been used here, such 
derailments could have been averted. 


7.5.10.5 Following is a suggested concept for achieving anti-sabotage 
property in the existing track laid with PSC sleepers - 

It is suggested that the malleable cast iron insert of concrete 
sleepers, if modified like T443 CST-9 sleepers of the reverse jaw 
type, it can convert the present concrete sleepers to an anti¬ 
sabotage type. The concept is shown in the sketch at Annexure - 
XIX. As shown in the sketch, out of 20 sleepers used per rail length 
of 13 m, the 4*'" & 17‘^ sleepers could be the modified type sleepers. 
The same modified type sleepers will be turned end to end and 
placed as the 5‘^ and 16**^ sleepers. Thus only one type of modified 
sleeper can be used at four locations, out of the 20 sleepers. It will 
effectively prevent displacement of the rail laterally, even if all the 
elastic rail clips are knocked out by miscreants - just like the 
protection reverse jaw CST-9 sleepers used to give to a track laid 
with CST-9 sleepers. It will involve changing 4 out of every 20 
sleepers in the existing concrete sleeper track. However the anti¬ 
sabotage features, it will bring in its wake, will far outweigh any 
difficulties involved in putting them in the place of the usual type of 
sleepers. 

7.5.11 All the above mentioned discussions lead one to believe that the 
accident which occurred on 09-09-2002 to the Rajdhani Express 
could have been averted or the consequences of the accident 
minimised, had timely action been taken by concerned authorities 
who were aware of miscreant activities in the area. 

7.6 Role of Patrolman - 

7.6.1 Track between Deo Road and Rafiganj was being patrolled by a team of 
two gangmen starting at 22.00 hours from Deo Road, reporting to Rafiganj 
Station Master at 02.00 hours and returning to Deo Road reaching there 
at 06.00 hours in the next morning. A perusal of the patrol book showed 
that the Patrolmen Sarvashri Kuldeep & Ganpat reported at 22.00 hours of 
08-09-2002 on duty at Deo Road and thereafter there were no entries 
for their movements to Rafiganj and back. On the other hand, they 
reported at Deo Road at 22.00 hours of 09-09-2002 and went to Rafiganj 
at 02.00 hours of 10-09-2002 and reported back to Deo Road at 08.00 
hours of 10-09-2002. 

When questioned about their absence from duty on 08-09-2002, both of 
them stated that their hand signal lamp was getting repeatedly 
extinguished due to rain and wind and that their torch was out of order. 
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One said that the torch switch was not working whereas the other said that 
the bulb was fused. Such excuses from patrolmen are never heard of, for 
not performing their duties. Had they performed their duty on the night of 
08/09-09-2002 diligently, the miscreants could have got a message of 
alertness on the part of railwayman. Thus the patrolmen failed in their 
duties. 

7.6.2 It was also noticed that two patrolmen in one group were covering a beat 
length of 10 Kms and their duty hours were such that important trains 
were not covered by their patrol as required in para 1004 of IRPWM. 
When the sectional Divisional Engineer was questioned about this 
shortcoming, he replied that the patrolling was done to detect rail or weld 
failures. Such patrolling is defined in para 1, Annexure X-B of the Manual 
for instructions on LWRs which is reproduced below:- 

“Cold weather patrolling shall be carried out as follows:- 

i) On single line or where only one road in a double section is having 
LWR/CWR - one patrolman for two kilometre. 

ii) On double line section when LWR/CWR is on both road - one 
patrolman for one kilometre length on UP and DN road”. 

This proves beyond doubt that patrolling, if it was being done to detect 
rail/weld failures was grossly inadequate. 

Also the patrolling which was being done, does not come under the 
definition of Security Patrolling as stipulated in para 1001 (5) (a) of the 
Indian Railways Permanent Way Manual. 

7.7 Design of coaches - 

7.7.1 A large number of passengers were taken out from the coaches by 
breaking the glasses of the windows as the doors were jammed/damaged 
during the accident. Had these glasses not been broken, the passengers 
would have died of suffocation. This highlights the need for 

i) emergency light in the coaches. 

ii) hammers to be kept in coaches at a prominent place for breaking 
the glasses, if required. 

iii) Provision of emergency exits in the coaches. 

The Railway Board vide their letter No.97/M (C)/137/12 dated 08^^ 
February, 1999 had given instructions to Integral Coach Factory, Rail 
Coach Factory and Bharat Earth Movers Ltd. to provide emergency 
openable windows on AC/Non-AC coaches. In this respect 01-04-1999 
was stipulated as the cut off date. 
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The Railway Board vide their letter of their even Number dated 24-07- 
2001 on the recommendations of Chief Commissioner of Railway 
Safety directed Zonal Railways to take immediate action to start 
retrofitment of emergency openable windows on the existing 
coaches in a planned manner and further directed that this will become 
NTXR monitored item with effect from 01-04-2002. However, Board vide 
their letter of even number dated 22-07-2002 clarified that non-provision 
of emergency windows would become rejectable deficiency with effect 
from 01-04-2003. Thus it is noted that there was no strong desire and 
will on the part of the Railway Board to ensure compliance of their 
own directives on safety. 

None of the derailed coaches had been provided with emergency 
windows although coach No. 01102A WACCN was built in year 2001 
and coach No.OOIOSA WACCN was built in 2000, well after the cut off 
date fixed by Railway Board. This Is a very serious negligence on the 
part of the concerned production units, which could have been 
allowed, only with the knowledge of the Railway Board. 

In this connection, a Purchase Order has been placed by Eastern Railway 
for 3000 numbers for provision of windows on non-AC coaches. Another 
Purchase Order for 500 numbers of the same is presently under finance 
vetting. Likewise, for AC coaches, the tender is under finalization for 
procurement of emergency windows. 

From the above, it appears that Eastern Railway may not be able to 
stick to the deadline of 01-04-2003 stipulated by the Railway Board 
unless some special efforts are made to comply with the target. 

7.7.2 Majority of injuries to passengers are caused by the passengers hitting 
against sharp edges of seats and other fittings used for internal 
furnishings. Mouldable and shock absorbing materials with rounded 
edges, if used for internal furnishings can save life of passengers in 
coaches of accident affected trains. The seats should be made and 
fastenings so provided such that the passenger is not thrown out of his 
seat/berth in case of an accident. 

7.8 Other matters brought to light - 

7.8.1 Short-comings or deficiencies noticed during inspection of Tikiapara depot 

(a) Following Infrastructural deficiencies were noted - 

(1) Flooding of inspection pit during rain - continuous pumping out of 
water is required. 
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(2) No cat walks — There is very little space between two inspection pits 
which affects the movement of material trolley as well as staff. 

(3) All inspection pit lines are curved (some as sharp as 8° - Due to it, a 
few buffers remain compressed and these can not be 
checked/attended at washing pit. Easing out of curve is essential. 

(4) No pavement - Poor road approach to inspection pit which affects 
movement of material trolleys. 

(5) No light in inspection pit - There is no lighting arrangement provided 
inside the inspection pit, this affects the maintenance even in day times 
especially in rainy season when it becomes dark in day time. Night 
maintenance is even more difficult. 

(6) Dash pots were not quite capable of retaining oil and ensuring 
dampening properties. 

(b) Staff - As per the statement of Coaching Depot Officer, there is a 
shortfall of 98 staff for maintenance of rakes other than Rajdhani. 

(c) Coaches - As per the statement of Coaching Depot Officer, there is a 
shortage of non-AC coaches specially WGSCN coaches. Only 422 
coaches are available against the requirement of 479 coaches. 

7.8.2 Quality of coach maintenance has quite often been a source of doubt in 
accidents. In this case the Train Superintendent quoted a deceased 
person saying that Delhi end Pantry Car was shaking sometime before the 
accident [Refer para 5.2.34). I too had occasion to write to the Chief 
Mechanical Engineer/Eastern Railway vide my letter No.184/H dated 25- 
06-2002 stating that a 3-tier coach was giving bad riding on 20-06-2002 in 
2313 Up Rajdhani Express and a report was called for. But no such report/ 
reply was received from Chief Mechanical Engineer/Eastern Railway in 
spite of a reminder dated 11-07-2002. 

To depend on the escorting Train Examiner and his staff to evaluate the 
quality of riding of coaches is very subjective. It is hence proposed that 
an objective system of periodical evaluation of the riding 
characteristics of the coaches through instrumentation by portable 
accelerometers or other suitable means should be implemented - on 
the lines of objective recording of the quality of track by Track 
Recording Car, Oscillograph Car, Portable Accelerometers etc. 

7.8.3 Major bridges and their high embankment approaches are vulnerable 
locations, in the sense that a derailment there can have major 
consequences in terms of loss of life and property. Hence efforts should 
be seriously undertaken to remove fish plated joints in the rails at such 
vulnerable locations by welding the joints. This will require a review from 
design point of view. Wherever even if one joint can be welded it shall help 
in elimination of a potential danger. 
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7.8.4 In any case, keeping cut rails i.e. rails of length less than 13 m at such 
vulnerable locations should not be permitted. In case of this accident the 
rail, whose fish plates were opened, was a cut rail. The derailment of the 
Rajdhani Express train on Northern Railway on 13-11-1979 was also 
caused due to the removal of a cut rail. 

Buffer rails also suffer from the same vulnerability. Although 
instructions exist that buffer rails should be replaced by SEJs yet, 
even today buffer rails continue to exist! 

7.8.5 In the instant case the driver had applied emergency brakes on the bridge 
which probably led to the full momentum of the train getting transferred to 
the girders. The bed blocks of these girders got uprooted and damaged 
the masonry of piers and girders. Therefore there is a need to have a 
second look on the loading prescribed by RDSO for longitudinal forces on 
bridges for air brake trains. 

7.8.6 There is also a need to have a relook on the efficacy of track structure on 
bridges. This accident has proved that the present track structure 
(consisting of single rails, bridge timbers and guard rails etc.) Is not safe 
enough for passing a derailed train fully. In fact the present track 
design/structure on bridges has remained the same for more than 100 
years, although the track elsewhere has been strengthened and 
modernised by use of steel and concrete sleepers. 

It is also seen that the bridge timbers move laterally on either side and the 
derailed wheel goes in between the bridge timbers and thereafter the 
whole of the track on the bridge gets uprooted. To avoid this, it is 
suggested that the clear spacing between two channel sleepers should be 
reduced further. The sleepers should be fabricated in a group of four or 
more and then placed on girders. The whole design should be such that 
individual sleepers do not shift under the movement of the derailed train. 


7.8.7 Passengers travelling in Rajdhani and Shatabdi Express trains come from 
financially affordable background and the Railway is competing with 
airlines in this sector. 

It Is proposed that apart from the existing insurance, system for railway 
passengers, passengers should be allowed to be additionally insured by 
insurance companies through counters at important stations served by 
Rajdhani and Shatabdi trains. Such facilities already exist for air travel. 

7.8.8 The derailment occurred on the approach of a bridge of spans 3 x 60 ft. + 

1 X 62 ft. + 1 X 40 ft. plate girders. After the derailment the coaches had 
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fallen on to the river bed; a similar accident had occurred for the Rajdhani 
Express train on 13-11-1979 on Northern Railway on the approach of a 
bridge with ballasted deck. Not much loss of life was caused at that time. 

It is therefore recommended that- in new constructions, open deck plate 
girder bridges and underslung girder bridges should be discouraged. 

7.8.9 It has been noticed that the Railway Board’s letter No.95/MC/141/1 
dated 29-10-01 regarding introduction of new train which stipulates 
as under is not being followed on Eastern Railway - 

“Before introduction of any new train, compliance with the RPC No.4 
(Revised) will be be certified jointly by CPTM and CRSE of the originating 
Railway duly consulting the terminating Railway. ” 

7.8.10 Coach No. 6696A in the derailed rake of 2301 Up was running overdue 
lOH. Railway should enquire into it and fix up responsibility for this unsafe 
practice. [Refer para 3.1.3] 

7.8.11 Shri Sagar Singh, Chief Works Manager/Plant Depot/Mughalsarai who 
was travelling by the derailed train, left the site of accident without taking 
any part in relief to and rescue operation. [Refer para 5.2.40] 

7.8.12 Prima facie cause of the accident - 

It is noticed that an undue emphasis is laid in getting the prima facie 
cause of the accident from the senior most officer at the site of accident, 
in some accidents it is very difficult to arrive at the most probable cause 
of the accident, till such time an in-depth investigation is done. It is 
possible that the senior most officer who is under pressure to 
communicate the prima facie cause, might be tempted to declare a prima 
facie cause, which, on detailed investigation may prove to be incorrect. 
Besides, when a team of officers would in any case inquire into in detail, 
declaration of such a prima facie cause by the senior most officer at the 
site (who might be senior to all the members of inquiry committee) could 
inhibit the members of the inquiry committee from objectively undertaking 
the investigation. 

Even more serious is the haste by the Railway Administration in declaring 
a prima facie cause into accidents which would require a Statutory Inquiry 
by the Commissioner of Railway Safety. In the instant case, in the media it 
was widely reported that the railway officials had given a particular factor 
as the prima facie cause of the accident, whereas there was yet another 
school of thought which disagreed entirely with the version given by the 
railway officials. Under such circumstances the Commissioner of Railway 
Safety is placed in a delicate position because as per the statute it is he 
who is required to conduct the inquiry and ascertain the cause. Mattfers 
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are further complicated by the misconception in the minds of some 
sections of public at large that a Commissioner of Railway Safety 
(because there is the word "Railway" in his designation) is an officer owing 
allegiance to the Ministry of Railways and hence would tend to be partial 
in his views while investigating into the cause of the accident. If later even 
if the Commissioner of Railway Safety arrives at the same conclusion as 
that earlier stated by the railway officials as the cause of the accident, 
suspicion will continue to linger in the mind of some section of public that 
‘Commissioner’s agreeing with the views of the Railways was only to be 
expected! 

Moreover, once a senior most officer arrives at a prima facie cause the 
entire concentration of the railway officials at site is focussed on 
strengthening or supporting that claim and in that process very vital clues 
for other possible causes are ignored set aside and consequently 
irretrievably/lost. 

In view of what is stated in the foregoing paras, I consider that - 

i) The existing undue emphasis laid in reporting the prima facie cause 
by the senior most officer at site should be removed. 

ii) More particularly, in accidents into which Commission of Railway 
Safety is likely to inquire into the accident. Railway officials should 
refrain from declaring in public what in their opinion is a prima facie 
cause. 

7.8.13 Copies of important technical circulars and letters - 

During the course of the inquiry I came across a large number of letters 
and circulars produced by the Railway officials before me. I was very 
surprised to come across those circulars for the first time because till then 
I was completely in dark of the existence of such circulars and 
instructions. I would have been no wiser even if those circulars and 
instructions had not been produced by the Railway officers before me. 
This situation arose because copies of those circulars had not been sent 
to the Commission of Railway Safety by the Railway Board. Likewise there 
were many instructions issued by the Headquarter of Zonal Railways to 
the Divisions on technical matters affecting safety directly or otherwise, of 
which the Commissioner has no knowledge. It is a distressing fact that in 
spite of the existence of clear instructions within the Railway Board as 
well as the Zonal Railways, the Commission is not produced with copies of 
such circulars - though this matter had been taken up by the Commissio, , 
of Railway Safety in the past with the Railway Board, the latest being the 
meeting it had with Railway Board on 08-11-2001 when it was agreed to 
by the Board that such circulars/letters would be provided to the 
Commissioners. 
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In the official language policy implementation drive in the Railways, there 
is a "pivot section" through which all outgoing letters are sent out and that 
cell ensures that unless Hindi version of such letters are simultaneously 
made available those letters will not go out of the Board’s office. On 
similar lines in order to bring in discipline, the Railway Board and the 
Zonal Railways are requested to establish "pivot section" which should be 
vested with the responsibility that all such letters having even a remote 
bearing on safety in railway working are invariably copied to the 
Commission of Railway Safety. 

7.8.14 Mobile Telephones for Commissioners of Railway Safety and other 
officers of Commission - Though I was aware of the occurrence of the 
accident as early as 23.45 hours on 09-09-2002, I had to immediately 
proceed to the site of accident in the Heads of Department’s Special. 
Therefore it was not possible for me to contact the Chief Commissioner of 
Railway Safety who was at Chennai, in the absence of a mobile 
telephone with me. I requested Commissioner of Railway Safety, South 
Eastern Circle, Kolkata to inform Chief Commissioner of Railway Safety of 
the accident before I hurried to catch the Special train which was leaving 
for the site of accident. In turn the Chief Commissioner of Railway Safety 
was made aware of the accident only at around 06.30 hours on 10-09- 
2002 i.e. after a lapse of about 8 hours. The Chief Commissioner of 
Railway Safety, immediately after he learnt of the accident, decided to 
reach the site of accident by catching a flight from Chennai enroute to 
Patna considering the enormity of the loss of life and property. 

Whenever accidents involving passenger trains occur, it is necessary for 
the Commissioners of Railway Safety to get in immediate touch with the 
Chief Commissioner of Railway Safety and post him with information as 
well as receive direction from him if necessary. The Chief Commissioner 
of Railway Safety in turn is required to keep the senior officials in the 
Government as well as the Hon’ble Ministers concerned apprised of the 
details of the accident, before they get information (which could be 
sometimes incorrect, inaccurate or distorted) indirectly through press and 
electronic media. 

Recognising the need for equipping the officers of the Commission with 
mobile telephones, the then Chairman Railway Board in his meeting with 
Secretary, Ministry of Civil Aviation, on 28-11-2001 had agreed to provide 
mobile telephones to the officers of the Commission which would enable 
the officers of the Commission to contact one another as well as the 
Railway officials irrespective of the part of the country or city they 
happened to be. Provision of mobile telephones with roaming facilities is a 
genuinely felt need for the effective working of the Commission. Railway 
Board, in spite of the commitment by the then Chairman, has still not 
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provided mobile telephone with roaming facilities to the officers of 
Commission. 


VIII. CONCLUSIONS 

8.1 Cause - Having carefully considered the factual, material and 
circumstantial evidence at my disposal, I have come to the conclusion that 
the derailment of 2301 Up Howrah - New Delhi Rajdhani Express at 
Km.508/19 - 21 between Rafiganj and Deo Road stations on Gaya - 
Mughalsarai double line B. G. electrified section of Mughalsarai Division 
of Eastern Railway which occurred at 22.39 hours on 09-09-2002 was 
due to opening of fish plates and elastic rail clips of the cess side single 
rail in Howrah end approach of Bridge No.445 by miscreants. [Refer para 
7.3.9] 

Accordingly the accident falls under the category of “Sabotage”. 

8.2 Responsibility- 

8.2.1 Primat 7 - Primary responsibility lies with the unknown person(s) who 
wilfully tampered with the track with the intent of causing harm to the 
travelling public and damage to the Railway property attracting sections 
150 and 151 of the "Railways Act, 1989". [Refer para 7.3.9] 

8.2.2 Secondary- 

(i) Auhtorities responsible for ensuring law and order are held responsible 
for not taking adequate pre-emptive measures in the area where a 
series of miscreant activities had been reported in the past.[Refer para 
7.5.8 (ii)and 7.5.9] 

(i) Railway Administration of Eastern Railway (Security, Operating and 
Engineering Departments) and Mughalsarai Division (Security & 
Engineering branches) are held responsible for not taking adequate 
safety measures in a sabotage prone area where a series of activities 
of tampering with the track by miscreants were reported and threats 
of tampering were received. [Refer para 7.5] 

8.2.3 Blameworthy- 

Following are blameworthy 

(a) Sarvashri Kuldeep and Ganpat, Gangmen of Unit No.5/Deo Road 
working as Patrolmen. [Refer para 7.6.1] 
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(b) Shri B. Naskar, Section Engineer (P.Way)/Rafiganj. [Refer para 
7.4.2] 

(c) Shri Mukesh Gupta, Assistant Engineer/Gaya. [Refer para 7.4.2]] 

(d) Shri Abhay Kumar, Divisional Engineer/ll/Mughalsarai. [Refer para 
7.4.2] 

(e) Finance Branch of Mughalsarai Division. [Refer para 7.4.1] 

(f) Track Directorate of Research Designs & Standards Organisation/ 
Lucknow. [Refer para 7.5.10] 

8.3 Relief Measures - 

8.3.1 Immediately after the acident there was severe criticism of the Railway 
Administration both in print and electronic media about the poor and 
inadequate relief measures at the site of accident. I tried to personally 
verify this by meeting a number of injured passengers. Broadly the 
complaints received from injured passengers can be summarised below;- 

(i) Relief from Railway did not come up to 4 A.M. of 10-09-2002. Local 
villagers only saved them by breaking the glasses and taking them 
out. [Refer para 5.3] 

(ii) Railway doctors did not see the injured in State Civil Hospitals at 
Rafiganj or Gaya up to 10-09-2002. [Refer para 5.3] 

8.3.2 Besides these the Commissioner, Magadh Range, Government of Bihar 
also complained about shortcomings in Relief Measures. [Refer para 
5.4.1]. On the other hand jawans of Bihar Military Police and a number of 
voluntary organisations/individuals did exemplary service to the injured 
and dead. 

8.3.3 The injured persons were moved by trains to Howrah which took 
considerable time. Railway could have hired aeroplanes/helicopters to 
move them to Hospitals in Kolkata and other places where life saving 
hospital facilities are available. [Refer para 5.3] 

8.3.4 There was considerable delay in the movement of Accident Relief Medical 
Equipment trains. [Refer para 2.2.1] 

8.3.5 There was problem of communication in the morning of 10-09-2002 as 
only one satellite phone was working at the site of accident. Every injured 
passenger tried to talk to his relatives for help but it was a big commotion. 
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8.3.6 On the whole there is ample scope for improvement in this field. Railway 
may, therefore, set up a high level committee to go into it and 
implement necessary remedial measures. 

IX. REMARKS & RECOMMENDATIONS. 

9.0 I had made following Immediate Recommendations;- 

"1. Stretches of track on Eastern Railway affected by miscreant 
activities may be identified and speeds reduced appropriately with 
immediate effect. 

2. Following anti-sabotage measures may be considered in the 
affected areas:- 

(i) Running of a pilot loco just ahead of Rajdhani Express and other 
superfast trains. 

(ii) Security patrolling of tracks. 

(iii) Burring the fish bolts and bolts in SEJs. 

(iv) Jamming the elastic rail clips on every third sleeper with epoxy or 
any other suitable material. 

(v) Railways may reconsider the safety involved in running of superfast 
trains at night in the affected areas. 

3. Any other appropriate measures to eliminate accidents on account 
of tampering of track by miscreant activities and also to minimise 
consequences of such accidents may be taken by the Railways as 
they deem fit." 

I am grateful to learn from the Chief Safety Officer, Eastern Railway, 
Kolkata that Railway Board vide their message No.511/DTP/2002 dated 
11-10-2002 have given following instructions for Danapur, Mughalsarai & 
Dhanbad Divisions to East Central Railway and Eastern Railway 

“ With immediate effect and until further advice speed of all trains running 
in those divisions between 20.00 hours to 05.00 hours should be restricted 
to 100 Km/h. A Light Engine should run ahead of Rajdhani Express 
between 20.00 and 05.00 hours in those divisions as a Pilot.” 
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Summing up, and taking into consideration my immediate 
recommendations, following final recommendations are made;- 

9.1 Anti-sabotage Measures- 

9.1.1 Detailed and clear cut instructions should be issued over Security 
Patrolling [refer para 7.5.7 and 7.5.8 ]. 

9.1.2 There is a need for further reduction of speed in Gaya - Dehri-on-Sone 
section to 75 Km/h at night as discussed in para 7.5.1 to 7.5.3 and 7.5.8.. 
Similar review should be made for other sections affected by miscreant 
activities. 

9.1.3 Security patrolling should be done in sabotage prone areas. [Refer para 
7.5.8] 

9.1.4 In sabotage prone area anti-sabotage design of fittings on concrete 
sleepers should be evolved and put in place within one year. [Refer para 
7.5.10] 

9.1.5 No track material - surplus/released/maintenance reserve be left 
unguarded near the track particularly in areas known for miscreant 
activities. [Refer para 7.5.8 (iii)] 

9.1.6 Single cut rails and buffer rails at vulnerable locations like high 
embankment, sharp curves, bridge approaches and on major bridges 
should be eliminated. [Refer para 7.8.4] 

9.2 Design of Coaches - 

9.2.1 Hammers should be provided in AC coaches so that passengers can 
break open the glasses in case of accidents/emergencies. [Refer para 
7.7.1] 

9.2.2 Emergency lights at a number of places should be provided in coaches 
which shall automatically switch on in case of emergency. [Refer para 
7.7.1] 

9.2.3 Emergency Exits should be provided in all coaches for escape of 
passengers in case of fire, accidents, etc. Although Railway Board issued 
instructions on this subject way back in 1999, the same are yet to be 
implemented. [Refer para 7.7.1] 

9.2.4 Mouldable and shock absorbing materials with round edges should be 
used in internal furnishing of coaches. The seats/berths to be made such 
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that the passengers are not thrown out of their positions in case of an 
accident. [Refer para 7.7.2] 

9.2.5 Riding quality of coaches of high speed trains should be checked 
periodically by an objective system of evaluation by instrumentation. 
[Refer para 7.8.2] 

9.2.6 Dash pot oil should be checked after every trip for Rajdhani Express 
coaches. A friction type snubber or any better alternative should be used 
in place of the present system of dash pot oil arrangement to have 
maintenance free service. [Refer paras 6.6.3.2 and 7.8.1 (a) (6)] 

9.2.7 Compliance to R.P.C. No.4 be certified and sent to Commissioner of 
Railway Safety for information before introduction of new trains. [Refer 
para 7.8.9] 

9.3 Loco - 

Facility for retrieving data from Memotel type speedometer should be 
provided in Trip Sheds. [Refer paras 6.5.4 and 6.5.6] 

9.4 Commercial - 

9.4.1 Safety precautions for passengers travelling in coaches should be 
prominently displayed in coaches and on the back of tickets.[Refer para 
7.7.1] 

9.4.2 Apart from existing insurance system available for rail passengers, they 
should be allowed to be additionally insured by insurance companies. 
.[Refer para 7.8.7.] 

9.4.3 Doctors travelling as passengers may be encouraged to disclose their 
identity by issuing them concessional tickets on the condition that those 
doctors will attend to passengers in case of emergencies/accidents. [Refer 
para 5.2.34] 

9.5 Track- 

9.5.1 Track structure on bridges with open deck should be modified and 
strengthened. [Refer paras 7.8.5 and 7.8.6] 

9.5.2 The renewal of bridge timbers and wooden layout under points & 
crossings and special layouts should be completed at the earliest. Till 
then speeds should be reduced wherever required. [Refer para 7.4.3] 
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9.5.3 In new constructions, open deck plate girders and underslung girders 
should be discouraged. [Refer para 7.8.8] 

9.6 Other recommendations - 

9.6.1 At least 6 to 10 satellite phones may be kept at a central place and moved 
to the site of accident whenever such emergencies arise. [Refer para 
8.3.5] 

9.6.2 Some 10 coffins (after anti termite treatment) be kept in each Accident 
Relief Medical Equipment van and some more at a central place. These 
can be moved whenever required. [Refer para 5.4.1 (i)] 

9.6.3 Prima facie cause of accidents where Commissioner of Railway Safety is 
likely to conduct the inquiry should not be announced by Railway 
Authorities. [Refer para 7.8.12] 

9.6.4 All technical circulars, letters, policy guidelines pertaining to safety shall be 
made available to the Commission of Railway Safety by the Railway 
Board as well as Zonal Railways. [Refer para 7.8.13] 

9.6.5 Mobile telephones with roaming facilities should be made available by the 
Railway Administration to all the technical officers of the Commission i.e. 
Chief Commissioner of Railway Safety, Commissioners of Railway Safety 
and Deputy Commissioners of Railway Safety [Refer para 7.8.14]. 

Yours faithfully. 


Sd/- 

(Mahesh Chand) 
Commissioner of Railway Safety, 
Eastern Circle, Kolkata. 


Encio: As above. 
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Report on Investigation of sub-structure of Bridge No. 
445 near RafiganJ on Mughaisarai division of E. 
Railway. 


1. INTRODUCTION 

1.1 in the night cf OS.09.2002, 2301 UP Seaidan-New Deihi Raidhar- 
Express met with an acciaent at 2242 h.^s near Bridge No. M5 at Km 
508/1S-21 between Rafiganj-Deo Read stations of Rasiern Raiiway. 
Keeping in view the severity of the accident, CRS Eastern Circie 
initiated the inquiry to find the cause cf accident oi this rain. 
Meanwhile, Railway Board asknd RCSC to examine the- 3i*rge. Or 
the foiiowing date, OCRS aiso instructed RDSC tc concuci various 
types of testing so as tc assess the strength of the bricoe and 
thereafter submit the report. 



Bridge No. 445 near Rafiganj on Mugha sarai division 


.2, Substructure of the bridge being masonry, nuch lite-arure of testing c?' 
the bridge, particuiariy with NDT equipments is rot available. Hence, 
.RDSO contacted some premier institutions nke iiT’P.oon^ee, 
i!T/Chennai and some leading NDT firms namely M/s. AiMiL New 
Delhi, M/s. S.J. Group, Mumbai. M/s. intercontinental Consuitanrs and 
. Technocrat's Pvt. Ltd., New Delhi to ootain tecnnicai 

assistance/guidance from them. Assistance assured by aoove 
mentioned llTs, with whom some consultancy projects are already 
going on, were not encouraging. !t was found that RDSC is ever; oeifer 
equipped as compared to liT/Roorkee and Chennai, irt view cf this, t 




was decided to do the testing by the team of RDSO at its own with 
various NDT equipments available with themi. 

2. BRIEF DETAILS OF BRIDGE 

2.1 Bridge No. 445 located at Km 508/1S-21 was constructed on Dhawa 
River of Grand Chord of Eastern Railway. Substructure is common for 
UP and DN lines, initially, the bridqe’was constructed in 1900. This 
bridge was having 3 central spans of 60’ girders and 2 brick masonry 
ari:hes at both ends. Substructures are in brick masonry. Initially , Dn 
line was opened to traffic on 01.03.1900. Later onr due to realization of 
adding waterway on MGS (Mughal Sarai) end, one span of 62’ ano 
anotiier span of 40’ were added during the year 1958-59. 
Simultaneously, end span of .Arch Bridge on MGS end was eliminated. 
End span of Arch Bridge on HWH end was also made defunct by 
dosing the same. 

.2 UP line was added on the common substructure and opened to traffic 
on 16.02.1927. 

2.3 As per bridge plaque of Up line bridge girders on which Rajdhani 
Express met with acddent, the bridge wao conforming to 1916 
Standard of loading and was fabricated in 1925 by M/s Bum & 



Bridge plaque showing standard of iuading and name of the labricatc 


DETAILS OF THE ACCIDENT 

1 Sketch of tile derailment site is attached as Annexure - 1. As per this 
annexure, the point of drop is 41.15m before Abutment 1 (A1) starting 
from HWH end. All the girders of UP line had fallen in the riverbed. Part 
portions of Piers P3 and P4 were broken and other portions of 
substructure also got minor damages. 


2 At the time of accident, water was flowing in Span 1 and 2 only as is 
shcvwi in Annexure il. 


4, INVESTIGATION OF SUB-STRUCTURE 

4.1 Inter-action with IIT/Roorkee and IIT/Chennai revealed that these 
premier institutions are also not having much expertise in tiie Non- 
Desfructive Testing (NOT) of the masonry structures. liT/Roorkee 
desired to test the bridge by rebound hammer and ultrasonic pulse 
velocity meter. B&S: Lab of RDSO is having more equipment including 
these two equipments. Accordingly, the Competent Authority took the 
decision that ROSO team should visit the site to collect tiie relevant 
details, conduct necessary tests and submit the report at.the earliest 

4.2 Accordingly, RDSO team visited the site with foliowng equipments 

i) Rebound Hammer 

ii) Ultrasonic Tester 
iil) Micro-covermeter 

iv) Acoustic Emission equipments 

v) Ground Impulse Imaging System. 

vi) Crack detection microscope 

vii) Profometer 

viii) Comosion monitoring equipments 

5. FIELD OBSERVATIONS ABOUT PHYSICAL CONDITION 

5.1 Before starting field investigations with the help of NDT equipments, 
physical condition of the pier and abutments of bridge sub-structure 
was thoroughly examined. The damage to the various portion of the 
substructure, location of cracks, epoxy grouting done in the past etc 
were plotted on the sketches enclosed as Annexure-lil to Annexure - 
Vii I The various observations taken during examination are as under. 

5.2 About strength of the mortar - Each pier and abutment was 
thoroughly examined with the help of wire to assess whether there is 
any loss of strength in' he mortar or not Everywhere including that at 
broken portion of the piers, mortar was found in very sound condition. 
No leaching of mortar was observed in any of the piers and abutments. 

5.3 Condition of Bracks - Bricks were found in excellent condition and no 
where any sign of efflorescence was noticed in any of the piers and 
abutments. Rinc ng sound was observed under impact of inspection 
hammer. Sample of briuks and masonry were collected ftar testing its 
strength in the laboratc ry. 

5.4 Condition of Sub-Structures - No visible cracks were observed 
anywhere in the substructure of piers and abutments. At the broken 
portion of the pier, no loose mortar was found. At many places on 
existing as well as on broken piers, jcints were raked using wires. 
The broken pieces of pier were in a chunk and'loose bricks/mortar at 
joints were not found . From visual inspection, the condition of sub¬ 
structure appeared to be very sound. The sample of mortar, bricks and 



for 


o^cken piecss of masonr/ had been coilactec and tested 
ccmoressive strength Lndudinc composition of mortar. 


Waterway & Scouring - High flood ievei marks on abutment A"! and 
F^er ”1 reveai that the bridge .had witnessed severe floods in 1S16 
and subsequentiy in 1926. There was no further flood of those 
intensities.'Further mere, during '*958-59, two more spans of 1X62'' and 
were added towards MGS end. The observation of site indicates 
that waterway presently available is adequate as bridge is not limited 
to cerstreted portion of flow and has sufficient opening. 

Settlement - Thorough examination of the foundations revealed that 
there e no .sign of settlement in any of the oiers and abutments. To 
srsu. c vvnet.he'' any chance's of gradual settlement had taken place in 
the cast or not ieveis of the bed blocks of all the piers and abutments 
were taken, it was found that there is no old crack in any of the piers 
and abutments. Further more, difference in level of bed block as taken 
by AHM ! Dehri-on-Son under the supervision of RDSO found to be 
orlv of 5mm( A.nrexure-IX). It is worthwhile to point out that least count 
cf the m,8asuring staff is of 5mm. Hence, it can be concluded tha-l there 
is hardiy any ievei difference, nullifying the possibility of gradual 
seitiement of piers and- abutments in due course of time. 


Cvondition of Epoxy Grouting - All the epoxy groutings were 
moroughly examined. It was found that groutings are in sound 
condition. Further more, no where development of any fresh crack 
neyor.d the grouted portion was found. 

3TRE3MGTH OF BRICKS / BRICK MASONRY BLOCKS 


"i'he samples of bricks were' collected from, bridge. These were tested 
n iaccratory for assessing their compressive strength. The test results 
.and procedure of tests are shewn in table 1 for comparison, some 
bnexs avaiiabk’' in RDSO premises . were also tested for their 
comorassive sti'engih and test results are snown in Table Ng.1 . it can 
be obser/ed from Table No.1 that compressive strength of bricks 
varies '"'rem 14.88 to 67.00 N/mm2. The compressive strength of bricks 
taken from RDSO premises varies batween '11.93 to 17.00 N/mm2, It 
can be observed that compressive sirength of bricks taken from bridge 
sita and piers & abutments of bridge is much higher than the bricks 


available nowaday^ 
strencth r first dass 


it is wcrthwltiie to quint out that compressive 
bnck .shouic be 10.5 N • mm2 with this 


com.psrison aiso, bricks used in the bridge is of superior quality. 





Damaged masonry pier {P-3) 

Photographs cieariy reveais that mortar is properly filled up and no wea+hering 
effect or voids are there. 

6.2 The samples of brick masonry blocks of broken portions were takers 
and tested in iab for compressive strength. The results and proceoure 
of testing's given in table No.2. The compressiv^ strength of sarroies 
taken from abutment A1 and pier P3 & P4 was cbsenred as 3, ..9T 
12.80 & 24.51 N/mm2 respectively. This is apprcximareiv equal ro the 
strength of bricks. It can be conduded that the brick rr , 
consisting of bricks and mortar are very sound and mortar ^ m 
alm.ost at par with the bricks 

7 SCRUTINY OF BRIDGE REGISTER 

Th§ details of Inspection of this bridge in past few years were 
scrutinized by going through entnes made in Bridge inspection reg-ster. 
it was coserved that Condition Rating Number (CRN) of ai! - 
components of the bridge was rated as 5 except the track portion ;: r 
which CRN was rated as 4. The CRN of value 5 indicates the sound 
condition and of value 4 indicates a condition which requires routine 
maintenance. Based on this it can be said that the bridge wao ic scunJ 
condition. 


8. INVESTIGATION OF SUBSTRUCTURE BY NOT EQUIPMENTS 
8.1 Investigation using Acoustic Emissions Technique 


8 . 


A 



Acoustic emissions are 
defined as the high frequency 
stress waves generated by 
the rapid' release of strain 
energy that occurs within a 
matenal during crack.^growth, 
■plastic deformation or phase 
transformation. This energy 
may originate from stored 
elastic energy as in crack 
propagation or from stored 
chemical free energy as in 
phase transformation. The 
location of crack/flaws in side 
the structure can be detected 
from this technique. It can 
also detect the activeness and 
severity of crack. 


AE monttoring of bridge pier 


8.1.2 Instrumentation: Sensors (Piezo-electric accelerometers) of 30 KHz and 
60 KHz resonant frequency _i.e. suitable for concrete masonry were 
used for acquisition of AE Signals. The surface was cleaned by emery 
sand papers and steel plates were fixed using araldite and hardener. 
Sensors were placed at selected locations with magnetic hold downs 
after applying grease coupulent Grease was used between surface of 
structure and accelerometers to .avoid any air gap and to provide better 
acoustic medium between acceierpmeter and surfece of structure to 
minimize attenuation of AE signals. Sensors were connected with 
main control unit ( Data Acquisition System i.e. Mistras System ) 
through cables. 


8.1.2 Analysis of data : Acoustic emission signals were recorded under 
running train. There was speed restilction of stop dead and proceed at 
10 kmph r;n both UP and DN lines of bridge. While testing'work in 
progress, AE signals were recorded on bed blocks as wel as on 
masonry structures. Signals were analyzed using built-in software 
provided in the system for following AE parameters for each train: 

a) Maximum amplitude 

b) Energy 

c) Counts 

d) Hits 

8.1.3 The summary of results of tests are shown in Table -3. The maximum 
amplitude was observed as 75.9. dB. The maximum hits, events, 


counts & energy were observed as 5338 nos., 694 nos. ,19479, 
27448 respectively. 

8.1.4 The values of observed parameters are of very low intensity. In case of 
active cracks, the values of these parameters may be many times as- 
compared to above observed values. As such, these are not 
indicative of presence of any flfiws or active cracks inside the 
structure. It can be concluded that either there is no active crack/flaws 
inside the sub-structure or the stresses due to trains are not sufficient 
to activate the crack/fiaws. 


8.2 Rebound Hammer Test 


8 . 2.1 


Rebound hammer consists 
of a spring controlled mass 
that slides on a plunger 
within a tubular housing. 
When the plunger is 
pressed against the 
surface under testing, the 
spring controlled mass 
rebounds. The extent of 
such rebound depends 
upon the surface hardness 
of the structure and is 
taken to be related to the 
compressive strength of 
the structure. Based on 
the principle that the 
rebound of an elastic mass 
depends on'the hardness 
of the surface against 
which the mass impinges, 
it provides a convenient 
and rapid indication of the 
compressive strength of 
structure under testing. 



Testing of masonry using Rebound Hammer 


8.2.2 This method is frequently used for assessing the compressive strength 
of the surface concrete with the help pT suitable co-relations between 
rebound number and compressive sfrength. The strength of concrete 
can be predicted with an accuracy of +/- 20-30%. So far no standards 
are available for assessing compressive strength of brick masonry 
using this equipment. For this case efforts were made to assess 
' condition of brick masonry of damaged piers by comparing the 
compressive strengths of intact piers and abutments. In addition, 
value taken can give a fair comparison with strength of concrete for 
which calibration chart are available. The rebound numbers were also 
observed on the bed blocks of piers and abutments also. The 



locations of test are shown in Annexure 3 to 8 and compressive 
strengths calculated, based on the calibration curves of concrete 
supplied along with the equipment, is shown in Table 4 to 9. 

8.2.3 Results of the Rebound Hammer : The compressive strength of CC 
bed blocks varies from 37 N/ mm^ to 48N/ mm^. The compressive 
strength of masonry structures of piers and abutments varies from 42.4 
N/ mm^ to 53.5 N/ mm^ . The compressive strength of mortar was also 
measured on the broken portion of the pier. It varies from 25.1 N/ mm^ 
to 26.8 .N/ mm^ 

8.2.4 It was observed that the compressive strength of'brick masonry is more 
as compared to compressive strength of CC bed blocks. This may be 
due to the plastering over the CC bed blocks and carbonation of the 
lime mortar, as lime mortar continues to gain strength for a longer 
period. These obser\,'ations clearly indicates sound condition of brick 
masonry of damaged as well as intact piers and abutments. 

Further more results of the rebound hammer on broken portion and 
intact portion of substructure are comparable indicating that the part 
portion of pier no. 3 and 4 broken not on account of weak ness but on 
account of very heavy impact beyond safe limit, due to derailment. 

8.3 Ultrasonic Pulse Velocity Tests 

8.3.1 This equipment is used for assessing the quality and uniformity of 
structure, presence and approximate extant of cracks, voids and other 
defects, modulus of elasticity and dynamic Poisson’s Ratio. The 
velocity of ultrasonic pulse in a material depends on its density and 
elastic property. Comparatively higher values are obtained when the 
quality of concrete is good. The compressive strength of concrete can 
also be co-related with ultrasonic pulse velocity. Ultrasonic pulse is 
produced and transmitted by a transducer held in contact with 
concrete surface, which travels through a known length in concrete and 
received by second transducer held in contact with another or same 
surface of concrete member. 

8.3.2 The equipment available with RDSO is suitable for concrete structures 
with 54 kHz transducer. The instruments being of new origin is mainly 
calibrated for concrete structures. No standards are available for 
ultrasonic testing of brick masonry. Therefore,.-efforts were made to 
assess the quality of bridge masonry by comparing the pul-ce velocities. 
Further more, by comparing the results obtained on brick masonry with 
that of concrete structure, fair idea about strength can be derived. The 
tests were conducted on sub-structure as well as on CC bed blocks 
of piers and abutments. As no signal was observed along the opposite 
faces of the piers, therefore, surface method was used for assessing 
the quality of masonry structure. T-he tests were conducted at the 
same locations where rebound hammer measurements were taken. 
The test results are shown in Table 10 to 15. 



S.3.3 The locations of tests are shown in Annexure- 3 to 8 and pulse 
velocities observed at various locations are shown in Table 10 to 15. 
The pulse velocity observed in brick masonry vanes from 370 m/sec 
to 850 m/sec on pier P1 and 610 m/sec to 1380 m/sec on pier P2. It 
also varies from. 710 m/sec on to 1210 m/sec on pier F3 and S4G 
m/sec -to 1130 m/sec on pier P4. By comparing these results of 
puise velocities on intact and damaged piers and abutments, it can be 
concluded that there is not much difference between the strengths of 
masonries of broken piers from intact piers. 

8.4 Measurement Of Cover 

8.4.1 The cover of pier and ■ 

abutments caps were measured 
using micro cover meter as 

inadequate cover may lead to 
corrosion of reinforcing bars 
which may further reduce the 
strength of concrete. This 

equipment is based on the 
principles that the presence of 
steel affects the Electro 
magnetic field. 

8.4.2 The bed block of pier and 
abutment are made up of 
cement concrete. Therefore, 
concrete cover is having very 
little relevance. However, the 
same was measured on 
temperature reinforcements. It 
was found that minimum cover 
thickness ’. vas of the order of 
19mmi which is fairiy adequate. 

8.5 Crack Detection Microscope 

This equipment is suitable for measuring crack width in masonry and 
concrete structures. There was no visible crack on the brick masonry 
of abutmeht/piers. As such results from this equipment is nil. 

8.6 GROUND IMPULSE RADAR IMAGING SYSTEM 

8.6.1 This system is based on the principle of transmission of short 
electromagnetic waves into ..he body of the structure and recording the 
subsequent signals from reflected and refracted waves from interfece 
which help in estimating change in strata/profile. it was procured by 
Geo-Tech Dte of RDSO to map ballast penetation profile ana 



Measurement of Concrete Cover 
using microcovermeter 


subsurface profile to estimate 
the puncturing of ballast This 
system can also be used for 
detection of discontinuity or flaw 
in the masonry structure. 

8.S.2 Discussion were h^ld with 
the experts in the field of 
NDTs about the use of this 
equipment for investigation of 
brick masonry. Based on- 
their guidance, observations 
were taken on all the piers 
(Ann-X). The display and 
line scan survey with GPR on 
each pier is almost similar on 
masonry structure of all the 
piers which indicate that 
affected and unaffected 
portions of piers are almost 
similar. Uniformity in results 
shows similar strength as 
well as absence of any 
cracks. Monitoring of pier witti Impuise radar 

9. CONCLUSIONS 

a) Nowhere presence of any efflorescence and leaching of mortar as well 
as nowhere any indication of loss of mortar indicates that although the 
bridge is old but still in very sound condition. Regarding this, it is 
clarified that strength of iime mortar increase with time due to more and 
more carbonation. 

b) No where, presence of any cracks in any of the piers and abutments 
reveals that bridge substructure is in sound condition. Uniformity in the 
levels of bed blocks reveals that even no gradual settlement took place 
in any of the piers and abutments. 

c) No sign of any scouring was found anywhere. 

d) Waterway was found adequate. 

e) Results of rebound hammer on the bricks as well as mortar reveals ttiat 
these are in sound conditions. Bridge even being old, its strength is 
comparable with good quality of mass cement concrete. Further more, 
strength on the broken portion and on the intact portion was found to 
be of the same order. 

f) Result of ultrasonic velocity reveals that there is no crack inside any of 
the plere and abutments. It also indicates fairly good strength. Further 
more, results on broken as well as intact portions are comparable. 



g) Results of Acoustic Emission technique reveals that no cracks are 
there any where in any of the piers and abutments. If any cracks were 
there, then results might have been approximately 10 times more. 
Furthermore, here also, results on broken portion as well as on intact 
portions are comparable. 

h) Results of the GPR also indicates presence of no any cracks in any of 
the piers and abutments. Broken portion as well as intact portion were 
found to be the same quality. 

i) Laboratory testing of the bricks and masonry also reveals that the 
bridge substructure- is having very good strength i.e. more than the 
required value. 

) If masonry were weak, these brides might had been crumbled and not 
broken in bi^ size mass. This failure mechanism reveals that pier no. 3 
and 4 were partly broken due to excessively very high impact of 
derailment which might had been beyond the ultimate strength limit. 

k) Comparison of various results with bridge inspection register reveals 
that bridge was not having any problem and it was in excellent 
condition. 

Finally, above factual positions considered with presence of point of 
drop about 41 m in the rear of bridge reveals that damage to.*th& 
bridge took place due to derailment of the trains moving at its full sp4ed 
of about 130 kmph. Bridge is not the cause of deraiiment/accident. 


**★ 



Table -1 


Compressive strength of bricks 

(Samples collected from Bridge site No.445 and from RDSO premises.) 


1 Brick 
! No. 

Location of j t*rog 

collection | marking 

i 

i 

j Dimensions 
In mm 

X-sectional 
area in mm2 

1 Total 

1 crushir-.g 

1 force kN 

Compressive 
strength in 
N/mm2 

1 

Bridge site j ERSL-7 

245x125x75 

30625 

I 510 

16,65 

2 

-do- j ERSL-5 

250x125x75 

31250 

i 765 i 24.48 j 

'y 

0 

do- i ERSL-7 

250x125x75 

31250 

U65 i 14.88 1 

4 

-do- ! ERSL-7 

245x125x75 

30625 

570 ] iR6i 

5 

-do- 

ERSL-7 

247x125x75 

30875 

750 i 24.29 1 

<6 

-do- 

M&R 

240x110x70 

26400 

1770 

67,00 1 


-do- 



26400 

1665 i 63.00 1 

r i 

RDSO 

Premises 

R&S 


26400 

315 j 11.93 j 

_^_ 

9 i RDSO 

1 Premises 

R&S 

240x110x70 

26400 


mum 

j 10 i RDSO 

i j Premises 

R&S 

] 

240x110x70 j 

_l 

26400 

. 

450 i 

1 

j 

17.00 i 

i 

ill 1 Bridue site 

i -Al ' 

SM 1 205x120x75 ! 

1 1 
{ I 

,24600 

. 

405 1 16.46 1 

i -I 

1 i 

I 2 1 -do-A2 


”28800 

”750 1 26.04 

13 ! -do- P3 

ERSL-5 j 235x120x75 | 28200 

760 ! 26.95 1 

14 i -do- P4 

ERSL-7 1 240x120x75 j 28800 

710 1 24.65 i 


1. Bricks were tested as per IS; 3495 (Pt-I to 4) —1992, witldn the facilities 
available in the B&S Lai> 

2. Brick nos. 1, 2, 3 & 8 were tested on 27.9.02, before the stipulated time period. 
Whole of the testing procedure was completed in two days i.e. on 26.9.02 & 
27 9.02. 

3. Remaining bricks were tested as per the procedure laid on in the relevant IS 
Code, on 3.10.02 

4. The size of brick no. Ai got reduced because of the grinding of broken comer 
to make the brick faces parallel. 

5. Bricks were tested under 3000 KN capacity compression .esting machine 
available in B&S Lab. The calibration of the machine is \ alid up to 1.4.03. 






































Table -2 


COMPRESSIVE STRENGTH OF BRICK MASONRY BLOCKS 

(Sample Collected From Bridge No.445 (Dhawa Bridge) Eastern Railway 


Block 

No. 

Location 

Size( mm) 

Cross sectional 
area (mm') 

1 Total 
crushing 

1 force KN 

Compressive 

strength 

N/mm" 

1 

A ■* 

247x240x70 

59280 

1 2010 

33.91 

2 

P3 

255x245x70 

62475 

800 

12.80 

_ 

P4 

255. x240x70 


1 1500 

24.51 


1. Blocks were taken out from masonry boulders collected from bridge site by 
chiseling. 

2. The testing was done from 1.10.02 to 7.10.02 

3. No IS specification was followed, edges and faces were flushed with 1; 1 
cement sand mortar for making the surface smooth. 

4. The blocks were tested under 3000kN capacity compression testing machine 
of B&S lab. The calibration of machine is valid upto 01.04.03, 

5. The. samples from A2 location could not be chiseled out as the boulders broke 
during chiseling. 





















































































































Results of Rebound Hammer i est 


Abutment N 0 .AI 


Table -4 


Bed 

Bloclt''Masonry 


Location , Rebound Mean Compressive 

No Rebound StrengthN/mm2 
I number 


48 t 48 



Abutment No.A2 


Table -5 


Bed 

Block/Masonry 


Location 



Rebound Mean j Compressive 
No Rebound j Strength 
number N/mm2 


48 


Reading cannot be taken due 


to placement of crib. 



Reading cannot be taken due 
to placement of crib._ 














































































Results of Rebound Hammer 1 est 


Table -6 


Pier No.Pl _ 


Bed i Location Rebound Mean Compressive 
Biock/^asonry | No. Rebound Str«igth 

I I number N/mm2 


i MGS i M I Ml I 54 49.4 j 49.8 


5 

1 — ' 

I 

M 

M5 

48 

6 


M 

M6 

46 

7 


M 

M7 

50 

I 8 


M 

MS 

48 

9 


M 

M9 

51 

10 


M 

xMiO 

5 

0 1 

r 

GAYA 

M 

Ml 

4 

6 1 




i M7 

49 

] 1 

! 50 

1 M9 

; 46 i 

j MIO i 

51 



No.2 


Table -7 


j Location 




IXl 

K-t 




JUGS, 


























































































I able -8 


Mean 

Rebound No 

i Compressive 

1 Strength 
i N/snrai 

39.6^2.7- 

1 37 



























































Pier No. 4 


Results of 


j SN 

End 

1 Bed Block/' 

! Locaiio 

1 

i 

i 

1 


1 Masonrv 

I 

i 

} 

\ 

i 

i 

i 

1 

i 1 

TOP (-90 degree) 

i B 

! 31 

z 


i B 

! B2 

3 


1 B 

1 B3 

4 


1 B 

B4 



B 

B5 

1 6 


u 

B6 



B 

1 B7 

fT 


B 

1 B8 

9 

i 

» 

i B9 

10 


B 

i BIO 

i I 

MGS 

M 

1 Ml 

1 2 


M 

j xM2 

i 3 


M 

i M3 

i 4 


M 

i M4 

im 


M 

1 M5 

6 


M 

I M6 

} 7 

t 

M 

1 M7 

j ^ 

1 8 

I 

M 

I M8 

i 9 


M 

xM9 

i 10 

i 

M 

MiO 

1 1 

GAYA I 

M 

Mi 

! 

1 ^ 

; M 

M2 

3 

i M 

xVI3 

14 

! M 


i ^ 

.|M. 

M5 

! 6 

! M 

M6 

I 7 ! 

I M 

xM7 

! s 1 

I M 

M8 

19 j 

i M . 

M9 

1 1 

v* 

1 

MIO 

1 1 ! 

Broke»i Portion j 

B 

31 

! ! 

(-90 cs^ee) 



j 2 1 


B2 

1 3 i 

! Q 

1 —' 

B3 

i4 1 

1 B 

B4 

i 5_i 

i B 

B5 

1 

i B 

36 

t-y-T 

1 3 

37 

!» i 

j 

P 

B8 

19 1 

' B 

39 

! 

! B 


i i I 

MORTAR i 

A® 

MR 1 

i 2 i 

j MR 


i 3 ! 

1 MR 


M 1 

1 

MR i 


! 5 I 

i MR i 


i ^ i 

i MR I 

MR 6 

i 7 ! 

1 MR i 

MR'/ 

; 8 1 

: MR ! 

MR8 

i *4 ■ 

1 MR : 

MR 9 

10 1 

—T , 

MR ; 

10 


ilamnier Test 


Table -9 
































































Results of Ultrasonic Test 


Table -10 


Abutment No.Al 


1 SN 

I 

End 

' 

Bed Block/ 
Masonry 

Location 

Pulse 

V'elocity in 
m/sec 

Remarks 

1 

GAYA 

(Face 

towards 

MGS) 

B 

III 


No signal received 

n 

B 

B2 

- 

No signal received 

3 

B 

B3 

2870 

Surface measurement 

4 

B 

B4 

2640 

-do- 

5 

M 

MO 

1070 

-do- 

6 

M 

Ml 

1020 

-do- 

1 7 • 

M 

M2 

- 

No signal received 

8 

M 

M3 


No signal received 

9 

M 

M4 

1090 

Sur&ce measurement 

10 

M 

M5 

_I_ 

No signal received 


Abutment No,A2 


Table -11 


! SN 

End 

Bed Block/ 
Masonry 

Location 

Pulse 

Velocity in 
m/sec 

Remarks 

1 

MGS 

B 

B1 

- 

Reading can not be taken 

2 ^ 

(Face 

B 

B2 

- 

due to placement of crib 


towards 

B 

33 

1850 

Surface measurement 

4 

■ J 

GAYA) 

_B_^ 

B4 

1850 

Surface measurement 


Criteria For Puise Velocity For Concrete 
IS 13311 (Part-1) 1992 


jSn 

\ 

i 

Puise velocity by cross proi ing 
(Direct method) 

Km/Sec. 

Concrete quality 

11 

Above 4.5 

Excellent 

1 2 

1 

3.5 -4.5 

Good 

! 3 

3.0-3.5. 

Medium 

i 4 

Below 3.0 

Poor ■ 


* No criteria exists for measurement of pulse velocity by semi-direct or indirect method 


































































Results of Ultrasonic Test 


Pier No.Pl 


Table -12 


j SN 

j 

fcnd 

_ 

Bed 

Block/IVIasonry 

7- 

Location 

Pulse 
Velocity 
in m/sec 

Remarks 

' 

i 1 

Face 

M 

Ml 

S30 

Surface measurement 

! 

towards 

M 

M2 

850 

-do- 

1 

GAYA 

M 


- 

No signal received 

1 4' 


M 

M4 

490 

Surface measurement 

( 

i ^ 

. 

M 

M5 

580 

-do- 

j 

Face 

M 

Ml 


-do- 

1 7 

towards 

M 

M2 


-do- 

i 3 

MGS 

M 

M3 

510 

-do- 



M 

VI4 

370 

-do- 

1 ^ 1 
i j 

M 

M5 

800 

-do- 

Pier No,P2 




Table -13 

SN 

End 

Bed 

Location 

Pulse 

Remarks i 



Block/Masonry 


Velocity 

1 

' . J 




in m/sec 

1 


Face 

M 

MI 

1020 

Surface measurement | 

2 

towards 

M 


1370 

-do- 1 

3- 

GAYA 

M 

M3 

1380 

-do- I 

4 


M 

M4 1 

1010 

-do- 1 

5 

! 

M 

M5 

1000 

-do- 1 

1 

Face j 

M ! 

Ml 


-do- 

2 

towards 1 

M 

M2 


-do- 

3 

MGS i 

M' j 

M3 


-do- 

4 

i 

M 

M4 


-do- 

<; 

L 

i 

1 

M 

M5 


-do- ! 



















Results of ITftrasonic Test 


Pier No P3 Table -14 


SN 

End 

hhu 

Location 

Pulse Velocity in 
m/sec 

Remarks j 

1 

TOP 

B 

B1 ! 1630 

Suifece measurement | 

2 

B 

B2 ! 4050 

Semi direct measurement | 

-J 

1- 

1 

\ J 

TOP(Brofcen 

Portion) 

B 

B3 

1650 

Surface measurement i 

1-—1 

4 

B 

B4 

2530 

. 

Semi direct measurement i 

1 

Face 

towards 

GAYA 

M 

Ml 

710 

Surface measurement 

1-1 

1 'y 
\ ^ 

-M- 

M2 


No signal received 

' 3 

M 

M3 

1020 

Surface measurement 

4 

M 

M4 

910 

-do- ! 

i 5 

M 

M5 


-do- i 

1 1 

Face 

towards 

MGS 

M 

Ml 

1210 

-do- 1 

j 2 

1 

M 

M2 


Reading can not be taken j 
due to placement of crib 

i 3 

M 

M3 

770 

Surface measurement 

! 4 

M 

M4 

1190 

_ -i 

1- 

1. 5 

M 1 M5 

740 

-do- ! 


Table -IS 


SN 

, 

i 

End 

Bed 

BIock.''Masonr>' 

Location 

Pulse 
Velocity' 
in m/sec 

Remarks j 

i 

1 

1 

i 

i 1 

TOP 

B 

31 

1650 

Surface meas'jrement 1 

2 

, 

B 

B2 

1170 

Semi direct measurement j 

:--- 


B 

B3 

1930 

Surface measurement 

4 

i 


B 

■ 

B4 

2570 

Semi direct measurement ; 

; 

I ' 

1 

Face towards 
GAYA 

M 

Ml 


No reading was obtained | 
as portion was broken 

i 

j 


M 

M2 

o 

t'l 

. J 

Suriace measureraent 

1 

[__£_1 


M 

M3 

1190 

-do- . _J 

I 4 


^ M ■ 

M4 

1170 

-4^, _i 

1 

1 


M 

M5 

1190 

__-d02, ... .J 

n 

Face tow'trds 

M 

Ml 

840 

Surface \ 

! "1 

> ^ 

MGS 
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DETAILS OF. ^-STRUCTURE OP BRIDGE No.44fi MGS-GAYA SECTION 


iN9>e(nED BY jM/ata/T 







BROKei BRICK 
MASCMRY WITH ' 
SEO SLOCK 


PIEH No. a 

(NOTE ra SCALE) 

c-BRICK MASONARY. BLOCK' 


-BED BLOCK 
FOR SPAN 4 


ON SIDE NOSE 
BROKEN B/W 


BED IBLOCK 


EPOXY 

GROUTINC 


_ie_JKI M4 
-WL-J* _!« 


ELEVATION P-3 HWH END 
ELEVATION (HWH END) 

_ (DWemON OF FLOW) 


NORIH 
(FOR PLAN) 



--] 

.. ... 





. 1.ASM 

U_375M_^ 


FRESH SROKEN S/W 


PEJLN 

CLEAN JONT OF SZE 
74aX420iTwnv 


- FRESH BROKEN BfflCK 
kMSONARY WTH 
BED BLOCK 


ON SUE 
HOSE 


BEB BLOCXf 
FOf^SPML 


SSPNWnON. 

VIASCMRy 


a 9 

S \ 2 

” ^ SEEWCE 

i iT!Bn w.n 

__HI_ID IW _ 

-HT-JD-M_ 


ELEVATION (MGS.BND) 

(WRECnON OF FLOW) _ 


NOTE 

1 . coNonroN or mesonary is sound, no weaixering effect observeo. 

2. NO LOOSENESS AND LEAOflNG OF MORIER FOUND. 

3. omomoN OF epoxy cammNG is oooo. neither mity looseness nor 
FURTHER development OF CRACK CJaSERVEU. 

4 . NO sign OF SCOUR OR SETTLEMENT OF FOUNDATTON WAS OBSERVED. 
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ANNMIIRB - VIII 



EASTERN RAILWAY 

17, Netaji Subhas Road 
Faiilie Place. KOLKATA-700001 


No. W(3)/65/7/2 Dated 31.10.2002 

The Commissioner of Railway Safety 
Eastern Circle 
14, Strand Road 

KOLKATA. 


Sub: Checking of design of Bridge no. 445 between Rafiganj and 
Deo Road stations of Gaya-MGS section. 


Design calculations for checking of design of Pier No.3 (which is heaviest 
loaded pier as it supports 60' and 62' spans) of the bridge under subject was 
sent to RDSO for checking vide this office letter no. W(3)/65/7/2 dated 
26.9.2002. After checking of the design calculations, RDSO gave certain 
observations vide their letter no. CBS/MBE dated 28.9.2002. Revised design 
calculations complying the RDSO's observations' was submitted to RDSO for 
checking and after checking the revised design calculations, RDSO have advised 
vide their letter no. CBS/MBE dated 24.10.02 that pier has been found safe for 
MBG loading-1987. A copy of RDSO's letter no. CBS/MBE dt.24.10.02 is enclosed 
herewith for your information. 


2. RDSO also undertook the checking of design of super structure of the 
bridge. Necessary details for checking of design of girders of bridge were 
furnished to RDSO. RDSO vide their letter no. CBS/MBE dated 30.10.2002 have 
advised that girders and bearings are safe for MBG loading-1987. Copy of 
RDSO's letter no. CBS/MBE dated 30.10.02 Is also enclosed. , 


DA; As above 


(Radhey Shyam) 
Chief Bridge Engineer 


C :\My Docunients\CR S\C R SSanction. doc 



.</Fax : 81-0S22-4S8S00 
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Tctogrwn : 'RAILMANAK', Lucknow 
idMH/Teto ; 491200 (PBX) 

4S0S67 (DID) 





’TO TOW ->?1 ’iHvR 
aqow aiPniiPi ait? >iHni 
RBTO - 226011 

Govcranient of Indit-Ministry of Railways 
Rctcarck Dtsigni & Siandards Organisation 

Lucknow - 226011 



no Ml KGisTcatoaaoMisanoa 
OHv c«i>i c «i»i»v.im Mtimwiiiiei 


No: CBS / MBE 


Dt.24.10.02 


The Chief Bridge Engineer 
Eastern Railway 
17, Netaji Subhos Road 
Fairiie Place 
Kolkata - 700601 


Sub: Checking of Design of substructure of Bridge no. 445 between 
Rofiganj and Deo Road on Gaya > MGS section 

Ref : Your office letter No. W(3)/65/7/2/L dated 10.10.2002 


The calculations for checking existing pier P.3 of Bridge no. 445 
between RafiganJ and Deo Road on Gaya - MGS section, 
submitted by Eastern Railway vide above referred letter, have 
been perused ond the pier has been found safe for MBG loading - 
1987. 



(R.S.Khurano) 

Director/BdS/CBII 



• 91-0522-458500 

Sliniit : 7?AILMANAK', Lucknow 
vllfitn/Telo : 451200 (PBX) 

•ii)Ui;n7 (i ni)) 

Ttlf fji: 41-0Si2-J5<U98 
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Lucknow - 226011 
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u>r{*(DOAi^AN(iAliUM I 

M mnstny iKM 


No. CDS/MBE 


Date - 30-10-2002 


BY FAX 


Conimissiancr of Railway Safety, 

Easleni Circle, 

12'*' lloor, Miiltisloncd Building of Eastern Railway, 
14 Slriuid Road, 

Kolkatn 


.Sub: Details of (dale girder Diidge no 445 belween Rafigimj and Deo Road in CJiiya- 
Mughalsarai section of E,Tstent Railway. 

Ref: (ij Tlustjfrtce fax of even number dated 22.10.2002. 

(lij Dy.CC/BR/HQ.', E. Railway Kolkata’s letter no. W(3)/(')5/7/2 dl. 2.3.10 02 

(iii) CBE/ E, Railway, Kolkaia's ieltei no. W (3)/(i5/7/2 dated 29,10.2002. 

(iv) Teleplionic convcisation on tbc .subject matter with CBEAEastein Rnilway. 
(\J CBE/ E. Railw ay, Kolkaia's fax no. W (3)765/7/2 dated 30.10.2002. 
(\i)CBE/E Railway, Koikatt'a letter no. W'(J)/(i5/7/2/l- dated 10.10.2002 


A. SUPERSTRUCTURE A BEARIN&S 


1.0 Ifi coiinectioii with above bridge, details .as per Anncxure-I were asked from CDE, 
Eastern Railway vide letter under reference (i). 

2.0 Details fumisbed b) E,astetn Railway are as per Annexuie-11. No des’ign calculations 
were submitted by Eastern Railway for superstructure and bearings. 

3,0 On the b,asis of details funiished tlirougli drawings and over telephone, scrutiny has 
been carried out on folloiving considerations: 

i) Permissible stresses for bending luid shear for 40', 60’ .and 62'-6” girders have 
been taken as per TABLE-11 of Steel Bridge Code. 

ii) From fatigue consideration, scruluiy has been done for 2 million and 4 million 
cycles. 

iii) Permissible shear stres.ses for Holding Down bolls Iras been taken as per 
TABLE-Il of Steel BiJdge Code. 

iv) Dispersion of longiliidinal forces lias been taken as per clause 2.8,3 2 of 
Mildge Unlc-v 
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v) For 40’, 60’ and 62’-C»” girders, details for calculation have been taken from 
sketches for cross section at center as reiterated b> CBE, Eastern Railway vide 
fax no. W (3)/65/7/2 dated 30.10.2002. 

4.0 Subject to the consideration at 3.0 above, calculated stresses tit giidcis and sliding 
bearings have been found to be w Itliin safe limit for MBG loading-1987. 


B. SUBSTRUCTURE - 

The calculations for checking existing pier P3 of Bridge No. 445 , submitied vide 
letter (vi) referred above have been scrutinized atid the pief has been found safe for MBO 
Loading -1987. 



Director (B&SyCB-lI 
for Director General (D&S) 


Copy to: 

i) CCRS, N.E. Railway DRM OfRce Compound, .\ 5 h 0 k Marg, Lucknow- 
226002 

ii) Chief Bridge Engineer, Eastern Railway, Fairlie Place, Kolkata-71M)001 
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^ KO/B&U HDUO I.HCKNUW 


'•X. 


Annoxui^I 

DETAILS ASKED FROM CBE, EASTERN RAILWAY 


In connection with Bridge no. 44.^ between Rnftgunj wid Dgo Roiid in tiaya* 
MuEhaisaral section orFastfiil Rttllwa). fOlIOU'lIiy {l0l!liIS nU asked Prom CUB, Eastern 
Railway; 

1. The Drawings 

• Octieral arrangement 

• Bearings 

• All other drawings 

2. The design calculations 

3. Loading standard for which bridge was designed and its details 

• l<ocoiiiolive 

• ILD 

• Max. speed considered 

• TB and BF values if any 

4. The train formation operated in the section for passenger as welt as goods 
traffic 




ITEM NUMBER OF SUMMARY, 134 

1. Oonclusion and Recommendation. 

‘'We agree with the decision taken by the Central Advisory Council 
for the retenti(jn of Class II Service on the railways. In order to improve 
the channels of promotion of Class II Service men, we recommend that '2o 
per cent, of the working posts in the senior scale should be reserved for 
them; officers must, however, be qualified to be promoted in the same way 
as we have recommended for Class I Officers. (See item 181 above). 
(Paragraph 189).” 

2. Decision. 

The recommendation regarding the retention of Class II Service on 
the railways lias been noted. The Government, however, do not accept the 
recommendation that 25 per cent, of the working posts in the senior scale 
should be reserved for Class II Officers. 

3. Action and Remarks. 

The views expressed by the I. R. E. C. for the retention of Class II 
Service on the railways is in accord with the views of the Central Advisory 
Council and the Railway Board. 

Direct promotion to senior scale posts of men in Class II Service who 
have been recruited by promotion from Class III will involve complications 
which, in the special circumstances of railway service, it is desirable to 
avoid. In order, however, to improve the channels of promotion of Class 
II Service men which, in fact, is the intention of the I. R. E. C., the Gov¬ 
ernment have decided that the percentage reserved for promotion from 
Class II to the Junior Scale of Class I should be raised from 20 to 2^. It 
has also been decided that as far as possible such promotions should take 
place at an age which would enable the officers promoted from Class II to 
rise up to the senior scale posts. This, in fact, amounts to a practical 
acceptance, in a different form, of the recommendations of the I. R. E. C. 
while avoiding the complications that would arise by the promotion of Class 
II Officers direct into the senior scale. 



ITEM NUMBER OF SUMMARY, 135 


1. Conclusion and Recommendation. 

“Av*e also agree with the recommendation of the Central Advisory 
CouinH, that iJie men in Class III service should be considered for promo¬ 
tion Ic ( lass M first, and only the remaining vacancies should be filled by 
direct icci'uiv.irient to Class IJ. which again shordd be made through the 
irndernl ihrhlic Service Ornunission. (Paragraph 189).’' 

2. Decision. 

The recommendations have been accepted. 

3. Action and Remarks. 

This sub ject was placed before the Central Advisory Council in Decem¬ 
ber 1947. when it 'vas deci(ied that as there was no data on which a suitable 
percentas.;e coriid he fixed for vacancies to he filled by direct recrnitment or 
by promotion, Class Til staff should first be considered for promotion to 
Class II poat.s and only the balan(*e of the vacancies should be filled by 
direct recruitment. 'I'bis decision lias been endorsed by the I. P. E. C. 

In consultation with the Ministry of Home Affairs, it has been decided 
that all direct recruitment to Class 11 service on railways should be made 
by the [Jnion Public Service Commission. 



ITEM NUMBER OF SUMMARY, 136 


1. Conclusions and Recommendations. 

"Wo (Oii:V!<!;m' !bat ‘lioro rai'ist roiiKiii) regulai' and wide avenues ot 
proiiiolinn io liin do-ieia i,ig luo!! lu'lnn ;;In t'lo ('iuss IV Service and with 
this end in . we l iiul ini' siu-li (e.ndidales tlie edueatinnal 

(|u;ddh ;ilei:I niid ai;!.' i Ci-l l e-i ;nn ini' i.iie juirpose nf dimet I'ceiautiiient to 
aiiy j ;a'd ieiihi ;■ of Class Hi sei-'ine should he I'eiaKcd, liie a,etna! 

recruitinent liieinp; left to the reendting authority. (P.vracrapii 1'90),’ 

2. Decision. 

d'be rceomiiiendal ion lias heeii acuepted. 


3. Action and Pemavks. 


It has hec'ii decided that I’ailwa'.; Administrations should he permitted 
io promote haiilable Class 1\ slalf io posts in Class III in specific categoiaes 
where possilde without iinpaii'ing ellieioiicy. Much promotions will Ik* 
nermissible to tlie ext(‘nt of 10 pei' c<'nt. of Class !JI strength and will hi^ 
subject oidy to the eonditioi! that (lie sladV eoncerned sliiiidd Imve put iii a 
servi'u "f (!ol !es:; tlia:) ii\'e. \Tai's in Class 1 \'; there will l)e .siiita!)!'' 


re!a\a 1 ioc:. as legasa's aee 
tion, ' (ill 1 pet eat Class iV 
meal io ( la^s I I I v.ae.ancic': 


and cdiieid ioital pinilitleatnans foi' ^ahli pi'omn 
si;dT will a!s(i he pe'aidtka! to an|)!\' for rem'.il!, 
the .age limit only lieing r('l;i\('d 
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ITEM NUMBER OF SUMMARY, 137 


1. Conclusion and Recommendation. 

‘'W(' reconimi'iul tliat for tli-* vei'risii luont to 1;] e lower grades of Class 
III services, erc'ater orefciaMice siioiild 
the railway ei)if)loy(:es who have reraieiva 
and cotitiniious service, 10 per ccnl 


of 


!C gi-cii to srjiis and iiopliews of 
! not hss- »tia .0 la \i.ai's oi iV-iCieiit 
the vacaiH-ies shcadd lie reset','cd 


for tlieni snldcci to tiicii' 


Oita 11 aci! 


■.i:. 


100 ). 


2. Decision. 

The existing recruitment rules provide for sous of employees or retired 
employees who Itave rendered sj eciivl service to the Rail way being given 
preferential (■onsideration which, ^dl^)uld nt'l cxct'cd a bonus of Id per cent, 
of the tiiarks otherwise .miined i.-./ the camiithite. It has been decided to 
;iece[)t th(‘ Conimittee’s r.ecoin!iieiid;d.ion t! ;( I he pr’fei enrc sboah! tvike th.e 
form of a reserviitiou of pert e'iOtge of the iaciUtcii's tuid tlird it should 
l>e allowed where the employee h<as iT-ndtered not h'ss th;ui 15 yeiti’s of 
efficient and continuous service, ll is considered sufficient, however, to 
.adopt a rt'servittion of 5 per cent, of the wicaneies and to restrict it to the 
sons and d.aughters of I'ailw.av ('inployo'es. 

3. Action and Remarks. 

Ih'taih. as to the inetliod of giving effect to this dcfusion ris a r.'h 
eoinmnnal reservation rules are being worked out in (‘onsnltation with the 
Ministry o.!' Home Affairs. 
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ITEM NUMBER OE SUMMARY, 138 

1. Ooiiclusion and Recommendation. 

“(138). We apijrove ol Llie pi'iiieiple ol rec-L'uitiucril of i'lnss II1 
cinployeea Llirough mdependeiit L'onmiissions. iliis is iu line ■with tie 
(lecisioii of the Ministry of Home Adairs to set up agencies ior recruitment 
of Class Jli and IV stall. We consider that if the Agencies are likely 
to have regional olliees, it might be economical to entrust the work ol 
rail'way recruitment to those agencies, and abolish all the Joint Raih\a\ 
Service Commissions. On the otlier hand if these Agencies have to be 
expanded considerably, it would be prelerable to continue reOruitment 
through the separate Railway Commissions. In that case we recommend 
the reduction of one of the four Joint Service Commissions, the nuinber of 
Member.s of remaining Service Commissions being reduced to three includ¬ 
ing the Chairman. The personnel forming the Commissions should have 
had considerable Railway administrative experience, but if such men are 
not available, tliere is no bar against tlie appointment of noii-railwaymen 
with corresponding e.xpeiiei)ce. 

We have no objection to the advice of the body being taken b\' t!ie 
adiniuis 1 1 ciiis , in c:\se el iijijunl, iiiil ilus sbonld not necessitate an 
increase in tlie number of Members oi’ the appointment of a person with 
judicial experience. (Paragr.'M’H 191).” 

2. Decision. 

The recommendations have been partly accepted. 

3. Action and Remarks. 

As it was found that tlie contempialed set. up of the proposed Regional 
recruitment agencies for recruiting non-gazetted stall to Central Depart¬ 
ments under the Admin i.sti'iittve control of the Ministry of Home Allairs 
would not permit of thi-se organisations undertaking the recruitment of 
railway .staff witlmiit considerable exiiamsion of their .^ti'cngth, it was 
decided to continue recruitment through Railway Sei’vice Commissions. 
It was also considered nei-essary to retain tlie existing miinber of four 
Commissions in order to have a separate Commission to serve the different 
areas of India. In view ol identical pi'cscril)ed scales having been intro¬ 
duced for tlie same das-ses of staff on different railways, it was considered 
desirable to maintain co ordination of the working of the various Coimnis- 
sions in order that the types and qoalilications of candidates for identical 
classes on different railways should be more or less similar. It was accerd- 
ingly decided that the Chairman of one of the Comnussions should exer-ise 
overall supervision of the working of the other Commissions. The Chair¬ 
man of the Rombay Commission was entrusted with this duty. It was 
further decided that each Commission should consist of a Chairman and 
two members except that the Bombay Commission should have an additidnal 
member to deputise for tlie Sujiervisory Chairman wTen he is awmy from 
Headquarters. 

The system of the Service Commissions advising the General Managers 
on the appeals from Class III staff which lie to them was discontinued. 
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As tognrds the pei'soimel oi‘ tlie t'oimnissiou, it was (lei-Hie-i in ; l.'Uf 
uu bail ('ll liic aiJjJoiutnieJii ot I'etiieii oibeLM ;; (..■,■ ol' miii i’;! ;aastiijs, 

iiui, otiicf things being equal, pivtciviiee ssuuUi be given in sei'i n:- 
ullieials. 
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AIIHEiCIffiE - X 




No. ELf<lol<^t2lAK<^ 
Kolkala, 20"’ Sept. 2002. 

Sub ; Accident of 2301 Up Rajdhaiii Express near Rafiganj on 9.9.02. 

Ref; GM’s note no AC.27.5/Safe<y dated 18 09.02, 

Information in connection with Iheaccidait of 2301 Up Rajdhani Exp. near 
Rafiganj on 9.9 02 pertaining to Electrical Department as per tlie proforma is submitted as 
below: 

1 OHE 

i) OHE tripping time - 22:42 hrs (CB-85 of Rafiganj Traction substation tripped) 

OHE Shut down time - 22:44 'A - BM 523 (Dn Line) & BM 524 (Up Line) at 
Rafiganj Traction Substation opened, thereby nwking tlie section betweai Rafiganj 
to Phesar dead. 

ii) . Action taken to safeguard the Passenger 

The OHE was protected by keeping the section between Rafig^l (0‘PhesM ,OITJby 
operating BM 523 & 524. Also discharge rod was provided bn both tip & Dn line at both 
end 

iii) Record of Last inspectiai of OHE - AOH of OHE - 25.7 02 (Up Line) & 

27.7.02 (Dn Line) 

Foot Patrolling - 26.08.02 (Both Up & Dn) 

2. P aiTHBes 

i) Electric Loco No. 30002 - WAP5 GZB Base of NoUhem Railvwiy. 

a) Cab2 CBC guide bracket plate crack. 

b) PT2 damaged along with one roof bar. 

c) Body to bogie vertical danper guard damaged 

d) Wh^ No 7&8 has number of hit marks Requires re-profiling 

e) Cab2 transition screw coupling shackle pin bent. 

0 Bogie2 stopper plate rubber pad badly damaged 

g) The loco could not be aiergised, therefore electrical damages on panels, 
converter units etc. could not be ascertain accurately. 

ii) OHE 

a) 3 Nos. OHE mast damaged at location 508/23, 508/25, 508/27 on Up line & 4 
Nos. cantilever damaged at these locations. OHE got parted. 

b) 2 Nos. cantilever assembly damaged on Dn line at location 508/20 & 508/22. 

c) 280 mtrs. of contact and catenary wire along with droppers replaced because of 
damage on both line. 



iii) Coaclies 

a) RMPU - 12 Nos. damaged beyond repair. 

b) Under slung AC equipment - 12 sets damaged beyond repair 

(each set consisting of compressor, condenser, blower motors and pand). 

c) Lights, fans and inter vdiicular couplers damaged beyond repair in all 14 
coaches. 

d) Power pack with control panel - 2 sets damaged beyond repair. 

3. Cost of damage 

a) Loco - Rs 10 lakhs (Approx.) 

b) OHE - Rs. 2.18 lakhs (Approx.) 

c) Coaches - Rs. 206 lakhs. (Approx.) 

4&3. Does not arise since accident was not a Fire accident. 

6 . Bio-data of Driver involved in Accident - Annexure -1. 

7.&8. Since accident was not oivaccount of Electrical fire does not arise 

9. Coaclies. - 

a) Condition ofElectrical Eouioment. 

All electrical equipments and AC equipmaits got damaged in 14 coaches 
including one power car and one pantry car. 

' b) Par ticular of electric p rotection . 

All electrical protecticxi in AC equipment and electrical fittings were 
functional. 

c) Record of last inspection . 

Last trip inspection was done at TKPR Yard on 9.9.2002. No coach was 
overdue POH. 

d) Whether suddIv for fans and lights Was switched on. 

All lights and fans were working till accident occurred. Alter that it did not 
work due to no power from power car. 

10. Appreciation report of the Accident . 
a) Probable cause - 

Tlie loconwtive was found standing at Km 509/11 with wheel No. 7&8 
(rearmost axle) in derailed condition. 

The driver and co-driver of 2301 Up, involved in the accident on 9.9.02 
stated that a heavy jerk was expo'ienced by them at the time of approaching bridge 
no. 4^5. Consequently the LI vvho was on footplate had fallen down inside the cab. 
This suggests that there was some abnormality in the track before approaching 
bridge. Records& datas extracted from the locomotive suggests that brakes were 
applied at a distance of 571 mts. towards HWH end from wliere the loco was 
standing after the accidmt. Considering the reaction time of the driver and the 
distance travelled after derailment of the coaches but before parting, it can be said 



that the derailment look place before approaching Ihe bridge (the distance between 
the HWH aid ofthe bridge and the location of the locomotive is about 605 mts). 

The condition of the fish-plate, the boils, the rails and structure bond which 
was connected to the left rail on Up line indicate that the removal of fish-plate 
from left side rail on Up track may be the probable cause of accidait. 

b) Relief measures. 

Relief measures provided by the medical units of Dhanbad and Mughalsarai 
were satisfactory. Arranganent of communication from Ihe site for the injured 
passaigers were also quite adequate. Attention to the injured persons at the site 
and transportation to Hospitals was also quick Arrangemait could have beai 
betta had there been good road connection. The inclement weatha had also 
disrupted relief measure. 


(Binod Prasad) 
Chief Electrical Engineer. 


C^E 


Copy to CSO - for information please. 



ANNEXTJHE - XI 


Eastern Railway 


No:MC/204/Pass/Pt.VI Kolkata, dated,21 Oct’02 


C’nmmissioner of Railway Safety 

Eastern Circle 

Kolkata. 


Sub: Accident of 2301 UP Rajdhani Express 
Near Rafiganj on 09.09.2002. 

Ref: GM/ER’s letter No.AC.275/Safety 
Dated 18.09.2002. 


With reference to the above, the Technical assessment regarding cause of the 
derailment of 2301 UP. Rajdhani Express was sent to CCRS/LKO on 25**' 
September,2002. A copy of the same is being sent to you for your kind perusal. 

for Chief Mechanical Engineer 



RAJDHANI EXPRESS DERAILMENT 


Sub : Technical assessment regarding cause of derailment of 2301 Up on 

09.09.2002 over MGS Divn. 

Ref: GM/E.RIv./CCC’s Note No. Ac.275/Safetv dated 18.09.20 02. 

Train : 2301 Up Rajdhani Express. 

Composition . Load 18= 36 coaches air brake twin pipe WLRRM-2, WCBAC-2, 

WACCN-7, WACCW-5 & WFAC-2. 


Date of Derailment: 09.09.2002 at 22.40 hrs. 


Location ; Over Bridge No.445 between KM 508/27-29 between Rafiganj and 

Deo Road in MGS Divn. Of E.RIy. 

Locomotive; Electric locomotive No.30002 WAP-5 pure air brake locomotive 

based at Ghaziabad loco shed. 


Crew : Driver Shri R.D. Shaw, HQ DHN. 

Co-Driver Shri A. K Sinha, HQ DHN. 

BPC ; No.748 dt. 09.09.2002 having 100% brake power with all 36 brake 

cylinders active was issued at Howrah. 

Brief: Train passed Rafiganj (RFJ) at 22.40 hrs. and derailed over bridge 

No.445 between Rafiganj and Deo Road blocking both up and 
down main lines. As per driver he felt an abnormal jerk on the 
track which caused him to apply Emergency brake. The train 
engine and all coaches except the last two were 
derailed/capsized. 


Speed of train/loco : As checked from locomotive speed recorder (with memory) speed 
was 127 kmph., at the time of brake application. Booked and 
maximum speed of train No.2301 Up is 120 kmph and 130 kmph 
respectively. 


Maintenance of coaches: 

The trailing load (18 coaches) consisted of WLRRM-2, WCBAC-2. 
WACCN-7, WACCW-5 S WFAC-2. All the coaches were anti 
telescopic having ICF all coiled bogies. It was an air-braked rake 
having 100% brake power. Readings of 4 coaches which were 
retrieved from the site, were taken. Also, wheel measurements of 
the front WLRRM were taken, the details of which are as follows; 

1) Front WLRRM 6696A; 

This coach was in derailed condition, and though both of it’s 
trolleys were intact, three of it’s wheels had been thrown-off. 
These wheels were located and all the 4 wheel measurements 


1 
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were taken. The profile & wheel yauge were found within 
permissible limits. 

2) Rear coaches WLRRM 00856/s, WFAC 90016A & WFAC 99002A 

The measurements of these coaches were taken & the following 
cl 'ervations were made; 

a) All the wheel profile measurements & Wheel gauge 
measurements were taken & found to be within pennissible 
limits. 

b) Centre pivot of all these coaches were intact 

c) The ’A’ & ‘B’ dimensions i.e clearances between axle box 
crown & stop screw, & between lop of Bolster and the bogie 
sole plate respectively were found to be within permissible 
limits, 

d) Side bearer & dashpot oils were available in adequate 
quantity. 

e) Side bearer piece & wearing plate Vi/ere found tc be O.K. 

3) Coach no. WCBAC 82803A : 

This coach had derailed and capsized, after which it was re-railed. 
Measurements of this coach were also taken, but since this was 
an affected coach A had been dragged & had capsized, the 
measurements were slightly beyond permissible limits 

Fitness of crew: 


1 

Name 

R.D. Shaw/DHN 

A.KSinha/DHN 

2 

Grade 

‘A’ Spl 


3 

PF A/c. No. 

900128 

^ 919826 

4 

Date of birth 

^ 15.1.1943 

4 1.1957 

5 

Safety Gradation 

1 A 

A 

6 

^Ll. 

Sri Ram 

Sri Ram 

7 

Tech refresher - 
Done 

Due 

29.6 2002 
28.6.2005 

1.7.2000 

30,6,2003 

8 

Transportation - Done 
Due 

'25.'10.2056 ^ 

24.10.03 

9.2.2001 

8.2.2004 

9 

Safety Camp- Done 
Due 

18 11.2000 

17.11.2003 

21,10.2000 

20.10.2003 

10 

Sight test - 
Done 

Due 

23.1.2002 

22.1.2003 

09.1.2002 

08,1.2004 


Remarks : 


From the above details, coach maintenance pare meters were safe 
for run and may not have led to unsafe conditio j dufirjg run. 


(PramodTKurnar) 

Chief Mechanical Engineer./E Riy 






ANNEXURB - XII 


V.K.AGNIHOTRI 

Retd. Member Engineering, 
A-305, 

Heritage Building of Ashiyano 
Sector-4, Vaishali, 
SAHZIABAD - 201010 

My Dear Mahesh Chand, 15^*' September, 2002 


Reg: Ill-fated accident of Howrah -New Delhi Rajdhani Express 
near Rafiganj Railway Station on 09.09.2002 

A lot of news and opinions have featured in Electronic and Print 
Media. As retired Member Engineering, Railway Board, ‘I have been 
quite alive with various information pouring from various corners. I 
intend to put.down my views on the subject which have also been given 
to the Press and Television. A copy containing the aforesaid views is 
enclosed with this letter which you may like to consider. 


End; As above 


Yours sincerely 


v-vo=v- 






(V.k.Agnihotrl) 


Shri Mahesh Chand, 
Commisioner Railway safety. 
Eastern Circle, 

Kolkata 


Copy:Dr. Rajamoni 

CCRS,Lucknow 



From TV and Newspapers I have seen (Imt there are fundamental doubts in the 
minds of people in relation to the derailment of Rajdhani Express on 09.09.2002 at Rafi 
Ganj. The three issues which are bothering people are given below: 

1. How come engine and another bogie crossed the portion of the track which had 
been disturbed by removal of fish plate without derailing? 

2. The train passed the same location 20 minutes ago and nothing happened to that 
train how come within 20 minutes fish plate could be removed? 

3. The bridge is 86 years old and said to have become weak. 

I have certain technical and practical information about all the above subjects 
which 1 would like to share. 

As far as movement of engine on a portion of track where fish plates have been 
removed or rail has been disturbed is concerned the first thing to understand is the time 
taken to negotiate 13 meters length at a speed of 130 kmph. This time is 1/3"* of a 
second which is even difficult to perceive. Further when a train is in motion at 130 kmph 
it ha-s lot of kinetic energy in forward direction and whatever disturbances will be 
imposed on this train due to discontinuity in the rail would take time to disturb the 
motion of the train. Further more the wheelers of the train are rotating at a veiy high 
speed when it is travelling at 130 kmph which generates a gyroscopic effect. In layman’s 
language gyroscopic effect can be understood from the rotation of the top' which children 
are playing with. A top continues to rotate in vertical direction as long as it has speed 
and as soon as speed comes down it drops down. This very gyroscopic effect is used in 
the two wheeler vehicles whether it is scooter or cycle wherein the rotating motion in the 
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wheel keeps the direction of the two wheeler and as soon as two wheeler comes to a stop 
it cannot stand vertical and it drops down. Therefore, when Rajdhani Express at 130 
kmph would have come against the discontinuity in the rail it cannot suddenly change 
direction and in l/S*^** of a second the wheels will again find a proper support in the next 
rail. Even in the 13 meters gap where the rail may not be in a perfect condition there 
would be sleepers and ballast. Few wheels can easily pass over ballast and sleepers 
before the sleepers and ballast disintegrate. Therefore, after one or two vehicles pass in a 
situation where rail continuity is not there subsequent coaches starts plouging in into the 
ballast and formation thereby reducing the speed drastically and boggies from behind 
which are still travelling comparatively at a higher speed, mount on the vehicles in front. 
This is the classical method of derailment of a train finding discontinuity in rail. So there 
should be no misunderstanding that if engine and a bogie has passed there was no 
discontinuity in the rail. 

As far as doubt regarding time not being available between two trains to disturb 
the rail, I have a practical experience of 8*** October, 1990, when the then P.M. made a 
programme lo come to Patna where I was posted as DRM/Danapur. The C.M. informed 
me that he is anticipating trouble on the railway track and 1 must proctect it by all means 
so that trains can come safely to the station. I introduced a patrolling system on the 
railway track which included on-foot patrolling of half an hour interval where every 
portion of track was checked every half an hour by responsible and competent 
railwaymen. Apart from this patrolling engine were also put in service to further reduce 
the time when track remains unchecked, Inspite of all this effort by Railway and efforts 
put in by tlie state government to protect the track, a rail was physically removed near 
Hathida station and thrown away. Rail had to be retrieved and put back to allow further 
movement of train and infact the patrol engine derailed on this disturbed track. 
Therefore, the competence and knowledge of people in that area to disturb the railway 



track is well proven. Hence, a 20 minutes difference between one train passing safely 
and other train derailing is quite possible due to disturbance in track having been done in 
that interval. 

As far as strength of the bridge which broke down in the accident it may be 
pointed out that it was made 86 years ago when there was no cement and, therefore, 
surely it would be made with lime mortar. Here it has to be understood that cement 
attains itself full strength after 28 day.s whereas lime mortar which gains strength by a 
natural process of absorption of atmospheric cai1)on dioxide. This chemical reaction of 
atmospheric carbon dioxide with the lime takes very long time and ultimate strength 
may take hundreds of "years to achieve. In fact ultimately when all lime is converted to 
stone it would be a complete cycle of nature. Therefore, any doubt that bridge was 
losing strength because it was old is contrary to scientific truth because iinie mortar 
continues to gain strength by natural process of carbon dioxide absorption. 



ANNEXURE - XIII 


EASTERN RAILWAY 


M' i' 


CONI' 




No Accic)ent/ER/2002. 


Dated, Kolkata, the 22'”' October, 2002, 


Commissioner of Railway Safely, 

Eastern Circle, ( Kind Attention : Shri Mahcsh Ctiand ) 

14, Strand Road (12"’ Floor), 

Kolkata - 7 00 00 1 


Sub : Derailment of 2301- UF’ Howrah-New Delhi Rajdhani Express 
at Km. 508/19-21 on the approach of Dhawa Bridge between 
Rafiganj and Deo Roarl stations of Mughalsarai Divisioti of 
E. RIy., on 09.09 2002. 

Ref: Your office letter No 439 dated 11.10.02. 

With reference to above, item-wise reply is given below 

i) Daily Intelligence Reports are received from CSC regularly. This is treated as 
information to the management for gearing up in case of any eventuality. Action on 
security matters like these is taken by the RPF Organisation which is headed by CSC. 
However, “in cases where trains are likely to get dislocated due to public/staff agitations 
etc., it becomes necessary to take precautionary steps for regulation of trains as well as 
for ensuring attendance of staff, etc. 11 could also be necessary to open Emergency Cell 
in some cases like 'bundhs' etc. 

When staff matters are involved, it may be necessary to have a dialogue with unions at 
appropriate level or any other action based on these reports. 

ii) Yes. 

iii) On 2-09-02 

iv) As these reports were meant only for the information of AGM , no specific orders were 
passed. However, it is advised lhat the following action has been taken 

For report (A) pertaining to Danapur Division, necessary measures were to be taken by 
CSC/Kolkata and DSC/Danapur and the same was done. It may, however,be 
mentioned lhat this report pertained to particularly Patna - Gaya, Kiul - Gaya and Buxor 
- Patna sections. 

' For report (B) peitaining to Jhaikhand and Bihar portion of Ifie Eastern Railway, action 
has been taken by the Organisation of CSC/RPF. 

v) Tlie responsibility for safeguarding the railway properties rests with the RPF 

Organisation in co-ordination witir the respective Slate Governments 

vi) No. 

This issues with approval of G.M. 


( B M. Lai ) 

AddI General M anager. 




ANNEXIXRE - XIVA 


(CONiriDENTlAL) 

Eastern Railway 

No.SC.47ArA/INT/200^/^ Kolkata, Da!e:-20"’ September 2002 

Ihe 

Commissioner of Rmtway Safety, 

Eastern Rmlway/Kolkata. 


Sub:- Derailment of 2301 Up RajiUtani 
Express between Rafiguiy and Deo Road 
station on 09-09-02 
Ref:- Yo»irNo.401 dl. 19-09-02 

Reference above there was no rcjwrts of any Uiroat of subveraive 
activities between 22-09-2002 to 01-09-2002 and 03-09-20002 to 09-09- 
2002.1 lowcvcr, on 02-09-2002 two rqporls were reported from Danapur 
Sill, extract which arc given below:- 
.2-09-2002 

(A) Activities .of Ranver Sena: - Information ittdicates tliat a 
sense of discontentment is prcvailmg antongst the members 
atid suppoi tcf s of Ranver Sena over Bihar State due to arrest 
of tlieir supremo Sri Barmeswar Singli by local police on 29- 
08-2002. n»is contentment may lead to greater agitational 
programme like damage and destruction of railway properly, 
obstruction of train movement in Palna-Gaya section, Kiul - 
Gaya section, Buxar-Patna section. Developments are under 
watch. 

(B) Activities of P. W.C:-A sense of discontentment is prevailing 
amongst tl>e activists of PWO due to arrest of their leader one 
Ajoy Kumar @ Ravi, area commander, by police, 'fliis 
discontentment may lead to greater agitational programme 
like damage and dcstniction of railway pr operty. Rail Cliakka 
Jam agitation etc. over Ji'afklrand and Bihar portion of 
Eastern Railway. Situation is under watch. 

As regards tire disposal of tliis intelligence report the same 
lias been communicated to Uic following ofTreers; - 

1. General Manager, E.Rly/Kolkafa. 

2. Addl.General Manager, E.Rly/Kolkata. 

3. Chief Personnel Oflicer, E.Rly/Kolkata 

4. Chief Operating Mauagcr,E.Rly/Kolkata 

5. Director General/RJT/Railway Board/New Delhi 

6. Joint Director (Intclligcnce)/RPF/Raf!way 
Board/New Delhi. ^ 

-- yV!" 

Chief Security Coinmissloner/RI*F 
Eastern Railway 
KglMtai 



SECREl 


Eastern Railway 


No.SC.47/'l A/lN r/200^ ^ ^ Kolkaia, Dated:- 21 /10/2002 


To 

The CommissioiLcr of Railway Safety, 
Eastern Circle/Kolkata. 


Sub:- Derailment ol 2301 Up(HWH-New Delhi 
Rajdliani Exp) at Km.508/19-21 on tlie approach 
of Dhawa Bridge between Rafigunj and Deoroad 
station of Mughaisarai Division of Eastern 
Railway oA 09-09-2002. 

Ref:- Your letter no 438 dated 11-10-2002. 


Refer your letter above, it is lurtlier clarified that RPF Special 
Intelligence Wing /Eastern Railway/UQs receive reports from the 
Divisional Units on Trade Union activities aiid otlier activities like 
Dunidh, Agitation etc. which may afreet normal Railway liinctioning on a 
daily basis. These reports are tliereafrer compiled and Daily Intelligence 
Reports are prepared duly endorsing copies to the Zonal Railway 
Management, DG/RPF' and JD/RPF/lntelligence/Railway Board lor 
information. 

Tlie item wise reply is given below: 

(i) On receipt of specific information tlie Divisional Security 
Commissioners co-ordinates with their counter parts in the 
Civil and Police Administration of concerning Districts for 
making security arrangements. Divisional Security 
Commissioners also alerts their own men for safeguarding of 
Railway property. 

(ii) Ihe information in Sl(i) of Daily Intelligence Report of 
02/09/2002 pertains to' Danapur Division while tlie report 
under Sl.(ii) was purely routine and not authenticated from 
the Slate and Central Intelligence Units. Hence, question of 
preventive measures to safeguard railway property by 
Divisional Security Commissioner/Mughalsarai does not 
arise. 


(Contd...F/2) 



p/2 

(iii) Ihc intelligence report of 02-09-2002 imcler Sl.(i) was a 
special one and on receipt of tlic inTomiation Divisional 
Security Commissioner took immediate necessary action and 
accordingly the information was passed on to all concerned, 
viz. DMs/SPs of tlie concerning distiicts, SP,^iihvays/Palna 
and ADG/Rly's/Patna requesting them to make all security 
arrangement to avoid any untoward incident. 

I 

As regards the inlbnnalion under Sl(ii) of the said letter ' 
tlie information was purely casual and not specific in respect < 
of area of apprehension nor was it authenticated by the State ^ 
and Central Intelligence Units. However, considering Ihc 
activities of PWO and apprehending tliat this arrest m^y lead 
to agitation which may iiave repercussion over Jliarkhand and 
Bihar portion of Eastern Railway, it was incorporated in llte 
Daily Intelligence Report and the same information was also 
passed on to botli ADG/Riy’s/Biliar and Jharkhand requesting 
tltem to instruct all concern to take necessary precautionary 
measures. 

(iv) Prior to this information, one information was received on 
09-08-2002 warning of increased militant activities 
tluoughout the country in view of Independence Day 
celebrations. Accordingly all tlie Divisional Security 
Commissioner were alerted to take adequate preventive and 
precautionary measure in co-ordination with GRP/Local 
Police and Civil administration to ensure security to railway 
passengers, platforms, tracks, bridges, trains and vital 
installations of Railway. They were also advised to put their 
own staff on maximum alert. A similar information regarding 
apprehension of attack by Jaise-E-Mohanunad was also 
received on 16/08/2002 and Divisional Security 
Commissioners were similarly alerted on same lines. 

(v) No. 


Eastern Railway JKolkata. 


— 

Chief Security Cornmnsioner/Ul^F 




CHIEF OPERATIONS MANAGER 


ANITEXimi) XV 

eastern railway 

17, 

17, NETAJl SUBHAS ROAI 
■ 700 001 

KOLKATA - 700 001 


No; Accdt/ER/2002. .volkata, 24,10.2002 

Commissioner of Railway Safety, 

Eastern Circle, 

14, Strand Road,(12‘" Floor), 

Kolkata-1. 


Sub; Derailment of 2301 Op Howrah-New Delhi Rajdhani Exp at Km 508/19- 
21 on the approach of Dhawa Bridge and Deo Road stations of 
Mughalsarai Divn of E.RIv on 9.9.2002. 

Ref; Your office letter No.^3^dt. 11.10.2002, 

With reference to the above, item-wise remarks are furnished as under ;- 


1. Item-1 Some of the DlRs are received by COM’s office whenever 
such an information pertains to any eventuality which may 
result in dislocation of train services etc. Necessary 
arrangements in all such cases are made at Hqrs or the 
Divisional level as necessary. Assistance, if any, from the 
Mead Quarters operating branch is always extended to the 
Divisions for smooth train operations. 


2. Item-2 

3. Item-3 

4. Item-4 

5. Item-5 

6. Item-6 


No specific assistance, however, was requested for in 
respect of the above reports. 

Yes, 

On 2.9.2002. 

Since these reports were meant only for information, no 
specific orders were passed. 

The responsibility for safeguarding the railway properties 
rests with the RPF organization in co-ordination with the 
respective State Governments. 

No. 


(L.R.Thapar) 

CHIEF OPERATIONS MANAGER 
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■i. .* 

(DisLt.) (S. Di^'.) (P.S.) fi'r.) iF.f.R. No.) 


(Date/ 


O 


2 .( 1 ) *.3ifirf^ (Act) .. {SecUc!ns)..5.3A^3S-/$3,-^i9y 


([)) • aiNH'-m (Act) ..:.... * (SecJons). 


(in) (Act) {^cUons)....-<^.A..b■.,./^^^/i. 

(IV) *3T^ atrarvim’mmr (other Acts and Secfions)...y. 

3.(3r)*3TOra trenr f mSr <Rt., 
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* «Hyl=*r«I ( ),. 

(Time period) 


n 


ft ^ 
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(TT) imrPm ^ 3fr f¥i:..i..C'..'..9..*...0.J',.... lh..T.....(^.':.L^ . 


(7) anr ■’rrir-irfafe’ . I..:-...^..:. .... J.^!?..:...OA:..^‘:'.f.J...... . 

>" 

4 Trair ^ uarrr (Type of information! • inibri (Written/OraJ) 

'1 r . 


5 TP?T i^rrT-fqir) 5i7=rr ^ fb^rr xra ^ _. 

( 13 ) (Address) i/i 




(n) anr a?T a grrr ?t7 ^ ?7it a imir arr m 

5 ^TtlT ; ^ ^ 

(^, ^. 3 / ^rwKy^yp^'n .. 

( 13 ) fw/af(T asr 3m ;....... 


..rJRar,. 


■U-rr 


(3) lam-fcTfa.............(ii) Tr^mar.. 


(T) Tjmnr vo _____ fnm fafa..^ 

i' _ n 


_fVm WTT.- 


(a) ^ .. ^ijyzx.c. .__ 
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7. 3rm/wft»5i/M3m fiwm (nft V'ft ^ ^ rnnt^') ' J 

.■j(V<f:_.:^a?/ 

.. 


vpmi ’ktSr ^ Tir^ftg; P«y1nt<n( , B^n anr f«r<4foi t- 



(fsiir/Bm/BB) 
Date of Birth 
(Cale/Month/Vear) 

*;TTurmi 7IBB 
(Build) 

2 

3 



*gnf 

(Complexion) 


(Identification 

mark) 


6 



* 'gv T7aT T^n-rnraT 
iOeform:Ii€S' 
peculiarities) 


(Teeth) ;Hair) 



*arTT^’ nioi 

(Hab.ls) (Dress Haoits) 



’iBBT/BIrB 

(Language/ 

Dialect) 

(Burn Mark) 

(Leucoderma) 

*f(1cT 

(Mole) 

fB|I 

(Scar) 

*b)bbt 

(Tattoo) 

13 

14 

15 

16 

17 

18 



-arflRi sm Trf^ sifta ^ m girf ira; bt 

Bvt fi iBvfif if wfgfe ' gT I fcraRT ^ wraBnf ynf»?Br t(uit ^ y#jn ^ ^ 




iB ysBit 3 t^:BT5 ^ fgfV=T BRcif, bib Brff Ft, ^ Bitter i 

Biq aiiVggB Pubhi/ fezii Bin( cm xp-ffkr bt Ibbit ^ Tnn Biaf i7 fmfiiB wnmu ^ 

3ff^ Abit Bin^ I 






























9. « afi^ (zrfe v 'w ^^frn tj=ti cfntii ) 



10 . * ■nf/3ifi'iM/37TiT? 'HBjfTiyi gjT ^Jr5 (Total value of properties stolen/involved/recovered) 


n. * itwi-uiut* wrs ■ro, trf? ^ # (U.D. Case N'o., if any) 


'7^ 


12. Y^is=rtTO, -qf? ?7) / 

q/7^7^^^ ^ 

'i Y <^r7^^rF^ 

■?r '(iJTVT ^^9“ / 

V7^ 








PTXHo-IIS 
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3. ^ tht T.M'g rf ; "Efra ifo 2 if i^Tfiaja umw ^ -JTTrna C'ETTej Pjttt -arTr Tjp? t 

KF: 5TF feEJT ntiT tr^'- »f7T«in vm^T •.‘.■{//o X. ..-^ 

3r^''rR ^STR -^rT fr^yr f^/iT^'orr btr v fgrai/airfyxTf'TTr ^ wr tt .ejrrr 

^ 3RfR f? -TT W I yr’jfWr MRetlcfT/ERIFIFRI ErT trf3fT <J-3Fir RIT I 7TR fR ^ 

felT thtt. qRTT m' i ^IT fqfRT WT TfofT •4iTgT7jt/Tj;ERTTmT ^ W I (Action taken 

Since the above report reveals commission of offence (s) u/s as mentioned at lleTi No 2 registered the case 
and took >jp the investigation/directed'..Rank. lo take up the investigation ) 


-;. uRarg- r/wtr ^ frt?,iT/ 3TT31 ^ ftRR i 

* * ^ 

5. STRI H •<^i'-llcR if ^ ^ W^tU- 



qm Tnyfr m 

FR . 

■'X 

_ ^y-/^ 

(Cesignation).VT";.(7. 

• \3''\5y77/t: 
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{ F. I. R.) 

^ «TO 154 

* w i zi t - f' 


127463 


1. * f53elT.qV/.^^L>^-^» aiTT3?T„^^.• *IHTyx;44lC7* ^Ci.4.* ^ 

(DisU.) (S. Div.) (P.S.) (Yr. ) (F.I.R. No.) (Date) 

2 . ( 1 ) ‘STfirPm (Act) .’S/Jzr.Ht.--.'^^..., . * orair (Sections)...^.:U....-^.<'/U.. 

(II) • aiPyr-mM (Act) ... • airni (Sections).-... 


"v/js 3»y^,i- 

(III) * 3lfijf=m (Act) . * (Sections)./-2.6.. 


(IV) arfferfrqtT xr? srrnrx (Other Acts and Sections).... 

’ I 

3 , (gj)* arcrnn -w sf.C.r.../..l..'.liZ!._* .113:.. 


(Occurrence of offence) 


(Date from) 


Pate to) 


. 1 

* ttwi ^r fu (wt) .....^ .I?.2*....'^.-?.r...<r.ZiXr...*ira 33: 


(Time period) 


(Time from) 


(Time to) 


(^GT) 3HT f 1in<T Iffm 1^3....WI.-/.^.„.A..<fl2'j^....^.?73=.- 

(3) iirafi(3i) T3f 3rn 3f|- . /j......C}...£i ..^.—../-s-'-tfiJ-—>^:.*d3=:r.— 


( 3 ) 3131 rTT^-nf^rfe 30 _.—.„...333...s;:.^srr.. 

4.1j;33I 33 1I33T (Type of information) * (Written/Oral) 


53331 33c1-(3:) 3131 l^af ^ .J...^L'. _..373 3o,.J232r- 

-Oiiy'/V 

(3r) *331 (Address) ..•■•>.4.—....^..v-.... 


C,irr~ 'C* i on' 


(3) 3131 3?) 3ft3I 3 31?T ^ 31) <t?U 3 3131 33 313.....^33- 


6 Mr<3l<l/^^ 3131 : 

/ ' 

( 3 :) 313 .. ZH^... 


(31) 'f3clf/3f!T 33 313 


(3) :333-f3fir..._(3) T13r)331.;... 

(T) 31133 310,.;____ 1M3 -...-. 

(^)^ . ^..(r:i.^j:. .—. j .••••-. 
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7. ?i(T/flf?!’«/3T3ra wf'npa ^ firam (irf^ ^ tit vm ^ mnr) 



itf^j ^Tfta ^ ynftft^ r^M'wiif, ti^rr wt? :- 



*?rtT 

(Deformities' (Teeth) 

peculiarities) 



*Hrer 


UfHim 

(Eye) 

(Habits) 

(Dress Habits) 

to 

11 

12 



‘vrrTT/jfftit 

(Language/ 

Dialect) 


9iT Pl^((-1 

(Burn Mark) 


*7^(1 

(Leucoderma) 


‘fim 

(Mole) 




(Scar) 


*TiteTT 

(Tattoo) 


18 



Tjf^ qf t< : < i .O / jrHHi ^ snr irftni ^ witT^ ^ arfUg; ' 

mit yr ^ la ftte q ? bb) ^smnit i ?iraiT wjhr arjiTOR^i ^ mff'ra; ^mr ^ TJ^itan ^ irt ftim 

^Itrrill 

^ ygiR T^/nir wnii?-xiR i( ftnik ii^^ ^ Tjpifif, Tift: git^ lit, ^ ■siti’tt L 

^ ^ Piiutitt fttniT iw ^ ftrarr ^ ftn? ftrn wt *niif ^ imfim «ttM* aftr 'j)>f 

thiT ^ 1 
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Jhc / ion C-C <1 

fv.O ^ 

- rlcc(ri#.»l “J ?><'i OP C Kt*'Koll f* '1^'’] «.AKCiv(l 

(Jo '■'l C't .- AAci t’p (/Ke'Kt»l|:> /J'Nj cil.|Qui 

CJc|^TA.ii) \Aic.,<i UMTK I't. Cji;u(,k4.i (c.'yiJ .*)< 

otc- 'J.y >.(■)■ Ua«jy< /'•J' -^Kc .•/v- >’ / bs 

— C >3<'iJic a ^■Jtvicl 

P''•*i ho»ju.<l • .lei l••^a,^'>^ •■li'Ji. 

^ J0«<-U.4L & -|*»'ow ''"TK ^a- x*^ t A iftal u«rt*-*ifc. 10-1 ofi 

gv v< o. \N -VVv fe Yuo'C^-\j-.n*j C^«JcUa,i. c ).».*.! 3V.t^ 

.OJft .Jk^L4,v^ ~\Ko-t 'I'^l ivai'xl ■‘?i.Cji 

, ^pi*T (‘ix^. b«i(|^ l>»ir.>'l 

-<- » 'Hto.fe UH*.VvV . _ 

Mou orp^ _ 

*» v'rto *tb-a -OX. «iW4 n.«cx^Sftci/fj cc-iiiw 


^ Si.,jk 


.fl.'.'-j 


'a V - w>. fkw-^.ca l^V^’O U tr'Kft 
,A\ ii\. 






t3) 


Wl[lf^47, OT^W'o-IIS 

8. tjfr^rr^/TjtriT ^[T?tT irn Tj^nr ^ ^ tnuu): 


9 . ^nr ■'Tf/X-n-iW/'4(iW<i e^pTi'-l'l ^ oqft ( il(riV94> ^ ?it iirT’T H iT^IT fTlT^ ) 

:::::::::::4:::::::::::::::z^^ 
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d) Coaches Nos.WFAC 99002Afl6"* from TE^ WFAC 90016A (17"' from TE) 
and WLRRM 00856An8“' from TEV 

i) Observations were taken . No abnormalities were observed . All the wheel 
dimensions were measured with tyre defect gauge and were found to be 
within limits. 

D. Observations made on the coaches at Liluah 

Coach No.WCBAC 82803A , WFAC 99002A , WFAC 90016A and WLRRM 00856A 
which were the IS*^ . 16*^, 17*'' & 18‘*' coaches respectively wer,e taken to Liluah workshop 
from Rafiganj Station at SOkmph. The detailed observations spring and wheel 
measurements were taken on 21.9.2002 which are attached as Annexure-III. 


As per the observations of the above coaches the following points are noted :- 

i) Fresh breakage of one spring (No.-13) of WFAC 99002A was found. 

ii) All the wheel dimensions were within limits and no hitting marks were noticed. 

iii) Groupings of axle and bolster springs of the four coaches were tested at LLH 
workshop and the details are armexed as Annexure-IV. It was found that a few 
axle springs and bolster springs fitted in bogies were not of the same groups. 
Details of these spring as follows:- 


I Coach No. 99002 A WFAC 



Axle Box (Spring) 

Bolster Spring 

Bogie no 1 (i)difFerence in 

Spg.No. 

1&2 is 6 mm 

(i) 1& 2 is 2 mm 

(ii) —do— 

3 & 4 is 6 mm 

(ii) 3& 4 is 8 mm 

Bogie No.2 (1) —do— 

11&12 is 3 mm 


(ii) ....do.... 

.15&16 is 5 mm 

- 


II Coach No. 82803A WCBAC - 



Axle Box (Spring) 

Bolster Spring 

Bogie No. 1 (i) difference in 
Spg.No 

1&2 is 6 mm 

— 

Bo.gieNo.2 (i)... do... 

13&14 is 6 mm 

~ 
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MI Coach NO.00856A VVLRRM 



Axle Box (Spring) 

Bolster, Spring 

Bogie No. 1 (i) difference in 
Spg.No 

3&4 is 10mm 


(ii) -do- 

5&6 is 1 mm 


Bogie No.2 (i) ...do...' 

1 I&I2 is 7 mm 

__ 

__ (ii) . ..do.... 

15&I6 is 6 mm 

— 


IV. Coach no. 90016A WFAC 



Axle Box 1 Spring) 

Bolster Spring 

Bogie No. 1 (i) difference in 
Spg.No. 

1&2 is 5inm 

5 & 6 is 3mm 

(ii) . ..do.... 

5 & 6 is 5inm 

— 

Bogie No.2 (i)....do.... 

13&14 is 7 mm 


(ii)....do.... 

15 & 16 is 6mm 

— 


As per the springs height measured under testing load at Liluah Workshop, the 
difference in spring height of springs which are of not same groups are 10mm, 
6mm,5mm,3mm & I mm as against the specified limit of sum for spring height 
under testing load. 


The difference in spring height will affect the magnitude of load coming on springs. 
It may cause breakage of springs. 

E. Recommendations 

i) The possibility of using sealed type dash pots or, alternatively, equipment which 
eliminate leakage of oil during run shotikl be oxfimincd lo itn|)rovo llio rilling 
characteristics of coaches. 

ii) All major coaching depots and ARTs should be provided with a computer based 
profilonieter to check the wheel profiles. 

iii) AC coaches should have emergency exits on both the sides with proper indications 
which are visible even in dark. The procedure of opening it and its location should 
also be displayed prominently in the coach. 

iv) All the train running staff including the TTEs should be trained in rendering first 
aid and in other life saving techniques i.e. CPR . 

v) The possibility of using Centre, Buffer Coupler with shelf or pocket may be 
examined . This will reduce the chances of the uncoupling and subsequent 
capsizirsg of the rolling stock. 

vi) It was observed that the guide rod of the first axle of the locomotive got 1-ent 
apparently due to emergency braking . The design of the same may be examinee ‘ 
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F. Conclusion 

(i) As per the observations made on the locomotive at Mughal Sarai Loco 
Shed, we are of the opinion that there are no such deficiencies/defects in 
the locomotive which could have led to the derailment. 

(ii) The obser\'ations made on the derailed coaches No. 6696.^ WLRRM 
(First coach) and No. 92802 A WCBAC (second coach) at the accident 
site do not point to any deficiencies/defects in the above coaches which 
could have led to the derailment. 

(iii) No such deficiencies were observed on the coaches No. 82803A 
WCBAC (15th coach). No. 99002A WFAC (16th coach), No. 90016A 
WFAC (17th coach) and No. 00865A WLRRM (18th coach) at Rafiganj 
and subsequently in Liluah Workshop, which could ha\’e led to the 
derailment. Further, we are of the opinion that if all the other coaches 
had also been maintained to the same standards as the above four 
coaches, they would not have initiated the derailment. 


(A 



sFTFant) 


Dy.Commissioner of Rly.Safety(ET) 
Lucknow. 



(B.S. uohare) 

Dy.Commissioner of Rly.Safety(M) 
Lucknow. 
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INSPECTION REPORT OF DY.CRS(M)/LKO. & DY.CRS(ETyLKO. IN 

CONNECTION WITH THE RAJDHANI EXP. ACCIDENT ON 09-09-2002. 

A. Inspection of Tikiapara Primary Maintenance depot to check the procedures 

followed for Primary Maintenance of coaches. 

The system of pre-inspection before placing of rake on washing pit for maintenance is 
followed. The same is;- 

(i) Rolling-in-examination of rake is done at platform by train passing staff. 

(ii) Escorting TXR submits his report in TXR train passing office in writing as 
soon as he arrives at HWH after completing the journey. This report is sent to 
SSE/RajdhaniyWashing Pit on same day. 

(iii) Escorting TXR also informs to SSE, washing pit of Rajdhani Express regarding 
works carried out during run and abnormality noticed on phone also. 

(iv) Some time Escorting TXR presents hirhself before Sr. DME if any serious 
abnormality is noticed during run. Sr. DME then directs to SSEA/Vashing 
pit/Rajdhani verbally. 

(v) One washing pit gang also checks the rake at the entrance of washing pit 
complex-regarding wheel defects i.e. wheel flats. They also check the rakefoc 
heavy repair which needs detachment. The coaches are detached and 
attached in the night and placed in washing pit in morning for maintenance. 

(vi) Nine different gangs were engaged for undergear maintenance namely Air Brake 
Testing, HWH/End adjusting, Delhi/ End Adjusting, Schedule Special, under 
gear examination. Special Undergear Examination, Dash Pot Oiling, Buffer/ 
Coupling Oiling & Trolley Cleaning Gang. 

For upper gear maintenance separate gangs are deputed. 

(vii) On washing pit 18 =36 coaches were placed after detaching of 2=4 coaches. 
Out of these two one was extra coach no.96101 A and other coach 1 =2 i.e. 
95853 A was detached for Root radius and Dash pot spring weak. 95853 A was 
replaced by 92851 A WLRRM before placement on washing pit 

(viii) TiiB staff working on washing pit were interogatted on working spot about their 
job, They answered correctly. The staffworking on B/Block fitment slack adjuster 
'A'dimension, piston stroked centre pivot attention was asked to demonstrate 
the work done & they performed successfully. 

(ix) One Dash Pot of Coach numbered 99134 A was checked for oil and no oil 
was noticed. However last dash pot oiling was done only on 06/10/02. This 
that the present practice of checking of dash pit oil at interval of 15 
days are insufficient The dashpot oil In Rajdhani rake can be checked in 
every trip at Primary Maintenai ce Depot. 







ANNEXUKE-XXI-G 


(x) Piston stroke and slack adjuster’A* dimension of 92851A and 92803-Awas 
checked and found within limit of 90+10 & 22+2/-0 

(xi) Gauges to check the wheel profile, slack adjuster 'A' dimension. Piston Stroke, 
axle box crown clearance and gap between bolster and trolly was checked 
and found O.K. 

(xii) Supply of safety fittings, availability of staff for Rajdhani rakes and availability 
of coaches are reported to be adequate by the CDO Shri B.K. Jha. In support of 
it he has submitted his statement which is annexed as annexure 1 

(xiii) Following registers are maintained in coaching depot to keep the vital stalistcs 
of different coaches. 

(a) Daily damage and defficiency register- All .details regarding works 
carried out on washing pit on individual coach are maintained i.e. schedule, 
wheel, piston stroke, slack adjuster details are few of them 

(b) Safety item:- It is used for keeping records regarding availability of 
different safety brakets. 

(c) Check of underslung, items- In this register condition of fitment of all 
underslung items are recorded. 

(d) History Sheet- It indicates the periodicity of damage of Coach alongwith 
its cause. It helps to no the repeatability of coach detachment. 

(e) Coach Kilometrage- To know the kilometrage carried by Coach. This 
facilities information for sending of Coach for lOH & POH 

(f) Coach Position-To check the integrity of rake. 

(g) Escorting TXR-trip records- It gives information regarding unusual 
occurence during run and bad riding behaviour of any coach. 

All Primary maintenance depot should keep the records as indicated above. 

(xiv) The details oftrip examination is recorded on a printed proforma called Daily 
damage and deficiency register. The other schedules i.e. Sch 'A', 'B' & 'C are 
recorded on a proforma prepared by the depot. A similar practice should be 
adopted by ail coahcing depot of Indian Railways. 

(xv) As per statement given by CDO on 17/10/2002 as per Annexure 1 no coach is 
due for any schedule running in Rajdhani,& Shatabdi rake. 

(xvi) There is a divisional staff training school at Tikiapara. Refresher courses for 
supervisor and skilled staff are conducted. During the Oct 2001 to Oct 2002, 
26 supervisors attended the course of 21 days. The periodicity of this course 
is of 3 years and as on 17-1-2002 no supervisor was over due for refresher 





course. Similarly 174, skilled staff were given 3 days refresher course from 
Oct. 2001 to Sept.2002. The periodicity of refresher course for skilled staff is 
5 years. No skilled staff was over due for refresher towse on 17-01-2002.. 

(xvii) Adequate equivalent facilities for testing of Air Pressure i.e. air compressor, 
Rake testing and single coach testing ring is available. 

Short Coming or deficiencies noticed during inspection of Tikiapara depots:- 

(a) infrastructural deficiency-:- (1) Flooding of Washing Pit during rain-hence 
continuous pumping out of water is required which affects the maintenance of 
rake. 

(2) No Cat Walks- There is very less space 
between two washing pit which affects the 
movement of material trolly as well as staff. 

(3) All washing pit lines are curved- Due to it few 
buffers remains compressed & these could 
not be checked/attended at washing pit. Ease 
out of curve is essential. 

(4) No Pavement- Poor road approach to 
washing pit which affects movement of 
material trollies. 

(5) No light in W/Pit- These are no light fittings 
inside the washing pit, which affects the 
maintenance even in day times especially in 
rainy season when it becames dark even in 
day time. Night maintenance is very difficult. 

(b) Staff:- As per the statement of CDO, there is shortfall of 98 staffs for 
rakes other than the Rajdhani Coaches. 

(c) Coaches-As per the statement of CDO, there is shortage of Non-AC 
Coaches, specially WGSCN Coaches. There are 422WGSCN Coaches 
against the requirement of 479 Coaches. 

(xviii) Recommendation:- As per the strength and weakness of Tikiapara depot 

following are recommended:- 

(i) Dashpot Oil should be checked at every trip for Rajdhani 
Coaches. A friction or sealed type equipment should be 
used in place! of present system of Dash Pot Oil 
arrangement to avoid wastage of money through 
replenishment of Oil leakage and for easy maintenance 
also. 

(ii) Infrastructural facilities, adequate staff and coaches 
should be provided. 
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(xix) It has l;?een noticed that few stipulations mentioned in Railway Board's letter no. 
95/MC/141/1 dt. 29/10/2001 is not followed. They are:- 

(a) New Trains;- As per this letter before introduction of any new trains, 
compliance with the RPC No.4 (Revised) will be certified formally by 
CPTM and CRSE of the originating Railways duly consulting the 
terminating railways. The RPC Nor (Revised) give, details regarding 
requirement of staff and facilities. 

Hence it is recommended that information as per para 1 of Railway 
Board's letter No. 95/MC/141/1 dt.29/10/01 should be certified and should 
be sent to CRS for information bafore introduction of New trains. 

(b) It has been noticed that all mandatory conditions stipulated for primary 
maintenance and other end as per Railway Board's letter no. 95/MC/141/ 
1 dt.29/10/01 are not met. Hence it recommended that CME's of Zonal 
Railway should comply the condition before implementing the instructions 
contained in above referred Railway Board's letter. 

(xx) Conditions to be fulfilled to run at 130 Kmph as per ACR’s/NE Circle's Calcutta 
letter No. 1744 dt. 22/10/71 pertaining to coaches:- 

(a) One of the important stipulation is that Rajdhani rake should be checked 
at least once a month by AME:- 

The record of the depot was checked and found that CDO(DME)/Tikiapara 
has checked the Rajdhani rake (2301) on 6/6/02,22/7,13/8, and 6/9 


sor«:tiniiiatinnrHat<»'itire rake should be checked at MGS within 
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AlfNEXU'EE-XXII 

OFFICE OF THE SUPDT OF POLICE. AURANGAEAIX 

L.No. 

From, 

Supdt. of Police, 

'Aurangabad (jBihar). 

To, 

Shri Mahesh Chand, 

Commissioner, 

Railway Safety, Calcutta. 

Aurangabad, dated29Sept 2002. 
Sir, 

Kindly refer to the deposition which the D.I.G (Magadh Range), D.M., 
Aurangabad, and the undersigned made on 17/09/2002 before you in Gaya, in 
connection with the unfortunate mishap of Rajdhani Express on 09/09/2002. On 
that very day (17/09/2002) the railway officials handed over a sketch of the 
accident site to the Investigating Officer, Inspector Mohd. Axhar. On cursory 
perusal of this map it came to notice that vital information has not been 
furnished in the aforesaid map. For example, only one of the two broken end of 
the rail is shown, the damage inflicted on the rail over the bridge, piers of the 
bridge and girders was held back, and the pre-existing cracks at the point of 
breakage of atleast two piers which are easily identifiable by the darker 
different colour apparently formed by seepage of water and other substances 
through the crack was not mentioned. It may be relevant to put on record that 
the B.I.G (Magadh Range), D.M., Aurangabad, and the undersigned, alongwith 
Shri Radheshyam, Chief Bridge Engineer inspected these cracks on 18/09/2002. 
It is also pertinent to put on record that Shri Radheshyam acknowledged the 
cracks, but stated they could not have caused this accident. However, the 
breaking of these piers along the line of crack, and Epoxy grouting material 
visible on the surface of the area exposed because of this breaking, is the 
subject- matter of investigation. 
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The aforesaid omission in the sketch of the accident-site does create 
lurking suspicion that what existed on the ground, and was difficult for the 
railways to explain in support of their sabotage theory, was not shown in so 
vital a document as the sketch-map. This is a vital document because now the 
tracks and girders have been replaced and restored, and the bridge is in the 
process of being repaired. In short the ground-scape of the accident site has 
changed. What remains in sole mute testimony is the Accident Site-Sketch on 
which experts will rely to give their findings. This Accident Site Sketch Plan, 
therefore, conceals incontrovertible facts. 

Therefore, I may be permitted to mention evidence which has surfaced 
during investigation and which in its entirety, goes against the Sabotage 
Theory, 

Shri B.Naskhar (Section Engineer), Shri Y.N. Singh (P.W.I) and Shri 
Maheshwar Mishra a class IV employee working in the store, were the first 
railway officials to visit the site. It is in their statement that they reached the 
accident site (Howarh End of flie Bridge) around 2310 HRS. In the UP Line 
they found that in the southern rail, a rail had been removed and kept about 
one and a half feet outside the raU^track parallel to it, towards south. The 4 
fish-plates at both ends and corresponding 8 nut-bolts were lying in close 
proximity to their respective fish-plate joints. These three railway officials also 
found the pandrol clips lying on the ballast From the inspection of this accident 
site it was found that the very next rail towards Delhi End had snapped and the 
snapped rail was 10.77 metre in length. The snapped portion of this rail was 
6.81m from the abutment of the bridge. All sleepers under this rail were not in 
their place but had been dragged into the river. This scenario compels me to 
put a question to myself : if the snapped rail was not connected with the 
“removed** rail by fish-plates, then where did the resistance come against the 
force which even dragged the sleepers below it, and snapped this rail ? T his 
physical evidence irrefutably establishes that the snapped rail was joined with 
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fish-plates to the ‘‘removed raiP and this “removed rail’* was in turn joined to 
the preceding rail with fish-plates at the time of snapping of the said rail. 

This vital evidence, the broken end of the aforesaid rail has not been 
shown in the Site-sketch prepared by Senior D.E.N (Co-ordination) 
Mughalsarai, and Divisional Safety Officer, Mughalsarai. This critical omission 
appears to be a part of the larger conspiracy which at the first instance 
assumed sabotage and now is determined to prove it so. The first wheel marks 
on the sleepers on the southern rail is perhaps due to the loss of alignment of 
the southern rail due to the tremendous pressure exerted by the rails ahead 
which ceased with the snapping of the southern rail. 

Another piece of evidence if seen with the above fact further strengthens 
the conspiratorial cover-up which this section of railway employees gave 
precedence, even to the Accident Relief Train, which left Gaya at 12 O’clock 
midnight on the night of 9/10/09/2002. This Accident Relief Train reached the 
accident site at 0120 HRS on 10/09/2002. The distance from Gaya to the 
accident site is 39 Km. For some inexplicible reason this Accident Relief Train 
stopped at Guraru, Ismailpur, and Rafiganj railway stations. In short this train 
took one hour and twenty minutes to reach the accident site from Gaya. 

Further, Rafiganj P.S. is only at a distance of one kilometre from the 
Rafiganj railway station and at both places there are telephones. However the 
Station Superintendent Shri Thakur chose to write a letter to O/C, Rafiganj 
P.S. informing him about the accident It is noteworthy that G.R.P. has no 
establishment at Rafiganj railway station and therefore O/C, Rafiganj P.S. 
should hav^ been informed at the earliest through quickest possible means, 
which is certainly not a letter written after the accident It seems that this mode 
of communication, when more efficient was available, was a ploy to buy time. 
And time the ploy did buy : the accident took place at 2242 HRS and this fact 
was communicated to the O/C, Rafiganj at 2340 HRS, through a letter. 
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The statements of the three railway official - Shri Y.N. Singh, Shri 
B.Naskhar and Shri Maheshwar Mishra - who were the first to reach the 
accident site contradict each other. However there is agreement in their 
statement that Shri B. Naskhar and Shri Y.N. Singh met at the Rafiganj 
Railway Station after the accident Then both of them walked to Shri 
Maheshwar Mishra’s house, and woke him up. The moot point is why did these 
two class III employees consider it necessary to walk down to a Class IV 
employees house. The Store was housed in the same campus in very close 
proximity to Shri Maheshwar Mishra’s house. And Shri Maheshwar Mishra 
was also the Store-Keeper under Shri B.Naskhar. Statement of these two 
revealed that the keys of the Store were kept with either of them. These 
circumstance do compel a viewpoint that the four fish-plates, eight nut-bolts, 
and the numerous pandrol clips found at the accident-site rested in the Store 
and were not part of the ‘derailed rail’. This access to the Store, combined with 
experience ; Shri Y.N. Singh had dealt with radway accident earlier. And then 
these three, and these three only, proceeded to the accident-site. The other 
railway engineering personnel were all housed at 100 yards from the Railway 
Station, but no effort was made to take them along, though the accident and the 
pitch darkness at night must have made their psyche eerie . It is common sense 
that a covert mission works on the need to know theory. 

The letter written by the Station Superintendent, Rafiganj to the 0/C, 
Rafiganj P.S. mentions that the Dhava Bridge has collapsed. Station 
Superintendent stated before the Police that the Guard who was at the rear of 
the train informed him that the Bridge had collapsed. The Guard must have lit 
his torch while walking towards the Bridge. If the rail whose fish-plates were 
alleged to be removed and was lying away from the rail-track, the Guard in no 
way could have over-looked it, for the route to the bridge is not possible 
without seeing this rail. The protagonists of the sabotage theory have no answer 
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to this. Perhaps they will say that the Guard did not take this route, he 
encircled the earth to reach the Bridge. 

It was P.W.I. Y.N. Singh who propounded and informed that it is 
sabotage. It does not require elaboration that the Guard of the train was the 
first railway official, and not Shri Y.N. Singh, to inspect the accident site. What 
is more ominious is that Shri Y.N. Singh, Shri B.Naskhar, and Shri Maheshwar 
Mishra remained oblivious to the cry and wailing of the passenger victims and 
decided that a photographer was the need of the moment. So be it A 
photographer was awakened and brought to the site. Having created evidence 
they wanted to secure it. It must have been their moment of triumph. 

Kindly refer to Estimate No. 3/TR/MGS of 2002-2003 which was framed 
by Shri S.C. Srivastava, Junior Engineer 1/Dro and signed on 30/04/2002 by 
Senior Divisional Engineer (II) / M.G.S. The estimate was for renewal of bridge 
timbers with new steel channel sleepers over 12 bridges. The Dhawa bridge, the 
site of the accident, was one of them. The justification for this work given by the 
Senior Divisional Engineer (II) / Mughalsarai is reproduced below. 

“Existing wooden sleepers used as bridge timbers in bridges become worn 
out and spike killed and bunched at rail seat under bearing plate. Existing 
sleepers are very old. For the safety of the traffic and maintainabilrtv these 
renewal is justified. Speed restrictions have also been continuing over the 
bridges due to un-servicable sleepers” . 

In effect what this note says is that traffic is endangered because the 
sleepers are very old and the spike killed and bunched at rail seat. This opinion 
of the Senior Divisional Engineer (II)/ Mughalsarai, an expert was verbally 
communicated to you during our deposition of 17/09/2002. On this a senior 
railway official, who was present there, remarked that these notings are meant 
for the archives. It shows the archival mind-set which incorporates in it utter 
contempt for experts. It is perhaps this mind-set that reduced the expert to an 
archivist and made Rajdhani Express its victim. Therefore neither the wooden 
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sleepers were changed nor the expert’s opinion regarding speed restrictions 
clamped. And then what happens after the accident. Both the UP and Down 
wooden sleepers over the Bridge were replaced by a new set of wooden sleepers 
though the Down Line sleepers were in main, intact. Most of the wooden 
sleepers in the UP Line over Dhawa Bridge have been seized by Rafiganj P.S. 
and will be sent to an expert to determine whether they were in a condition to 
withstand the weight of a train hurtling at 127 kmph. 

When the prestigious 2301 Rajdhani Express met with the accident the 
knee-jerk reaction of the managers of the Indian Railways was that it was 
sabotage. This knee-jerk reaction is normal but with time should have given 
way to reasoned deductions. They even had the identity of the groups who could 
have committed this sabotage : M.C.C. a ultra-left organization, one, and 
criminals, two. 

Every crime that is committed has a motive. There can never be a crime 
without motive. M.C.C’s presence in the area of accident has been for more 
than three decades. Besides, M.C.C. has presence in other parts of Bihar, 
almost the whole of Jharkhand, and part of East UP. However, history testifies 
that the M.C.C. had never sabotaged a passenger train. What publicity will it 
give to the M.C.C., except unanimous denuniciation from all sections of society. 
Therefore they never sabotaged a passenger train. The violence of the M.C.C. is 
limited to those sections which it perceives as exploiters and is, in main, land- 
related. The objective of their violence is public consolidation behind its 
ideology so that its grass-root support expands. That is why the M.C.C. was 
swift to deny its hand in this mishap. Even in carnages, the M.C.C. maintains 
an iota of ethics, both in its killings, and in its cruelty : only the men are killed, 
women and children are spared. Assuming that the M.C.C. decides to sabotage 
a passenger train. Which location will it choose : Bihar or Jharkhand. The 
M.C.C. has been agitating against POTA. POTA has been promulgated in 
Jharkhand, but not in Bihar. Besides, the terrain is move favourable for 
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sabotage in Jharkhand than in Bihar. Morever the Rajdhani Express runs 
through both Bihar and Jharkhand. 

Now coming to criminals. Their motive to sabotage the Rajdhani Express 
would be to loot and plunder the passengers. After the accident before the 
villagers came, before the police came, and before the railway officials came to 
the accident-site, they had ample time. But not one passenger complained of 
such an incident. 

Investigation was also conducted in the villages around the accident-site. 
20 witnesses were examined. However no movement of criminals / M.C.C. / 
other people came to light before or after the accident. 

During investigation, the Police will have to familiarize itself with the 
technology which runs the trains. Tracks, sleepers, bridges, coaches, the railway 
engine all come in its ambit. Also the Railway Manuals, and inquiry reports of 
previous railways accidents will necessarily have to be perused and experts 
examined. You will agree that ail this will take time. Once all this is 
investigated, I will again revert back to you. In the meantime below are some 
excerpts from experts which need thought. 

Shri C.M. Kulshrestha, a retired senior railway officer, who was 
associated for 9 years with rail safety, writes after this accident, '‘The nation 
has a right to know the answers to some basic issues. For instance, in the case of 
the latest tragedy we ought to know when G.M. of the Eastern Railway last held 
a meeting of this kind. Had monsoon patrolling been ordered as laid down in 
the Engineering Code ? If so, was there a super-check and at which level ? 
Were the patrolmen actually deployed or do they exist only on paper ? Have 
the roster and the register been seized ? Has the speedometer of the locomotive 

been seized.When did any senior officer last undertake inspection of any 

section on this stretch at night on the foot-plate of the Rajdhani locomotive....” 

Then there is a UNI dispatch dated 20/09/2002 which is reproduced fully. 
“Bridge engineers have questioned » sabotage 




AHNBXVJSa-X:CII 


8 

theory and described the collapse of the Bridge No. 445 on Dhawa river as a” 
catastrophic structural failure” . 

“Members of the American society of Civil Engineers have blamed the 
‘Age factor’ for the collapse of the bridge near Rafiganj” . 

“A disaster can happen on any bridge which is more than 90 years old as 
its capacity to withstand load decreased with the passage of time due to 
weathering and chemical reaction. This can also result due to fatigue”. Alok 
Sarkar, who worked as a Project Manager with the New York. Department of 
Transportation, said. “Moreover, the bridge on Dhawa river had developed 
cracks at several places. Any severity of the damage cannot shatter five girders 
and three piers as it has been found on this bridge.” said Mr. Sarkar, who had 
rehabilitated several bridge in New York and Brooklyn. 

“In the USA, any bridge which is over 50 years old is considered obsolete. 
The bridge is only considered safe for transportation after a committee gives a 
green signal. In 1967 after the collapse of Silver Bridge in Ohio, the American 
engineers decided to inspect every bridge after one or two years, he added.” 

The above statement of Shri Sarkar that no matter how serious the train 
accident, it cannot shatter five girders and three piers^ has made a pointed 
assessment of what our common-sense also questioned. More than that, some 
part of the train hit the first Girder and the huge dent which this impact made 
exists on this Girder. Girders are below the track-level and this Girder was 
joined with the abutment of the bridge. Perhaps the bed-block on which this 
Girder rested has out-lived its utility and therefore the Girder tilted. This 
Girder has to come up above the track-level to be hit. Morever, the sketch of 
the accident site submitted by D.S.O. and Shri D.E.N (Co-ordination) shows 
that 9 coaches travelled all the way and fell beyond Pier-3. Incidently, Pier-3 
and Pier-4 are the most damaged piers of the bridge. The question is why diJ 
the coaches fall where they did. 
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d) Coaches Nos.WFAC 99002Aa6"’ from TE) WFAC 90016A (17"' from TE) 
and WLRRM 00856AH8**' from TEl 

i) Observations were taken . No abnormalities were observed . All the wheel 
dimensions were measured with tyre defect gauge and were found to be 
within limits. 

D. Observations made on the coaches at Liluah 

Coach No.WCBAC 82803A , WFAC 99002A , WFAC 90016A and WLRJRM 00856A 
which were the 15* , 16*, 17* & 18* coaches respectively wer,e taken to Liluah workshop 
from Rafiganj Station at SOkmph. The detailed observations spring and wheel 
measurements were taken on 21.9.2002 which are attached as Annexure-III. 


As per the observations of the above coaches the following points are noted 

i) Fresh breakage of one spring (No.-13) of WFAC 99002A was found. 

ii) All the wheel dimensions were within limits and no hitting nuarks were noticed. 

iii) Groupings of axle and bolster springs of the four coaches were tested at LLH 
workshop and the details are annexed as Annexure-IV. It was found that a few 
axle springs and bolster springs fitted in bogies were not of the same groups. 
Details of these spring as follows:- 


I, Coach No. 99002 A WFAC 



Axle Box (Spring) 

Bolster Spring 

Bogie no. 1 (i)difference in 

Spg.No. 

1&2 is 6 mm 

(i) 1& 2 is 2 mm 

(ii) —do— 

3 & 4 is 6 mm 

(ii) 3& 4 is 8 mm 

Bogie No.2 (I) —do— 

11&12 is 3 mm 


(ii) ... do.... 

.15&16 is 5 mm 

- 


II Coach No. 82803A WCBAC - 



Axle Box (Spring) 

Bolster Spring 

Bogie No. 1 (i) difference in 
Spg.No 

1&2 is 6 mm 

““ 

Bogie No.2 (i)... do... 

13&14 is 6 mm 
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Ill Coach NO.00856A WLRRM 



Axle Box (Spring) 

Bolster, Spring 

Bogie No. 1 (i) difference in 
Spg.No 

3&4 is 10mm 

■ - 

(ii) —do— 

5&6 is 1 mm 

__ 

Bogie No,2 (i) .. do.. 

11& 12 is 7 mm 


(ii) .. .do. .. 

I5&I6 is 6 mm 

— 


IV. Coach no. 90016A WFAC 



/\xle Box (Spring) 

Bolster Spring 

Bogie No. 1 (i) difference in 
Spg.No. 

1&2 is 5mm 

5 & 6 is 3mm 

(ii) ... do.,,. 

5 & 6 is 5inm 


Bogie No.2 (i)....do.. . 

13&14 is 7 mm 

— 

00 tlo... 

15 & 16 is 6nim 

— 


As per the springs height measured under testing load at Liluah Workshop, the 
difference in spring height of springs which are of not same groups are 10mm, 
6mm,5mm,3mm & I mm as against the specified limit of sum for spring height 
under testing load . 


The difference in spring height will affect the /nagnitude of load coming on springs. 
It may cause breakage of springs. 

E. Recommendations 

i) The possibility of using sealed type dash pots or, alternatively, equipment which 
eliminate leakage of oil during run should be oxaniiiicd to improve llic riding 
characteristics of coaches. 

ii) All major coaching depots and ARTs should be provided with a computer based 
profilometer to check the wheel profiles. 

iii) AC coaches should have emergency exits on both the sides with proper indications 
which are visible even in dark. The procedure of opening it and its location should 
also be displayed prominently in the coach. 

iv) All the train running staff including the TTEs should be trained in rendering first 
aid and in other life saving techniques i.e. CPR . 

v) The possibility of using Centre Buffer Coupler with shelf or pocket may be 
examined . This will reduce the chances of the tmeoupling and subsequent 
capsizing of the rolling stock. 

vi) It was observed that the guide rod of the first axle of the locomotive got f-ent 
apparently due to emergency braking . The design of the same may be e.xaminec 
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Conclusion 

(i) As per the observ'ations made on the locomotive at Mughal Sarai Loco 
Shed, we are of the opinion that there are no such deficiencies/defects in 
the locomotive which could have led to the derailment. 

(ii) The obser\'ations made on the derailed coaches No. 6696.A. WLRRM 
(first coach) and No. 92802 A WCBAC (second coach) at the accident 
site do not point to any deficiencies/defects in the above coaches which 
could have led to the derailment. 

(iii) No such deficiencies were observed on the coaches No. 82803A 
WCBAC (15th coach). No. 99002A WFAC (16th coach), No. 90016A 
WFAC (17th coach) and No. 00865A WLRRM (18th coach) at Rafiganj 
and subsequently in Liluah Workshop, which could ha\'e led to the 
derailment. Further, we are of the opinion that if all the other coaches 
had also been maintained to the same standards as the above four 
coaches, they would not have initiated the derailment. 



Dy.Commissioner of Rly.Safety(ET) 
Lucknow. 



(B.S.uohare) 

Dy.Commissioner of RJy.Safety(M) 
Lucknow. 
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INSPECTION REPORT OF DY.CRSfM)/LKO. & DY.CRSfETVLKO. IN 

CONNECTION WITH THE RAJDHANI EXP. ACCIDENT ON 09-09-2002. 

A. Inspection of Tikiapara Primary Maintenance depot to check the procedures 

followed for Primary Maintenance of coaches. 

The system of pre-inspection before pladng of rake on washing pit for maintenance is 
followed. The same is:- 

(i) Rolling-in-examination of rake is done at platform by train passing staff. 

(ii) Escorting TXR submits his report in TXR train passing office in writing as 
soon as he arrives at HWH after completing the journey. This report is sent to 
SSE/Rajdhani/Washing Pit on same day. 

(iii) Escorting TXR also informs to SSE, washing pit of Rajdhani Express regarding 
works carried out during run and abnormality noticed on phone also. 

(iv) Some time Escorting TXR presents himself before Sr. DME if any serious 
abnormality is noticed during run. Sr. DME then directs to SSEA/Vashing 
pit/Rajdhani verbally. 

(v) One washing pit gang also checks the rake at the entrance of washing pit 
complex-regarding wheel defects i.e. wheel flats. They also check the rakefor 
heavy repair which needs detachment. The coaches are detached and 
attached in the night and placed in washing pit in morning for maintenance. 

(vi) Nine different gangs were engaged for undergear maintenance namely Air Brake 
Testing, HWH/End adjusting, Delhi/ End Adjusting, Schedule Special, under 
gear examination. Special Undergear Examination, Dash Pot Oiling, Buffer/ 
Coupling Oiling & Trolley Cleaning Gang. 

For upper gear maintenance separate gangs are deputed. 

(vii) On washing pit 18 =36 coaches were placed after detaching of 2=4 coaches. 
Out of these two one was extra coach no.96101 A and other coach 1 =2 i.e. 
95853 A was detached for Root radius and Dash pot spring weak. 95853 A was 
replaced by 92851 A WLRRM before placement on washing pit 

(viii) The staff working on washing pit were interogatted on working spot about their 
job. They answered correctly. The staffworking on B/Block fitment, slack adjuster 
'A'dimension, piston strokes centre pivot attention was asked to demonstrate 
the work done & they performed successfully. 

(ix) One Dash Pot of Coach numbered 99134 A was checked for oil and no oil 
was noticed. However last dash pot oiling was done only on 06/10/02. This 
shows that the present practice of checking of dash pit oil at interval of 15 
days are insufficient. The dashpot oil in Rajdhani rake can be checked in 
every trip at Primary Maintenat ce Depot. 
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(x) Piston stroke and slack adjuster'A' dimension of 92851A and 92803-Awas 
checked and found within limit of 90+10 & 22+2/-0 

(xi) Gauges to check the wheel profile, slack adjuster 'A' dimension. Piston Stroke, 
axle box crown clearance and gap between bolster and trolly was checked 
and found O.K. 

(xii) Supply of safety fittings, availability of staff for Rajdhani rakes and availability 
of coaches are reported to be adequate by the CDO Shri B.K. Jha. In support of 
it he has submitted his statement which is annexed as annexure 1 

(xiii) Following registers are maintained in coaching depot to keep the vital stalistcs 
of different coaches. 

(a) Daily damage and defficiency register- All .details regarding works 
carried out on washing pit on individual coach are maintained i.e. schedule, 
wheel, piston stroke, slack adjuster details are few of them 

(b) Safety item:- It is used for keeping records regarding availability of 
different safety brakets. 

(c) Check of underslung, items- In this register condition of fitment of all 
underslung items are recorded. 

(d) History Sheet- It indicates the periodicity of damage of Coach alongwith 
its cause. It helps to no the repeatability of coach detachment. 

(e) Coach Kilometrage- To know the kilometrage carried by Coach. This 
facilities information for sending of Coach for lOH & POH 

(f) Coach Position-To check the integrity of rake. 

(g) Escorting TXR - trip records- It gives information regarding unusual 
occurence during run and bad riding behaviour of any coach. 

All Primary maintenance depot should keep the records as indicated above. 

(xiv) The details oftrip examination is recorded on a printed proforma called Daily 
damage and deficiency register. The other schedules i.e. Sch 'A', 'B' & 'C are 
recorded on a proforma prepared by the depot. A similar practice should be 
adopted by all coahcing depot of Indian Railways. 

(xv) As per statement given by CDO on 17/10/2002 as per Annexure 1 no coach is 
due for any schedule running in Rajdhani,& Shatabdi rake. 

(xvi) There is a divisional staff training school at Tikiapara. Refresher courses for 
supervisor and skilled staff are conducted. During the Oct 2001 to Oct 2002, 
26 supervisors attended the course of 21 days. The periodicity of this course 
is of 3 years and as on 17-1-2002 no supervisor was over due for refresher 





course. Similarly 174, skilled staff were given 3 days refresher course from 
Oct. 2001 to Sept.2002. The periodicity of refresher course for skilled staff is 
5 years. No skilled staffwas over due for refresher cotifse on 17-01-2002.. 

(xvii) Adequate equivalent facilities for testing of Air Pressure i.e. air compressor, 
Rake testing and single coach testing ring is available. 

Short Corning or deficiencies noticed during inspection of Tikiapara depots:- 

(a) infrastructural deficiency-:- (1) Flooding of Washing Pit during rain-hence 
continuous pumping out of water is required which affects the maintenance of 
rake. 

(2) No Cat Walks- There is very less space 
between two washing pit which affects the 
movement of material trolly as well as staff. 

(3) All washing pit lines are curved- Due to it few 
buffers remains compressed & these could 
not be checked/attended at washing pit. Ease 
out of curve is essential. 

(4) No Pavement- Poor road approach to 
washing pit which affects movement of 
material trollies. 

(5) No light in W/Pit- These are no light fittings 
inside the washing pit, which affects the 
maintenance even in day times‘especially in 
rainy season when it becames dark even in 
day time. Night maintenance is very difficult. 

(b) Staff:- As per the statement of CDO, there is shortfall of 98 staffs for 
rakes other than the Rajdhani Coaches. 

(c) Coaches-As per the statement of CDO, there is shortage of Non-AC 
Coaches, specially WGSCN Coaches. There are 422 WGSCN Coaches 
against the requirement of 4790oaches. 

(xviii) Recommendation:- As per the strength and weakness of Tikiapara depot 

following are recommended:- 

(i) Dashpot Oil should be checked at every trip for Rajdhani 
Coaches. A friction or sealed type equipment should be 
used in placef of present system of Dash Pot Oil 
arrangement to avoid wastage of money through 
replenishment of Oil leakage and for easy maintenance 
also. 

(ii) Infrastructural facilities, adequate staff and coaches 
should be provided. 
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(xix) It has been noticed that few stipulations mentioned in Railway Board’s letter no. 
95/MC/141/1 dt. 29/10/2001 is not followed. They are:- 

(a) New Trains;- As per this letter before introduction of any new trains, 

compliance with the RPC No.4 (Revised) will be certified formally by 
CPTM and CRSE of the originating Railways duly consulting the 
terminating railways. The RPC Nor (Revised) give, details regarding 
requirement of staff and Polities. 

Hence it is recommended that information as per para 1 of Railway 
Board's letter No. 95/MC/141/1 dt.29/10/01 should be certified and should 
be sent to CRS for information before introduction of New trains. 

(b) It has been noticed that all mandatory conditions stipulated for primary 
maintenance and other end as per Railway Board's letter no. 95/MC/141/ 
1 dt.29/10/01 are not met. Hence it recommended that CME's of Zonal 
Railway should comply the condition before implementing the instructions 
contained in above referred Railway Board's letter. 

(xx) Conditions to be fulfilled to run at 130 Kmph as per ACR's/NE Circle's Calcutta 
letter No. 1744 dt. 22/10/71 pertaining to coaches:- 

(a) One of the important stipulation is that Rajdhani rake should be checked 
at least once a month by AME:- 

The record of the depot was checked and found that CDO(DME)/Tikiapara 
has checked the Rajdhani rake (2301) on 6/6/02,22/7,13/8, and 6/9 

(b) The other stipulation that entire rake should be checked at MGS within 
permitted time by deputing sufficient staff.:- Depot incharge informed that 
it is done but they could not produce and record in support of it. Hence it is 
presumed that this practises is not followed. 

This condition must be complied by Zonal Railways. 

(xxi) Technical Circular No.33( issued by CCRS Office) 

(a) The record of escorting TXR was checked It was noticed that escorting 
TXR makes his report in two copies. One Copy is submitted to CDO/ 
Tikiapara whereas other copy is sent to Sr.DME.HWH for his information 
These reports are put up to Sr.DME for necessary action. 

(b) It has been noticed that working condition of PEASD (Passenger 
emergency alarm signal device) is checked at washing pit and one 
washingpit supervisor comes from washing pit to check the continuity 
of Air Brake alongwith train passing TXR at plateform. 


(c) There is system of running out of trolly only once in betv/een 
consecutive POH i.e. during lOH in Liluah V 'orkshop for Rajdhani Coaches 
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OFFICE OF THE SUPDT OF POLICE, AURANGA^AIX 

L.No. 

From, 

Supdt. of Police, 

Aurangabad (jBihar). 

To, 

Shri Mahesh Chand, 

Commissioner, 

Railway Safety, Calcutta. 

Aurangabad, dated 23Sept 2002. 
Sir, 

Kindly refer to the deposition which the D.I.G (Magadh Range), D.M., 
Aurangabad, and the undersigned made on 17/09/2002 before you in Gaya, in 
connection with the unfortunate mishap of Rajdhani Express on 09/09/2002. On 
that very day (17/09/2002) the railway officials handed over a sketch of the 
accident site to the Investigating Officer, Inspector Mohd. Azhar. On cursory 
perusal of this map it came to notice that vital information has not been 
furnished in the aforesaid map. For example, only one of the two broken end of 
the rail is shown, the damage inflicted on the rail over the bridge, piers of the 
bridge and girders was held back, and the pre-existing cracks at the point of 
breakage of atleast two piers which are easily identifiable by the darker 
different colour apparently formed by seepage of water and other substances 
through the crack was not mentioned. It may be relevant to put on record that 
the D.I.G (Magadh Range), D.M., Aurangabad, and the undersigned, alongwith 
Shri Radheshyam, Chief Bridge Engineer inspected these cracks on 18/09/2002. 
It is also pertinent to put on record that Shri Radheshyam acknowledged the 
cracks, but stated they could not have caused this accident. However, the 
breaking of these piers along the line of crack, and Epoxy grouting material 
visible on the surface of the area exposed because of this breaking, is the 
subject- matter of investigation. 
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The aforesaid omission in the sketch of the accident-site does create 
lurking suspicion that what existed on the ground, and was difficult for the 
railways to explain in support of their sabotage theory, was not shown in so 
vital a document as the sketch-map. This is a vital document because now the 
tracks and girders have been replaced and restored, and the bridge is in the 
process of being repaired. In short the ground-scape of the accident site has 
changed. What remains in sole mute testimony is the Accident Site-Sketch on 
which experts will rely to give their findings. This Accident Site Sketch Plan, 
therefore, conceals incontrovertible facts. 

Therefore, I may be permitted to mention evidence which has surfaced 
during investigation and which in its entirety, goes against the Sabotage 
Theory, 

Shri B.Naskhar (Section Engineer), Shri Y.N. Singh (P.W.I) and Shri 
Maheshwar Mtshra a class IV employee working in the store, were the first 
railway officials to visit the site. It is in their statement that they reached the 
accident site (Howarh End of the Bridge) around 2310 HRS. In the UP Line 
they found that in the southern rail, a rail had been removed and kept about 
one and a half feet outside the rail-track parallel to it, towards south. The 4 
fish-plates at both ends and corresponding 8 nut-bolts were lying in close 
proximity to their respective fish-plate joints. These three railway officials also 
found the pandrol clips lying on the ballast From the inspection of this accident 
site it was found that the very next rail towards Delhi End had snapped and the 
snapped rail was 10.77 metre in length. The snapped portion of this rail was 
6.81m from the abutment of the bridge. All sleepers under this rail were not in 
their place but had been dragged into the river. This scenario compels me to 
put a question to myself : if the snapped rail was not connected with the 
“removed” rail by fish-plates, then where did the resistance come against the 
force which even dragged the sleepers below it, and snapped this rail ? This 
physical evidence irrefutably establishes that the snapped rail was joined with 
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fish-plates to the “removed rail” and this “removed rail” was in turn joined to 
the preceding rail with fish-plates at the time of snapping of the said rail. 

This vital evidence, the broken end of the aforesaid rail has not been 
shown in the Site-sketch prepared by Senior D.E.N (Co-ordination) 
Mughalsarai, and Divisional Safety Officer, Mughalsarai. This critical omission 
appears to be a part of the larger conspiracy which at the first instance 
assumed sabotage and now is determined to prove it so. The first wheel marks 
on the sleepers on the southern rail is perhaps due to the loss of alignment of 
the southern rail due to the tremendous pressure exerted by the rails ahead 
which ceased with the snapping of the southern rail. 

Another piece of evidence if seen with the above fact further strengthens 
the conspiratorial cover-up which this section of railway employees gave 
precedence, even to the Accident Relief Train, which left Gaya at 12 O’clock 
midnight on the night of 9/10/09/2002. This Accident Relief Train reached the 
accident site at 0120 HRS on 10/09/2002. The distance from Gaya to the 
accident site is 39 Km. For some inexplicible reason this Accident Relief Train 
stopped at Guraru, Ismailpur, and Rafiganj railway stations. In short this train 
took one hour and twenty minutes to reach thei accident site from Gaya. 

Further, Rafiganj P.S. b only at a dbtance of one kilometre from the 
Rafiganj railway station and at both places there are telephones. However the 
Station Superintendent Shri Thakur chose to write a letter to O/C, Rafiganj 
P.S. informing him about the accident. It is noteworthy that G.R.P. has no 
establishment at Rafiganj railway station and therefore O/C, Rafiganj P.S. 
should hav^ been informed at the earliest through quickest possible means, 
which b certainly not a letter written after the accident. It seems that this mode 
of communication, when more efficient was available, was a ploy to buy time. 
And time the ploy did buy : the accident took place at 2242 HRS and this fact 
was communicated to the O/C, Rafiganj at 2340 HRS, through a letter. 
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The statements of the three railway official - Shri Y.N. Singh, Shri 
B.Naskhar and Shri Maheshwar Mishra - who were the first to reach the 
accident site contradict each other. However there is agreement in their 
statement that Shri B. Naskhar and Shri Y.N. Singh met at the Rafiganj 
Railway Station after the accident Then both of them walked to Shri 
Maheshwar Mishra’s house, and woke him up. The moot point is why did these 
two class III employees consider it necessary to walk down to a Class IV 
employees house. The Store was housed in the same campus in very close 
proximity to Shri Maheshwar Mishra’s house. And Shri Maheshwar Mishra 
was also the Store-Keeper under Shri B.Naskhar. Statement of these two 
revealed that the keys of the Store were kept with either of them. These 
circumstance do compel a viewpoint that the four fish-plates, eight nut-bolts, 
and the numerous pandrol clips found at the accident-site rested in the Store 
and were not part of the ‘derailed rail’. This access to the Store, combined with 
experience ; Shri Y.N. Singh had dealt with railway accident earlier. And then 
these three, and these three only, proceeded to the accident-site. The other 
railway engineering personnel were all housed at 100 yards from the Railway 
Station, but no effort was made to take them along, though the accident and the 
pitch darkness at night must have made their psyche eerie . It is common sense 
that a covert mission works on the need to know theory. 

The letter written by the Station Superintendent, Rafiganj to the O/C, 
Rafiganj P.S. mentions that the Dhava Bridge has collapsed. Station 
Superintendent stated before the Police that the Guard who was at the rear of 
the train informed him that the Bridge had collapsed. The Guard must have lit 
his torch while walking towards the Bridge. If the rail whose fish-plates were 
alleged to be removed and was lying away from the rail-track, the Guard in no 
way could have over-looked it, for the route to the bridge is not possible 
without seeing this rail. The protagonists of the sabotage theory have no answer 
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to this. Perhaps they will say that the Guard did not take this route, he 
encircled the earth to reach the Bridge. 

It was P.W.I. Y.N. Singh who propounded and informed that it is 
sabotage. It does not require elaboration that the Guard of the train was the 
first railway ofiicial, and not Shri Y.N. Singh, to inspect the accident site. What 
is more ominious is that Shri Y.N. Singh, Shri B.Naskhar, and Shri Maheshwar 
Mishra remained oblivious to the cry and wailing of the passenger victims and 
decided that a photographer was the need of the moment. So be it A 
photographer was awakened and brought to the site, Having created evidence 
they wanted to secure it It must have been their moment of triumph. 

Kindly refer to Estimate No. 3/TR/MGS of 2002-2003 which was framed 
by Shri S.C. Srivastava, Junior Engineer 1/Dro and signed on 30/04/2002 by 
Senior Divisional Engineer (II) / M.G.S. The estimate was for renewal of bridge 
timbers with new steel channel sleepers over 12 bridges. The Dhawa bridge, the 
site of the accident, was one of them. The justification for this work given by the 
Senior Divisional Engineer (II) / Mughalsarai is reproduced below. 

“Existing wooden sleepers used as bridge timbers in bridges become worn 
out and spike killed and bunched at rail seat under bearing plate. Existing 
sleepers are very old. For the safety of the traffic and maintainabilitv these 
renewal is justified. Speed restrictions have also been continuing over the 
bridges due to un-servicable sleepers” . 

In effect what this note says is that traffic is endangered because the 
sleepers are very old and the spike killed and bunched at rail seat. This opinion 
of the Senior Divisional Engineer (II)/ Mughalsarai, an expert was verbally 
communicated to you during our deposition of 17/09/2002. On this a senior 
railway official, who was present there, remarked that these notings are meant 
for the archives. It shows the archival mind-set which incorporates in it utter 
contempt for experts. It is perhaps this mind-set that reduced the expert to an 
archivist and made Rajdhani Express its victim. Therefore neither the wooden 
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sleepers were changed nor the expert’s opinion regarding speed restrictions 
clamped. And then what happens after the accident. Both the UP and Down 
wooden sleepers over the Bridge were replaced by a new set of wooden sleepers 
though the Down Line sleepers were in main, intact. Most of the wooden 
sleepers in the UP Line over Dhawa Bridge have been seized by Rafiganj P.S. 
and will be sent to an expert to determine whether they were in a condition to 
withstand the weight of a train hurtling at 127 kmph. 

When the prestigious 2301 Rajdhani Express met with the accident the 
knee-jerk reaction of the managers of the Indian Railways was that it was 
sabotage. This knee-jerk reaction is normal but with time should have given 
way to reasoned deductions. They even had the identity of the groups who could 
have committed this sabotage : M.C.C. a ultra-left organization, one, and 
criminals, two. 

Every crime that is committed has a motive. There can never be a crime 
without motive. M.C.C’s presence in the area of accident has been for more 
than three decades. Besides, M.C.C. has presence in other parts of Bihar, 
almost the whole of Jharkhand, and part of East UP. However, history testifies 
that the M.C.C. had never sabotaged a passenger train. What publicity will it 
give to the M.C.C., except unanimous denuniciation from all sections of society. 
Therefore they never sabotaged a passenger train. The violence of the M.C.C. is 
limited to those sections which it perceives as exploiters and is, in main, land- 
related. The objective of their violence is public consolidation behind its 
ideology so that its grass-root support expands. That is why the M.C.C. was 
swift to deny its hand in this mishap. Even in carnages, the M.C.C. maintains 
an iota of ethics, both in its killings, and in its cruelty : only the men are killed, 
women and children are spared. Assuming that the M.C.C. decides to sabotage 
a passenger train. Which location will it choose : Bihar or Jharkhand. The 
M.C.C. has been agitating against POTA. POTA has been promulgated in 
Jharkhand, but not in Bihar. Besides, the terrain is move favourable for 
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sabotage in Jharkhand than in Bihar. Morever the Rajdhani Express runs 
through both Bihar and Jharkhand. 

Now coming to criminals. Their motive to sabotage the Rajdhani Express 
would be to loot and plunder the passengers. After the accident before the 
villagers came, before the police came, and before the railway officials came to 
the accident-site, they had ample time. But not one passenger complained of 
such an incident. 

Investigation was also conducted in the villages around the accident-site. 
20 witnesses were examined. However no movement of criminals / M.C.C. / 
other people came to light before or after the accident. 

During investigation, the Police will have to familiarize itself with the 
technology which runs the trains. Tracks, sleepers, bridges, coaches, the railway 
engine all come in its ambit Also the Railway Manuals, and inquiry reports of 
previous railways accidents will necessarily have to be perused and experts 
examined. You will agree that all this will take time. Once all this is 
investigated, I will again revert back to you. In the meantime below are some 
excerpts from experts which need thought. 

Shri C.M. Kulshrestha, a retired senior railway officer, who was 
associated for 9 years with rail safety, writes after this accident, “The nation 
has a right to know the answers to some basic issues. For instance, in the case of 
the latest tragedy we ought to know when G.M. of the Eastern Railway last held 
a meeting of this kind. Had monsoon patrolling been ordered as laid down in 
the Engineering Code ? If so, was there a super-check and at which level ? 
Were the patrolmen actually deployed or do they exist only on paper ? Have 
the roster and the register been seized ? Has the speedometer of the locomotive 

been seized.When did any senior officer last undertake inspection of any 

section on this stretch at night on the foot-plate of the Rajdhani locomotive....” 

Then there is a UNI dispatch dated 20/09/2002 which is reproduced fully. 
“Bridge engineers have questioned ^ sabotage 
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theory and described the collapse of the Bridge No. 445 on Dhawa river as a” 
catastrophic structural failure” . 

“Members of the American society of Civil Engineers have blamed the 
‘Age factor’ for the collapse of the bridge near Rafiganj” . 

“A disaster can happen on any bridge which is more than 90 years old as 
its capacity to withstand load decreased with the passage of time due to 
weathering and chemical reaction. This can also result due to fatigue”. Alok 
Sarkar, who worked as a Project Manager with the New York. Department ot 
Transportation, said. “Moreover, the bridge on Dhawa river had developed 
cracks at several places. Anv severity of the damage cannot shatter five girders 
and three piers as it has been found on this bridge.” said Mr. Sarkar, who had 
rehabilitated several bridge in New York and Brooklyn. 

“In the USA, any bridge which is over 50 years old is considered obsolete. 
The bridge is only considered safe for transportation after a committee gives a 
green signal. In 1967 after the collapse of Silver Bridge in Ohio, the American 
engineers decided to inspect every bridge after one or two years, he added.” 

The above statement of Shri Sarkar that no matter how serious the train 
accident, it cannot shatter five girders and three pierSj has made a pointed 
assessment of what our common-sense also questioned. More than that, some 
part of the train hit the first Girder and the huge dent which this impact made 
exists on this Girder. Girders are below the track-level and this Girder was 
joined with the abutment of the bridge. Perhaps the bed-block on which this 
Girder rested has out-lived its utility and therefore the Girder tilted. This 
Girder has to come up above the track-level to be hit. Morever, the sketch of 
the accident site submitted by D.S.O. and Shri D.E.N (Co-ordination) shows 
that 9 coaches travelled all the way and fell beyond Pier-3. Incidently, Pier-3 
and Pier-4 are the most damaged piers of the bridge. The question is why diJ 
the coaches fall where they did. 
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It will be my endeavour to discern and unravel the truth through 
investigation. Truth alone can reveal why this accident took places Truth alone 
can suggest real remedial measures so that the Indian Railways becomes a safer 
mode of transport. 

Yours Sincerely, 

(SrK. Jha) 

Supdt. of Police, 
Aurangabad (Bihar). 


Copy to 1“ A.D.G.P., Patna Zone, Patna for information. 

2- D.I.G., Magadh Range, Gaya for information. 
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No-T.12012/ 3/2002-RS 
Government of India 
Ministry of Civil Aviation 
(Commission of Railway Safety 


-:NOTE:- 

ON 


The Report of Shri Mahe^h Chand, Commissioner of Railway Safety, Eastern Circle, on the 
derailment of 2301 up Howrah - New Delhi Rajdhani Express between Rafiganj and Deo Road 
stations on Mughalsarai Division of Eastern Railway on 09/09/2002. 

I. PREAMBLE 


1.1 THE ACCIDENT >2301 Up Rajdhani Express left Gaya at 22.16 hours on 09-09-2002 
and passed Rafiganj Station at 22:37:30 hrs uninterrupted. As the loco of the train was 
approaching bridge No.445 (3x60’+lx62’+lx40’ plate girders) over river Dhawa, en route 
to Deo Road, the next station, the driver felt a heavy jerk. Within no time 14 coaches of the 
train derailed and capsized, 4 of them piling up over one another in the river bed in span no. 
5 of the bridge. 

1.2 The speed of the train at the time of accident was 126 kmph. 

1.3 The weather was Cloudy and visibility was Good under loco headlight. 

1.4 As a result of the accident 107 passengers were killed and 175 injured, 60 of them 
grievously. 

1.5 The total cost of damage to Railway assets was assessed at Rs 942.18 lakhs. 

II CAUSE OF THE ACCIDENT & RESPONSIBILITY 

2.1 Having carefully considered the factual, material and circumstantial evidence, Shri Mahesh 
Chand has concluded as under :- 

2.1.1 CAUSE :- The train derailed due to opening of fish plates and elastic rail clips of the cess 
side single rail in Howrah end approach of bridge no. 445 by miscreants. 
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212 RESPONSroiLETY 


PRIMARY 

1. Unknown person (s) 

SECONDARY 

1. Authorities responsible for ensuring Law & Order. 

2. Security, operating and engineering departments of eastern railway and security & 
engineering branches ofMughalsarai Division. 

BLAMEWORTHY 

1. S/Shri Kuldeep & Ganpat, Gangmen of unit no. 5 Deo Road, working as Patrolmen. 

2. Shri B. Naskar, Section Engineer/P.Way/Rafiganj. 

3. Shri Mukesh Gupta, Assistant Engineer/Gaya 

4. Shri Abhay Kumar, Divisional Engineer/II/Mughalsarai 

5. Finance Department ofMughalsarai Division. 

6. Track Directorate of RDSO. 

2.2 General Manager, Eastern Railway vide his letters no. TA.5/252/2002 dated 15'*^ Nov’2002 
and TA.5/252/2002 dated Nov’ 18, 2002 (supplementary remarks received by fax), has 
agreed with the findings of Shri Mahesh Chand, Commissioner of Railway Safety, Eastern 
Circle, Kolkata in respect of “Cause and the Primary Responsibility”. He has, however, 
not agreed with the CRS in respect of secondary responsibility and the blameworthiness due 
to the following reasons: 

(I) As per Ministry of Home Affairs, Secret/Most Immediate telegram no. U 2-65/X 
dated 13.9 1965 to all Chief Secretaries of State Governments and Union Territories, 
the responsibility of safe-guarding of Track and Bridges rests with the respective 
State Governments. As far as the role of the RPF is concerned, it may be mentioned 
that a constant liaison is kept by the RPF with the respective State Governments. 

(II) (a) Railway Administration of Eastern Railway 

Security - RPF has been regularly maintaining liaison with the state government for 
the prevention of criminal activities in railway area. As RPF has no statutory 
jurisdiction particularly in such cases, they can not be held responsible. 

ODeratin 2 - There has been no failure from the operational side for not taking 
safety measures. The precautionary measures implemented now as per Board’s 
instructions viz., reduction of speed and mnning of pilot during night ahead of 
Rajdhani Express have been extra-ordinary emergency measures which are taken in 
very special circumstances and situations. These are policy issues having direct 
implication on freight and passenger operations affecting several zonal railways. It 
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is also debatable as to whether reduction of speed or running of pilots ahead of trains 
would have the desired results unless effective action is taken by the State Law and 
Order Authorities in curbing such miscreant activities. As such, Operating Branch 
of Eastern Railway can not even be remotely held responsible for this accident 
which was concluded as under category of “Sabotage” by CRS at para 8.1. 

En 2 ineerin 2 - Responsibility of Engineering Department of Eastern Railway is not 
accepted as existing instructions were issued and implemented on safety of track. 
Every case of suspected sabotage in the section was reported to Local Police of the 
State Govt. In terms of Ministry of Home Affairs Secret/Most Immediate telegram 
no. U2-65/X dated 13.9.65 it is the responsibility of State Govt, to carry out 
patrolling of railway track and guarding of bridges. Copy of Ministry’s letter is as 
follows: 

“A question has arisen about the relative role of the State Govts, and Railway 
Authorities in respect of measures for Railway Security. While patrolling of track 
and guarding of Railway bridges would be the responsibility of State Govt. - the 
guarding of other vulnerable installations would be undertaken by Railway 
Protection Force” 

There was no apprehension of civil disturbances as stipulated in para 1.001 (5) - (a) 
of IRPWM. 2 Patrolmen were deputed by Mughalsarai Division to detect rail/weld 
failure in time to minimize detention of trains. The recommendations given by CRS 
after a derailment of Rajdhani Express on 20.02.1996 at Muthani regarding welding 
of SEJ joints were implemented The railway thus had implemented all necessary 
instructions in regard to safety of track. 

(b) Mu 2 halsarai Division - 

The responsibility on Security and Engineering Branches of the Division is not 
accepted due to the same reasons as mentioned in (a) above. 

(HI) Blameworthy 

(a) Failure of 2 gangmen to complete the patrolling of their beat at night of 
08/09.09.2002 is blameworthy. However, it can not be concluded that their 
completion of patrolling would have deterred miscreants to cause sabotage. These 
Patrolmen were patrolling track at night daily from Deo Road to Rafiganj and back 
from 2200 hrs to 0600 hrs. The present incidence of sabotage did not take place on 
the night of 08/09.09.2002 as such does not have direct relevance in this case. The 
accident took place between passage of a goods train at 2205 hrs and Rajdhani 
Express at 2242 hrs on 09.09.2002. The Patrolmen had started their duties on 
09.09.2002 at 2200 hrs from Deo Road and could not have reached the site of 
sabotage before 0100 hrs of 10.09.2002 a distance of about 6 kms. 
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(b)(c)(d) 


On Up line of girder bridge no. 445, only 11 nos. bridge timbers were found 
unserviceable by Divisional Engineer during his Bridge Inspection on 06.04.2002. 
Out of total 152 nos. of bridge timbers only about 7% were found unserviceable 
which is well below 20% and no two consecutive bridge timbers were 
unserviceable. This did not warrant any speed restriction. Track on bridge was 
periodically inspected by Sectional and In-charge PWIs, AEN and DEN and 
condition of track on bridge was found satisfactory and did not warrant any speed 
restriction. The Sectional and In-charge PWIs, AEN and DEN followed all the 
instructions contained in para 273 of IRPWM regarding bridge timber. 

Severity of accident is in no way connected with the few unserviceable sleepers that 
was existing, particularly when a train had derailed at a speed of 130 kmph at the 
approach of bridge itself It has also been stated by CRS at para 7.3.8.5 that the 
condition of the bridge timbers in any case did not play any role in the causation of 
derailment. 

(e) Finance Department responsibility is not accepted as cross-reference between 
executive and the finance branch resulted in the delay in according finance 
concurrence. However, as brought out above the bridge no. 445 did not have any 
speed restriction as the condition of the bridge timbers did not warrant the same and 
the derailment was caused due to sabotage as concluded by CRS. 

(f) Responsibility of Track Directorate of RDSO can be commented upon by Railway 
Board/RDSO. 

(IV) Supplementary Remarks submitted by Eastern Railway vide their letter no. 
TA. 5/252/2002 dated 18.11.2002 ; 

Security - 

As mentioned in para 7.5.4 of the CRS’s Report, there was an intelligence report 
from Danapur SIB on 2.9.2002 that the arrest of a PWG leader, area commander, 
may lead to greater agitational programme like damage and destruction of railway 
property, rail chakka jam agitation etc. over Jharkhand and Bihar portion of Eastern 
Railway. It may be clarified here that this intelligence report was not from Danapur 
SIB but received from a casual source by ASC/SIB/HQ/E.Rly., Kolkata. On receipt 
of this information both Bihar and Jharkhand State Govts, were immediately alerted 
vide Chief Security Commissioner, Eastern railway’s letter No. 
SC.47/TA/ENT/2002 dated 02.09.2002 (copy enclosed) addressed to addl. 
DG(Rlys.), Bihar and copied to addl. DG(Rlys.), Jharkhand who were requested to 
take necessary precautionary measures. Thus the RPF had promptly coordinated 
with the State Govts. The concerned State Govt, should have taken necessary action 
as per Ministry of Home Affairs instructions vide their letter No. U2-65/X dated 
13.09.1965 which were reiterated by MHA vide letter No. 27/1/72-Pt II dated 
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n .02.1972 (copy of letters enclosed) laying down the responsibility of security and 
safety of track and guarding of railway bridges exclusively on State Govts. 

Engineering - Ministry of Home Affairs had reiterated the responsibility of State 
Government on Security of railway Track and Bridges to all Chief Secretaries of 
State Governments vide MHA’s letter No. 27/1/72-Pt. Dated 11 02.1972 with a 
detailed clarification indicating State Govt.’s responsibility on security and 
patrolling of track and guarding of Railway Bridges by State Govt. Copy of 
Ministry of Home Affairs letters dated 13.09.1965 and 11.02.1972 are enclosed for 
ready reference. 

It is further mentioned that imposition of Speed Restriction for existence of 
unserv’iceable sleeper on track was deliberated by Track Standard Committee vide 
item 793 in January 1985 and it was recommended that if percentage of 
unserviceable sleeper per rail length is less than 25% and number of consecutive 
unserviceable sleepers is maximum one, no speed restriction is called for. The TSC 
however recommended that it was not desirable to lay any guideline for imposing 
speed restriction on account of unserviceable sleeper. This may be left to the 
discretion of field official. This was accepted by the Railway Board. 

Eastern Railway has been following the practice based on the TSC recommendation 
limiting U/S sleeper to 20%. As such only 7% unserv iceable sleepers on Bridge No. 
445 (Dhawa Bridge) with no two consecutive sleepers being unserviceable did not 
call for any speed restriction. Copy of TSC Minutes of item 793 of 1985 is 
enclosed. 

Clear cut instruction exists on security of Railway Track and guarding of Bridges 
vide Ministry of Home Affairs Telegram No. U 2-65/X dated 13.09.1965 and again 
reiterated vide letter no. 27/I/72-Pt.II dated 11.02.1972 (copy enclosed) 

Protection of track and bridges from miscreants has to be ensured by State Govt, 
concerned. 

(V) D.G./RDSO vide letter no. CT/ACC dated 15.11.2002 has also sent his remarks as 
under: 

Commissioner of Railway Safety, Eastern Circle has held Track Directorate of 
RDSO blameworthy vide para 19 of the summary of the enquiry report and the 
detailed reasons for the same have been mentioned in para 7.5.10 of the enquiiy 
report. It has been stated that RDSO failed to meet the requirement of Railways in 
respect of development of anti-sabotage Elastic Rail Clip and if it was not possible 
to design such a ERC, some other measures to make concrete sleeper useful for 
sabotage prone area must have been thought of by RDSO. 

With reference to the above observations made by the Commissioner of Railway 
Safety, it is submitted that Track Directorate of RDSO has been making concerted 
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efforts to develop anti-sabotage elastic rail clip since 1985. As a matter of fact, 
various alternatives conceptualized by RDSO were tried in the field and opinion of 
tne Chief Track Engineers v/as obtained in different meetings of Track Standard 
Committee held from time to time. However, due to the difficulty in removing and 
replacement of such clips during various maintenance operations like destressing of 
LWR, repair to rail / weld fractures and derailment etc., none of the designs could be 
implemented in the field. RDSO has always acted as per the directives of the 
Railway Board and there has not been any lapse on the part of Track Directorate in 
this regard. The detail of the action taken by RDSO for development of anti¬ 
sabotage clip is summarized as under: - 

i) Two different drawings for pilfer proof elastic rail clip assembly on concrete 
sleepers were developed by RDSO and on the basis of discussion held in 60"' Track 
Standards Committee vide item no. 788 in Jan. 1985, it was decided to conduct trials 
of anti sabotage ERC in theft prone area of Eastern & South Eastern Railways. A 
copy of the extract of the minutes and Railway Board’s Order thereupon is enclosed 
as Annexure-1 

ii) This issue was also discussed vide item no. 796 of 6 E* TSC meeting held in Feb. 
1986 wherein Railway Board ordered for conducting trials on Eastern, South 
Eastern, Northern & Southern Railways. A copy of the extract of the minutes of the 
meeting and Railway Board’s order thereupon is enclosed as Annexure-ll. 
Subsequently, the item was also discussed in 62'“* and 63'‘* TSC meetings and 
progress of the trials was reviewed. 

iii) In the 64'*’ TSC meeting held in March 1990, it was recommended that anti sabotage 
design of elastic rail clip had not serx'ed the desired purpose and therefore Railway 
Board finally decided to close the item, as there was no likelihood of development 
of such clip. An extract of the minutes of 64'*' TSC meeting and Railway Board’s 
orders thereupon are enclosed as Annexure-IIl. 

iv) After the derailment of 8033 DN Ahmedabad - Howrah Express between 
Dhamangaon and Talni on 09.7.92, efforts were revived to improve upon the design 
of anti sabotage ERC with ‘circlip’ by using the thicker plate and increasing the 
radius of corners to reduce the stress concentration but no fruitful results could be 
achieved. In this connection, a copy of the RDSO’s letter No. CTT'D/2 dated 
11.10.1993 addressed to EDCE(P), Railway Board is enclosed as Annexure-l’V. 

v) Further, CRS recommendations of the enquiry report of derailment of 2301 Rajdhani 
Express on Eastern Railway on 20.2 1996, as mentioned in para 7.5.10.1 of the 
present report, were received in RDSO and the issue was replied to vide letter No. 
CT/FD/2 /PP-ERC dated 24.9.1996 (copy enclosed as Annexure-V) It was 
emphasized by RDSO in this letter that while all efforts were made to evolve a 
modified design of the ERC as suggested by TSC, the revised version did not come 
up to the expectations of the user railways This was basically due to the difficulty 
faced by field people in removing and replacing such clips during destressing of 
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LWR, derailment / accident, rail fractures and other maintenance operations. The 
contention of RDSO was accepted by Railway Board and final reply was sent to the 
Commissioner of Railway Safety vide Railway Board’s letter No. 96/Safety 
(A&R)/l/5 dated 31.5.1999. This has also been mentioned in para 7.5 10.2 in the 
present report of C RS. 

vi) It is pertinent to mention here that Indian Railways has been trying to replace ERC 
with better fastening system presently in use on advanced railway systems of the 
world. In this connection. Railway Board has already finalized the contract for 
procurement of modern fastening systems from M/s Pandrol, U.K.; M/s Vossloh 
Fastenings of Germany; M./s Allevard Stedef of France; M/s Rex-lok of Australia 
and M/s Daya Engg. Works of India for conducting field trials. The details of trial 
stretches are enclosed as Annexure-VI. Most of these fastenings have anti-sabotage 
features and due weightage will be given to this aspect at the time of final selection 
of the suitable fastening for Indian Railways, after completion of the trials. Track 
Directorate of RDSO is fully involved in monitoring the progress of this item. 

vii) As regards the suggestions given in para 7.5.10.5 of the report, the concept has to be 
examined in detail as the same involves designing a new SGCl insert. The 
difficulties in replacing the 4 sleepers per rail length on large number of locations as 
suggested in the report and problems in maintenance operations arising out of using 
such sleepers are also to be taken into account. Perhaps, the concept of reverse jaw 
used in CST-9 sleeper can not straightway be used in case of PSC sleeper as there is 
no key in PSC sleeper like that in CST-9 sleeper to prevent lateral shifting of the 
sleeper. In fact, PSC sleeper can be shifted laterally with much lesser efforts. Due 
to the heavy weight of PSC sleeper, the fixing of rail with modified PSC sleeper will 
also be more difficult and time consuming. 

viii) Recently, RDSO has developed 3 different designs of anti sabotage ERC clips. 
These have been discussed vide item no. 983 of the 7**' Extra Ordinary TSC held on 
25'*’ Oct. 2002 at IRICEN, Pune and after the detailed discussions in the meeting, 
one particular design has been recommended for introduction in the field on trial 
basis. The recommendations in this connection have been sent to Railway Board for 
approval of the competent authority vide RDSO’s letter No CT/C-extraordinary/02 
dated 01.11.2002 (copy enclosed as Annexure-VIl). Thus, RDSO has been 
continuously trying to evolve a suitable design for Elastic Rail Clip having anti¬ 
sabotage features but the none of the design could find favour with the fieldmen due 
to additional efforts needed in various track maintenance operations, as explained 
above. 

In view of the facts explained above, it is requested that Track Directorate of RDSO 
may kindly not be held blameworthy since Track Directorate has continuously been 
pursuing the R&D efforts and these are being further progressed. 
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2.2.1 CCRS remarks ; I have carefully scrutinized the CRS report and gone through the 
remarks of General Manager, Eastern Railway as well as Director General/RDSO and 
would like to state the following: 

(A) 1 consider that the conclusions arrived at by Shri Mahesh Chand in respect of cause, primary 
responsibility and secondary responsibility of authorities responsible for ensuring Law & 
Order are acceptable. 

(B) Secondary responsibility - Railway Administration of Eastern Railway (security, 
operating and engineering departments) and Mughalsarai Division (Security and 
Engineering Branches) 

(i) While it is agreed that the primary responsibility of guarding of railway track and bridges is 
that of State Govt, in terms of Ministry of Home Affairs’s secret instructions of 1965 and 
1972, now made available to the undersigned. Railway Administration can not take any 
intelligence report pertaining to the damage and destruction of railway property, railway 
chakka jam, agitation etc. lightly. Details brought out in para 7.5.1, 7.5.2 and 7.5.3 clearly 
indicate that the area was sabotage-prone which the railway administration was well aware 
of In case, State Govt, does not act as per the laid down instructions, then either the 
railway will have to make other arrangements for the protection of the property and the 
precious lives of the passengers like introduction of security patrolling; or running of train 
service may have to be suspended in such areas. In this connection, GR 2.05 and 2.11 may 
please be referred to according to which it is the duty of every railway servant to make 
every exertion for ensuring the safety of the public. 

(ii) Security - According to the General Manager (para7.5.5 of the report), Daily Intelligence 
Reports are received from Chief Security Commissioner regularly. This is treated as 
information to the management for gearing up m case of any eventuality. Action on security 
matters like these is taken by the RPF organization which is headed by Chief Security 
Commissioner. In reply to CRS queries, the COM has also informed that the responsibility 
of safeguarding the railway properties rests with the RPF organization in coordination with 
the respective State Govts. The General Manager has informed that RPF has been regularly 
maintaining liaison with the State Govt, for prevention of criminal activities in railway 
area. In reference to the Intelligence Report collected on 2.9.2002, initially the CSC 
informed the CRS that the two Intelligence Reports were received from Danapur SIB 
and the same were passed on to the ADG/Railways/Bihar and Jharkhand. Now the 
General Manager in his supplementary remarks sent vide his letter dated 18.11.2002 
has informed that the second Intelligence Report of 2.9.2002 regarding arrest of PWG 
Leader and the likely fallout, was not from Danapur SIB but was received from a 
casual source by ASC/SIB/HQ/Eastern Railway/Kolkata. Thus, the two versions are at 
variance. 

In my view, the so-called liaison of RPF with the State Govt, has failed resulting into 
this accident. This needs to be strengthened and can not be limited to only passing the 
information to State Govt, concerned. 
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(iii) Operating 

As already mentioned above, any Intelligence Report can not be taken as information only. 
It warrants some concrete action. While it is true that desired results in curbing the 
miscreants activities would not be achieved unless the effective action is taken by the State 
Law & Order enforcing authorities, the defensive action on the part of the railway would 
have reduced the gravity of the consequences, which was lacking. 

(iv) Engineering 

It is not so far clear as to what type of track patrolling was being carried out and for what 
purpose. The different engineering officials have given different versions about this 
patrolling. It can not be classified as cold weather patrolling, firstly because month of 
September is not a cold montli and secondly, the track length (beat) allotted to the 
Patrolman was much longer than provided in LWR Manual as brought out in Para 7.6.2 of 
the report. This patrolling was much less intensive than the monsoon patrolling. September 
was a monsoon month. However, neither the patrol charts were produced by the railway, 
nor was the beat commensurate with any of the existing provisions. The railway’s 
contention that the patrolling was for detection of rail/weld failure in time to minimize 
detention of train is not acceptable. This kind of patrolling during night with such a 
long beat is neither provided in the existing rules nor does it serve any useful purpose. 
Chief Engineer would do well if he reviews the efficacy of the patrolling in force and 
put it on proper footings. 

Principal Chief Engineer had informed the CRS (para 7.5.1 of the report) that Gaya- 
Mughalsarai Section is noted for sabotage/miscreant activities. Thus, the Railway 
Administration was very well aware of the vulnerability of the section. Although the 
primary responsibility of patrolling of track and guarding of railway bridges is that of the 
State Govts, in terms of Home Ministry’s directives of 1965 and 1972, now made available 
by the railway to the undersigned, the Railway Administration has also to take necessary 
preventive measures to ensure safety of the traveling public on track/bridges. 

In view of above, it is my considered view that at least security and engineering 
departments of Eastern Railway Hq and IVIughalsarai Division have to share the 
blame and accordingly they are considered “ Blameworthy” . 

(C) Blameworthy 

(a) Though Eastern Railway has accepted the failure of Patrolmen in completing the patrolling 
on the night of 08/09/9.02 as blameworthy, it has expressed doubt that the patrolling would 
have deterred the miscreants to cause sabotage. If one goes by the argument put forward by 
the Railway Administration, then even the security patrolling would be of no avail. This is 
not considered acceptable. If the miscreants know that the proper patrolling is in force and 
important trains are being covered in the patrolling, it would in all probability deter them. 
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(b), (c), (d) 


Basically, the track structure on a bridge is designed to pass a derailed train. But in this 
case, it passed partially. Though the percentage of unserviceable sleeper on the bridge is 
stated to be 7%, no span-wise or location-wise details were given in the Bridge Register to 
show that no two consecutive sleepers were unserviceable. The Section Engineer/P.Way did 
not maintain any record containing condition of track on the bridge as required in para 
245(2)(a) of IRPWM, for sleeper replacement/reconditioning. No entry was found made 
even in the AEN’s Bridge Register to show that the unserviceable bridge sleepers were 
replaced. The Divisional Engineer had deposed that the track over the bridge was 
completely destroyed after the accident. The Division also failed to preserve the pieces of 
bridge timber damaged in the accident, which deprived the CRS of making his own 
assessment about their condition/residual life. 

(e) The Railway Administration has tried to justify that 4 and a half month's time taken in 
vetting of the detailed estimate was due to cross-reference between the executive and the 
finance branch. Perhaps this cross-referencing would have continued still longer but for the 
occurrence of this accident. If the vetting of detailed estimate of such a small work has 
taken so much time, how will the Indian Railways execute safety works costing Rs. 17,000 
crores in a limited period of five years, is anybody’s guess. 

It may be mentioned here that the work was already included in FWP 2002-03 and must 
have been scmtinized by the Divisional and Hqs finance at that stage. Therefore, there 
should be no reason for the vetting of detailed estimate to take such a long time, particularly 
when out of the 12 bridges included in the estimate, 05 had speed restrictions and the 
Railway would have been keen to remove these restrictions. This shows that Finance 
Branch of the Division had not accorded the required priority to the work of timber renewal 
on the bridges of important Rajdhani route. 

After considering the detailed discussion by the CRS in his report and the Railway’s 
views and the fact that the condition of the bridge timbers of Bridge No. 445 was not 
the cause of the accident, I take out the names of Sarva Shri B. Naskar, Section 
Engineer P. Way, Mukesh Gupta, Assistant engineer/Gaya, Abhay Kumar, Divisional 
Engineer-Il/MGS and Finance Branch of Mughalsarai Division from para 8.2.3 of the 
Report. 

However, for the various reasons brought out in my above discussion, the Railway 
Administration may be directed to take suitable corrective action against the three 
engineering officials and also pin point the responsibility in the Finance Branch of 
Mughalsarai Division for causing delay to the sanction of detailed estimate. 

It is also felt that the system of finance vetting at numerous stages of a work needs a 
review in the interest of fast execution of safety related works. 
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(f) Track Directorate of RDSO/Lucknow 

It is a fact that RDSO has not been able to finalize the design of Anti Sabotage Fastenings 
for concrete sleepers during the last 17 years, though. Commission had been pointing out 
the urgent need for the same. This indicates that the required importance is not being 
attached to the subject, although, many hundred kilometers of concrete sleeper track is 
being added every year including the areas affected by miscreant activities Had the Anti 
Sabotage Fastenings been timely developed and used, perhaps this accident could have been 
averted. I am, therefore, inclined to agree with the CRS in classifying the Track 
Directorate of RDSO as “Blameworthy”. 

III. REMARKS AND RECOMMENDATIONS 

3.1 The Remarks and Recommendations made by Shn Mahesh Chand and the Comments of the 
General Manager, vide his letter referred to above, are reproduced below along with my 
Remarks thereon 

3.2 (al Para 9,1.1 of the Report Detailed and clear cut instructions should be issued over 

Security Patrolling 

(b) G.M.’s COMMENTS - The primary responsibility of guarding of railway track and 
bridges is that of the State Govt, as already mentioned in 8.2.2 (i) above. The securitv' 
patrolling has, therefore, to be undertaken by the respective State Govts However, 
instructions on “security patrolling during civil disturbance has been incorporated in para 5 
of Chapter X of IRPWM. 

(c) REMARKS - While it is agreed that the primary responsibility of guarding of railway track 
and bridges is that of State Govt, in terms of Ministry of Home Affairs's secret instructions 
of 1965 and 1972, railway administration can not take any intelligence report pertaining to 
the damage and destruction of railway property, railway chakka jam, agitation etc. lightly. It 
is in this context that the CRS has made this recommendation as per the details in para 
7.5.7 and 7.5.8 of the report. Railway Board may issue clear directions to the zonal railways 
in regard to action to be taken for protection of the railway property and safety of the 
traveling public in the areas identified for miscreant activities. 

3.3 (a) Para 9.1.2 of the report There is need for further reduction of speed in Gaya -Dehri-on- 

sone section to 75 Km/h at night as discussed in para 7 5.1 to 7.5.3 and 7.5 8. Similar 
review should be made for other sections affected by miscreant activities. 

(b) G.M.’s COMMENTS - This is a policy matter to be decided by Railway Board. However, 
it is doubtful whether reduction of speed in the section will effectively retard sabotage 
activities. A time study has been conducted regarding time required to remove fish plate 
and ERC clip of 9 mtr. long rail which indicates that 1 person can remove the fish plate at 
both ends including ERC clip in 7-3/4 minutes, 2 persons can do it in-3-1/2 minutes and 4 
persons can do it in 2-3/4 minutes. As such reduction of speed of train may not be an 
effective solution. 
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(c) REMARKS - Railway’s remarks further strengthen the views of the CRS that Railway 
should not be contented simply by passing the Intelligence Report on to the State Govt. 
Railway would have to make all round effort for the safety of the traveling public. Though 
the reduction in the speed of the trains may not reduce the number of accidents caused due 
to tampering of the track but it would certainly reduce the consequential damage and the 
casualties to a considerable extant. In view of this, CRS has made the recommendation and 
merits consideration. 

3.4 (a) Para 9.1.3 of the report Security patrolling should be done in sabotage prone areas. 

(b) G.M.’s COMMENTS - As has already been mentioned in para 9.1.1 regarding role of State 
Govt, and Railway authorities in respect of measure for railway security of railway track 
and bridges, patrolling of track and guarding of rail bridge are responsibility of State Govt. 
However, para 1001(5) (b) of IRPWM specify instruction regarding security patrolling 
during civil disturbances and on special occasion. 

(c) REMARKS - Details brought out in para 7.5.1,7.5.2 and 7.5.3 clearly indicate that the area 
was sabotage-prone which the railway administration was well aware of In case, State 
Govt, does not act as per the laid down instructions, then either the railway will have to 
make other arrangements for the protection of the railway property and the precious lives of 
the passengers, like introduction of security patrolling; or the train service may have to be 
suspended m such areas. In this connection, GR 2.05 and 2.11 may please be referred to 
according to which it is the duty of every railway servant to make every exertion for 
ensuring the safety of the public. In view of this, CRS recommendation merits serious 
consideration. 

3.5(a) Para 9.1.4 of the report :- In sabotage prone area anti-sabotage design of fittings on 
concrete sleepers should be evolved and put in place within one year. 

(b) G.M.’s COMMENTS - Policy matter, to be decided by railway Board/RDSO. 

(c) REMARKS - As the concrete sleeper with elastic rail clip is now the standard of track on 
Indian Railways and every year several hundred kms of concrete sleeper track is added, 
there is an urgency for the design of anti-sabotage fastening for this type of track. The 
efforts made by RDSO during last 17 years or so have not met with any success. The design 
suggested by the CRS in Annexure-XIX of the report needs to be quickly examined by the 
RDSO/Railway Board 

3.6 (a) Para 9.1.5 of the report ;- No track material - surplus/released/maintenance reserve be left 
unguarded near the track particularly in areas known for miscreant activities. 

(b) G.M.’s COMMENTS - This is not considered fully implementable in practice as it will be 
necessary to keep some track materials like rails and sleepers at suitable locations for day to 
day maintenance and repair to track. However, instructions have been issued not to leave 
any stray rail pieces at the approach of bridge/level crossings in critical areas. 
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(c) REMARKS - The remarks given by Eastern Railway are not considered satisfactory. The 
CRS recommendation is for not leaving released/surplus material/maintenance reserve 
UNGUARDED particularly in areas known for miscreant activities. Suitable instructions 
to the zonal railways in this regard may be issued by Railway Board. 

3.7 (a) Para 9.1.6 of the report Single cut rails and buffer rails at vulnerable locations like high 
embankment, sharp curves, bridge approaches and on major bridges should be eliminated. 

(b) G.M.’s COMMENTS - Single cut rail and buffer rails at vulnerable locations like high 
embankment, sharp curve, bridge approaches and on major bridges should be eliminated. 
As per para 256 of IRPWM permanent rail closures in running lines should not be less than 
5.5 mtr, in length. As such rails below 5.5 mtr. are considered as cut rail. It is accepted that 
single cut rail and buffer rails should be eliminated at vulnerable locations like high 
embankment, sharp curve, badge approaches and on major bridges. Wherever buffer rails 
and single rails are unavoidable in these vulnerable locations, fish bolts will be burred. 
However, this is a policy matter and Railway Board may like to consider. 

(c) REMARKS - On perusal of para 7.8.4 of the report, it would be seen that CRS has taken 
any rail length less than 13m as cut rail and his recommendation is to eliminate any such 
rail from the track at vulnerable locations. If the rail length is less than 13m, it can be 
welded with the adjacent rail. This merits consideration as the shorter rail length is more 
prone to be tampered with. 

3.8(a) Para 9.2.1 of the report Hammers should be provided in AC coaches so that passengers 
break open the glasses in case of accidents/emergencies, 

(b) G.M/s COMMENTS - It is a policy matter, to be decided by Railway Board 

(c) REMARKS - CRS recommendation needs serious consideration as the availability of 
hammer or any other such tool would help in breaking the glasses of the windows of AC 
coaches, which would avoid deaths due to suffocation. 

3,9(a) Para 9.2.2 of the report Emergency lights at a number of places should be provided in 
coaches which shall automatically switch on in case of emergency. 

(b) G.M.’s COMMENTS - This provision of emergency light exist on the new design of 
EOG Rajdhani coaches. However, the Board may like to consider the matter further 

(c) REMARKS - The railway has not elaborated on the kind of emergency light provided in 
the new design of EOG Rajdhani Coaches. Whether it is through chargeable dry cells?. The 
suggestion of the CRS is for the emergency lights with chargeable dry batteries to be 
provided in adequate numbers in each AC coach so that if the normal power supply of the 
coach fails due to accident, emergency light automatically gets illuminated. Railway Board 
may like to consider the recommendation to facilitate evacuation of trapped passengers. 
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3.10(a) Para 9.2.3 of the report Emergency Exits should be provided in all coaches for escape 
of passengers in case of fire, accidents, etc. Although Railway Board issued instructions on 
this subject way back in 1999, the same are yet to be implemented. 

(b) G.M.’s COMMENTS - Necessary instructions are already in force. The progress of 
provision of Emergency windows in coaches is being further expedited. The required 
modification is being carried on coaches during POH in W/Shops. 

(c) REMARKS - It is felt that too much time is being taken in providing emergency exits in 
the coaches, which is clear from the extensions being given from time to time as mentioned 
in para 7.7.1 of the report. Though the Railway Board had directed that this will become 
NTXR monitored item w.e.f 1.4.2002, the same was extended to 1.4.2003. Railway Board 
may kindly ensure implementation of their directives. 

3.11 (al Para 9.2.4 of the renort Mouldable and shock absorbing materials with round edges 
should be used in internal furnishing of coaches. I'he seats/berths to be made such that the 
passengers are not thrown out of their positions in case of an accident 

(b) G.M.’s COMMENTS - This is a suggested design feature for the internal furnishing of 
coaches. This may be decided by Railway Board as a part of the ongoing project for 
evolving an improved design of coaches. 

(c) REMARKS - CRS recommendation merits serious consideration. 

3.12faI Para 9.2.5 of the report Riding quality of coaches of high speed trains should be 
checked periodically by an objective system of evaluation by instrumentation. 

(b) G.M.’s COMMENTS - Policy matter to be decided by railway Board/RDSO. However, 
speed potential of coaches/rolling stock is decided after detailed oscillation trials by RDSO 
and approved by CRS. 

(c) REMARKS - The railway’s remarks do not cover the points raised by the CRS m his 
recommendation. The detailed oscillation trial by RDSO is carried out only on one or two 
coaches of the new design before adoption. The recommendation of the CRS pertains to the 
in-service rrding quality of the coaches of high speed trains. It is suggested that a system 
should be introduced that the coaches of high speed trains after lOH and POH, should be 
subjected to field trials with the help of portable accelerometer/OMS before they are put in 
service. Similar action needs to be taken whenever a complaint of bad riding of a coach is 
received either from public or from railway staff traveling in the train. 

3.13(a) Para 9.2.6 of the report Dash pot oil should be checked after every trip for Rajdhani 
express coaches. A friction type snubber or any better alternative should be used in place of 
the present system of dash pot oil arrangement to have maintenance free service. 

(b) G.M.’s COMMENTS - Board’s/RDSO instruction on checking of dash Pot oil for 
Rajdhani express is being followed. This is a suggested design improvement which has to 
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be examined by RDSO & Railway Board. However, the level of Dash Pot oil is in no way 
connected with this derailment. 

(c) REMARKS - It is agreed that level of dash pot oil is in no way connected with this 
derailment. However, the accident investigation js not limited to finding out the cause and 
its remedy but to suggest tlie design improvements as well as to point out the system 
failures/non-obser\'ance of laid down rules which come to the notice during the 
investigation. Railway Board may kindly issue the instructions for checking the dash pot oil 
level during the primary maintenance of Rajdhani/Shatabdi Express trains, till a better 
design is evolved. 

3.14Ia) Para 9.2.7 of the report Compliance to R.P.C. No. 4 be certified and sent to 
Commissioner of Railway Safety for information before introduction of new trains. 

(b) G.M/s COMMENTS - Accepted. 

(c) REMARKS - Noted. Railway Board may kindly issue instructions to all the Zonal 
Railways for compliance. 

3.15(a) Para 9.3 of the report Facility for retrieving data from Memotel type speedometer 
should be provided in Trip Sheds. 

(b) G.M.N COMMENTS - Accepted. 

(c) REMARKS -. Noted. The Railway Board may issue similar instructions to all the Zonal 

Railways. 

3.16(a ) Para 9.4.1 of the report Safety precautions for passengers travelling in coaches should 
be prominently displayed in coaches and on the back of tickets. 

(b) G.M.’s COMMENTS - Policy issues. To be considered by Railway Board. 

(c) REMARKS - Recommendations of the CRS merit consideration. 

3.17(a) Para 9.42 of the report .- Apart from existing insurance system available for rail 
passengers, they should be allowed to be additionally insured by instirance companies. 

(b) G.M.’s COMMENTS - Policy issues. To be considered by Railway Board. 

(c) REMARKS - Recommendations of the CRS merit serious consideration. 

3.18(a) Para 9.4.3 of the report Doctors travelling as passengers may be encouraged to disclose 
their identity by issuing them confessional tickets on the condition that those doctors will 
attend to passengers in case of emergencies/accidents. 

(b) G.M.’s COMMENTS - Policy issues. To be considered by Railway Board. 
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(c) REMARKS - Recommendations of the CRS merit consideration. 

3.19(a) Para 9.5.1 of the report Track structure on bridges with open deck should be modified 
and strengthened. 

(b) G.M.’s COMMENTS - Policy matter to be decided by the Board/RDSO. 

(c) REMARKS - Railway Board may consider the recommendation of the CRS in respect of 
track structure on open deck bridges. It is also for consideration that the new bridges, 
whether open deck or ballasted deck, should be designed for LWR track. 

3.20(a) Para 9,5.2 of the report The renewal of bridge timbers and wooden layout under points 
& crossings and special layouts should be completed at the earliest. Till then speeds should 
be reduced wherever required. 

(b) G.M»’’s COMMENTS - Accepted. Renewal of bridge timbers and wooden layout under 
points & crossings have been taken up on a programmed basis and will be completed at the 
earliest. 

(c) REMARKS - Railway Board may like to decide the time frame and monitor the progress 
on all zonal railways. The progress on Eastern Railway is very slow as is evident from para 
7.4.3 of the Report. 

3.21(a) Para 9.5.3 of the report In new constructions, open deck plate girders and underslung 
girders should be discouraged. 

(b) G.M.’s COMMENTS - Policy decision to be taken by Railway Board 

(c) REMARKS - Railway Board may consider withdrawing the drawings of plate girders as 
well as under slung girders. New Bridges should be designed to carry the LWR track. 

3.22(a ) Para 9.6.1 of the report At least 6 to 10 satellite phones may be kept at a central place 
and moved to the site of accident whenever such emergencies arise. 

(b) G.M.’s COMMENTS - This is a policy matter to be decided by the Board. 

(c) REMARKS - The railway has indicated that only one satellite phone is available in each 
division, which was commissioned only after arrival of the Mughalsarai ARME, whereas 
ARME of Gaya was first to reach the site. In view of the problem of communication faced 
by the injured passengers as brought out in para 8.3.5 of the report, 02 satellite phones 
should be kept in each ARME. These should be checked by the S&T officials periodically 
to ensure that they remain in working order. 

3.23(a) Para 9.6.2 of the report Some 10 coffins (after anti termite treatment) be kept in each 
Accident Relief Medical Equipment van and some more at a central place. These can be 
moved whenever required. 
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(b) G.M.’s COMMENTS - As per Annexure I of Chapter VII of IRMM, 40 shrouds have 
been kept in ARME Scale I. However, this is a policy matter to be decided by Railway 
Board, 

(c) REMARKS - CRS recommendation is for keeping the caskets in the ARMEs for 
handling dead bodies in this kind of gruesome accident. This suggestion is based on the 
points raised by the Commissioner Magadh Range, Govt, of Bihar. If it is difficult to 
accommodate them in the ARMEs, these can be kept in the ARTs. 

3 24faI Para 9.6.3 of the report Prima facie cause of accidents where Commissioner of Railway 
Safety is likely to conduct the inquiry should not be announced by Railway Authorities. 

(b) G.M.’s COMMENTS - Policy issue to be decided by Railway Board. 

(c) REMARKS - The CRS recommendation is essential to be implemented in letter and spirit. 
It may be mentioned that preliminary report submitted by the CRS within 10 to 15 days of 
occurrence of the accident, brings out the most probable cause of the accident after taking 
almost all the aspects into consideration. 

3.25(aI Para 9.6.4 of the report All technical circulars, letters, policy guidelines 
pertaining to safety shall be made available to the Commission of Railway Safety by the 
Railway Board as well as Zonal Railways. 

(b) G.M/s COMMENTS - Board’s guidelines on the subject will be followed. 

(c) REMARKS - Though Railway Board have already issued certain instructions for keeping 
the CCRS on the mailing list of the Railway Board, the implementation is still lacking. As 
suggested in p>ara 7.8.13 of the report, a Pivot Cell can be opened in the Railway Board as 
well as in the zonal railways to ensure that the circulars relating to safety are endorsed to 
CCRS and CsRS respectively. 

3.26(a> Para 9.6.5 of the report Mobile telephones with roaming facilities should be made 
available by the Railway Administration to all the technical officers of the Commission i.e 
Chief Commissioner of Railway Safety, Commissioner of Railway Safety and Deputy 
Commissioner of Railway Safety. 

(b) G.M.’s COMMENTS - Policy matter to be decided by Railway Board. 

(c) REMARKS - This was agreed to by the then CRB in a meeting with Secretary, Ministry 
of Civil Aviation held on 28.11.2001. However, the commitment has still not been 
implemented. Railway Board are requested to kindly provide the required facility to the 
officers of the Commission, for efficient discharge of their duties, in terms of Section-9 of 
the Indian Railways Act, 1989. 
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4 Relief Measures - 

(a) According to Shri Mahesh Chand, the relief arrangements from Railway side were late. 
There was delay in transportation of injured passengers to major hospitals and the 
communication facility for the passengers were inadequate initially as brought out in paras 
8.3.1 to 8.3.5 of the Report. Vide para 8.3.6 of his Report, he has recommended for setting 
up a high level committee to go into these issues and suggest remedial measures. 

(b) G.M.’s COMMENTS - 

o 

(i) The rescue operation of passengers from the derailed coaches started immediately on arrival 
of ARME & ART from Gaya at 0140 hrs. on 10.9.02 and not at 4 AM on 10.9.02 as 
indicated in the para. This was further augmented on arrival of ARME/MGS at 0300 hrs. 
DRM and other senior officers of MGS Division also arrived by this ARME. Prior to 0140 
hrs. the railway officials traveling on train had already started rescuing passengers from 
coaches immediately after the accident took place. 

(ii) 5 Railway Doctors were available at Rafiganj Govt. Hospital who were attending to the 
injured passengers from the early hours of 10.09.2002. At 1400 hrs. 29 patients were 
shifted from Rafiganj to Gaya by Special Train escorted by CMD and 3 Railway Doctors. 
The other 2 Railway Doctors remained available at Rafiganj Railway Hospital through out 
the day and night of 10.09.2002. 

While it is tme that the Jawans of BMP particularly have done a good assisting job in 
rescue of passengers and dead bodies, it may be mentioned that the railways were bearing 
the complete responsibility at site and organizing all the rescue and relief work including 
taking care of injured passengers who were admitted in various hospitals at different places 
and in a number of cities like Gaya, Sasaram, Aurangabad, Mughalsarai etc. In addition to 
that, all the coordination and decision making responsibility regarding the most appropriate 
manner in which the patient needed to be transferred to bigger hospitals and their 
transportation was also fully undertaken by the railways under the personal supervision of 
the senior railway doctors including the Chief Medical Director, Eastern Railway. This will 
be amply evident from the following account; 

I. Initial first aid was rendered at accident site. 

II. (a) 50 injured were dispatched at 1030 hrs on 10.9.2002 by special train accompanied by 

railway doctors, reaching MGS at 1605 hrs wherein the patients were attended by railway 
doctors at MGS and NE Railway, Varanasi at RS/MGS. 

(b) 34 patients, after receiving medical aid at RS/MGS, proceeded to New Delhi by 2313 
Rajdhani Express. 

(c) On arrival at New Delhi, the injured were attended by railway doctors of Northern 
Railway. 
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(d) 10 patients after receiving medical aid at RS/MGS proceeded by JU-HWH Express to 
HWH, where the patients were attended by railway doctors at Howrah Station on 11,9,02. 

(e) 6 patients were admitted at RS/MGS on 10.9.02, 

III. (a) The injured were taken from the accident site to the nearest Govt, hospital at Rafiganj 

(b) After rendering medical aid at GH/Rafiganj, the injured were transported by road vehicle 
from GH/Rafiganj to RS/Rafiganj, from where they were shifted to Gaya by special train. 
First special train left RS/Rafiganj at 0830 hrs on 10.9.02 and reached Gaya at 1010 hrs on 
same day. 

(c) The 2"^* special train left Rafiganj at 1400 hrs on 10.9.02 and reached Gaya at 1515 hrs on 
the same day. 


(d) No. of patients admitted at - (i) 

GHGaya 

- 

52 

(ii) 

Military Hospital/Gaya 

- 

03 

(iii) 

RH/Gaya 

- 

29 


All the injured were accompanied by railway doctors under supervision of CMD/ER, 

(e) No. of patients were later shifted from GH/Gaya to RH/Gaya 

(f) 30 most serious patients admitted at RH/Gaya were later shifted from Gaya by special train 
to Howrah accompanied by railway doctors under superv ision of CMD/ER. 

(g) (i) No. of patients were admitted at RH/HWH - 29 

(ii) No. of patients were admitted at B.R. Singh Hospital, Sealdah - 09 

No. of patients were admitted in different non-railway hospitals and nursing homes in 
Kolkataarea- 13. 

GAS CUTTING OPERATION 


A total of 12 sets of gas cutters were used. Their time of reaching the site as well as 
utilization is as under; 


GYA 

-03 

MGS 

-07 


DNR 

-01 

DOS 

-01 

J2 


(arrived with ARME/ART-GYA at 0140 hrs on 10.9.2002). 

(2 nos. arrived with ARME/MGS at site at around 0250 hrs, 2 nos. arrived by 
road at around 1100 hrs and 3 nos. arrived with ART/MGS around 0555 hrs 
on 10.9.02). 

(arrived with ARME/ART, DNR at 0640 hrs on 10.9.02). 

(arrived by MR Special at 0630 hrs on 10.9.02). 
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Besides this, 03 sets of cold cutting equipments (one set consists of one cutter and one 
spreader) were also used. The details are as under: 

MGS - 1 (arrived with ARME/MGS at site at around 0205 hrs on 10.9.02). 

GYA - 1 (arrived with ARME/ART/GYA at 0140 hrs on 10.9.02). 

DNR -1 (arrived with ARME/ART/DNR at 0640 hrs on 10.9.02). 

3 

140 Tonnes Cranes 


2 cranes of 140t capacity were utilized in relief and rescue operation - one at each end of 
the bridge. The cranes worked in abnormal condition with great care as the coaches were 
lying all over including the bridge. In fact, in making efforts to lift a high resting coach at 
site, the MGS end crane rope came off on 10* Sept, night. This was, however, set right at 
site itself within a short time. All these activities were being closely monitored by the 
.respective departments of the site office (at MGS end of the bridge), which was in operation 
from 0300 hrs of 10.9.02 immediately after arrival of DRM/MGS and other senior officers 
of the Division. 

Para-medical Staff 

29 para-medical staff were available at site throughout till the rescue work was complete. 
They were supplemented by other departmental staff of railways, Bihar Military Police and 
other NGOs. 

Life-saving drugs and other medicines in ARMEs 

There was no shortage of life saving drugs in the ARMEs which were available as per the 
stipulation laid in Annexure-I of Chapter VII of Indian Railway Medical Manual. 

Co-ordination with State Govt, doctors 


Dr. D.K. Sahay, Sr. DMO/Gaya was nominated by CMD to coordinate with the State Govt, 
doctors of different hospitals and there was no problem of this nature. 

Hiring of Helicopters/Aeroplanes 

The Airport at Gaya is very small with no commercial flights. Depending on the condition 
of the patients, they were admitted in Railway hospital. Military Hospital and Govt. 
Hospital at Gaya and later shifter to major hospitals in Howrah and B.R. Singh 
Hospital/Sealdah. Some patients were admitted in nearby hospitals like Rafiganj, Sasaram, 
Aurangabad and Mughalsarai and later shifted to Delhi, Lucknow, Chandigarh and Varanasi 
as per the choice of the patients Keeping in view non-existent air transport in nearby area as 
also poor road condition in between Gaya and accident site, rail transportation was found to 
be the quickest mode. 
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The medical relief train of Gaya was the first to reach site. It was ordered at 2300 hrs on 
9.9.02 and left Gaya within one hour along with 5 railway doctors on 10.9.02. However, 
some delay took place (22 minutes) on way due to vacuum problem. Medical Relief Train 
of MGS reached site at 0258 hrs on 10.9.02 without any detention en route. 

The location at which the accident has occurred is not readily accessible for BSNL to 
provide public communication. As per Railway Board’s directives, only one satellite phone 
is available in each Division. The Mughalsarai Division Satellite phone was commissioned 
at 0330 AM of 10.9.02 after arrival at ARME/MGS. Later, by providing temporary cabling 
by both BSNL and railways, additional 07 BSNL STD phones were provided between 1200 
hrs and 1730 hrs. 

It would, therefore, be seen from above that the railways had done their best in handling the 
tragedy of such enormous magnitude within the resources available. The difficult 
conditions of the site and the involvement of rescue and relief operations on a bridge were 
creditably encountered by the Railwaymen. It is, however, true that the quantum of relief 
arrangements required for a tragedy of this magnitude have to be very large. With this 
objective in view. Railway Board have already appointed a High Power Committee to 
suggest measures for enhancing the existing capabilities of the system in this respect. 

(c) REMARKS - It would be noted that the Gaya ARME turned out after one hour of the 
ordering and took one hour 40 minutes to travel a distance of 38 kms on a double line 
section. Even Mughalsarai ARME took long three hours and twenty minutes to cover a 
distance of 164 kms on double line section. There are no two opinions to the fact that the 
relief and medical help to the injured passengers has to be provided on top most priority and 
with utmost urgency. The seriously injured passengers should therefore be transported to 
specialist hospitals by quickest possible means. The CRS’s suggestion of hiring 
aeroplane/helicopters to air lift the injured passengers is quite relevant and needs a serious 
thinking by the Railway Board. 

The General Manager has advised that the Railway Board have already appointed a High 
Power Committee to suggest measures for enhancing the existing capabilities of the system 
in this respect. I hope the terms of reference of this Committee include all the issues raised 
by the CRS in para 8.3 of his Report. 

5. It is proposed to publish the Report after completion of all formalities, legal or otherwise, as 
per the extant procedure. . 


Seth 

(G J>. GARG ) 

Chief Commissioner of Railway Safety 

20.11;200ai 
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GOVERNMENT OF INDIA 
MINISTRY OF RAILWAYS 
(Railway Board ) 


No 2002/Safety (A&R)/l/26 New Delhi ,dated 05.12.2002 

OFFICE MEMORANDUM 


Sub: Derailment of 2301 Up Rajdhani Express between Rafiganj & 
Deo road stations of Mughalsarai Division of Eastern Railway on 
09,09.2002. 

The undersigned is directed to invite a reference to the Commission of Railway 
Safety’s letter No T. 12012/3/2002-RS dated 20.11.2002 forwarding a copy of 
Chief Commissioner of Railway Safety’s note on the captioned accident and to 
state that the comments of Ministry of Railways thereon are furnished in the 
Annexure. 


Sd/- 

Director/Safety-11 


D A: Above. 


The Commission of Railway Safety 
Ministry of Civil Aviation, 
16-A,Ashok Marg, 

Lucknow. 
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ANNEXURE 


( to Railway Board’s O.M No 2002/safety (A&R)/l/26 ) 

Brief Para-wise comments on the Note of CCRS are as under : 


CCRS’s observations 

Remarks of Railway Board 

Cause : 

2.1.1 . “ The train derailed due to opening 
of fish plates and elastic rail clips of the 
cess side single rail in Howrah end 
approach of bridge No 445 bv miscreants.” 

Accepted 

ResDonsibilitv : 


2.1.2 Primary: Unknown person(s) 

Accepted 

Secondary : Authorities responsible 
for ensuring Law & order 

For State Covt. to accept. 

2.2.1(B): Security and engineering 

departments of Eastern railway Hqrs and 
Mughalsasari Division ha\e to share the 
blame and accordingly they are 

considered “Blameworthy”. 

Accepted with following 

observations: 

As per Constitution and Home 
Ministrv's letter No. U 2-65/X dated 
13.9 1965 & letter No 27/4/72/-Poll 11 
dated 1102.1972 , law & order, security 
patrolling, protection of track and guarding 
of bridges is the responsibility of state 
government and existing Railway rules / 
manuals do not provide for security 
patrolling in sabotage prone sections, 
unless advised by civil administration 
(Rule under GR 2.05 and 2.11 quoted by 
CCRS were meant for maintenance and 
operation of Railways and not making a 
Railway servant liable in respect of crime 
etc ) While Railways are already facing 
tremendous challenges, however, taking 
into consideration, country’s expectations 
and CCRS’s views. Railway accepts 
(i) with all humility the blame worthiness 
as attributed in respect of Engineering and 
security branches and particularly of 
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Mughalsarai Division and (ii) the new task 
of identifying vulnerable sections 
independent of state government also and 
carrying out security patrolling of such 
vulnerable sections to the extent practical 
even independently (even if the state 
government does not participate in such 
patrolling) as an interim measure by 
issuing internal confidential instructions. 
For final instruction. Ministry of Home 
Affairs will have to be consulted. 

This shall, however, in no way 
dilute the basic responsibilities of State 
governments as per the Constitution. 

The size of problem being huge, it 
may take time for Railways to organize the 
new arrangement all over the country. 
Railways will, however, make the best 
efforts. This being a new domain, it may 
also need augmentation of manpower and 
equipments. 

Further details and observations are 
given in Appendix A. 

2.2.1(C ) (a) Responsibility of Patrolman, 

Accepted. 

Details with observations are 
given in AppendixAl. 

2.2.HC ) : After considerine 

Accepted . Corrective action, 
however, will be taken. 

The recommendation for 
system of finance vetting is 
accepted and the review as 

suggested will be done and action 
as required will be taken. 

the detailed discussion by the CRS in his 
report and the Railways’ views and the 
fact that the condition of the bridge 
timbers, of Bridge No 445 was not the 
cause of the accident. I take out the names 
of Shri B.Naskar, SE,P.Way, Mukesh 
Gupta,AEN/Gaya, Abhay Kumar/DEN- 
IL^GS and Finance Branch of 

Mughalsarai Division . 

However, for the various reasons 
brought out , the Railway Administration 
may be directed to take suitable corrective 
action against the three engineering 
officials and also pin point the 

responsibility in the Finance Branch of 
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Mughalsarai Division for causing delay to 
the sanction of detailed estimates. 

It is also felt that the system of 
finance vetting at numerous stages of a 
work needs a review in the interest of fast 
execution of safety related works. 


2.2.1tC t : Track directorate of RDSO 
as blameworthy. 

Not accepted . 

Details with observations given 
are given in Appendix B. 

Recommendations : 

3.2. (c ) ; 

(Para 9.1.1 of CRS’s Report) 

Detailed and clear cut instmctions should 
be issued over Security Patrolling. 

3.410: 

(Para 9.1.3 of CRS’s Report) 

Security patrolling should be done in 
sabotage prone areas. 

Accepted with remarks given in 
Appendix C. 

3 J.(c); 

(Para 9.1.2 of CRS’s Report) 

There is a need for further reduction of 
speed in Gaya-Dehri-on-Sone section to 75 
km/hrs at night . Similar review should be 
made for other sections affected by 
miscreant activities. 

Accepted. 

Details with observations given in 
Appendix D. 

3.5.(c 1: 

(Para 9.1.4 of CRS’s Report) 

In sabotage prone area anti -sabotage 
design of fittings on concrete sleepers 
should be evolved and put in place within 
one year. 

Accepted. 

Details with observations are 
given in Appendix E. 

3.6.(c): 

(Para 9.1.5 of CRS’s Report) 

No track material 

surplus/released/maintenance reserve be 
left unguarded near the track particularly in 
areas known for miscreant activities. 

Accepted in principle. 

Details with observations are 
given in Appendix F. 

3.7.(c) : 

(Para 9.1.6 of CRS’s Report) 

Single cut rails and buffer rails at 
vulnerable locations like high embankment, 
sharp curves, bridge approaches and on 

Accepted for examination. 
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major bridges should be eliminated. _ 

3.8(c) : 

( Para 9.2.1 of CRS’s Report) 

Hammers should be provided in AC 
coaches so that passengers can break open 
the glasses in case of 
accidents/emergencies. _ 

3.9 (c): 

(Para 9.2.2 of CRS’s Report) 

Emergency lights at a number of places a 
should be provided in coaches which shall 
automatically switch on in case of 
emergency _ 

3.10 (c ); 

(Para 9.2.3 of CRS’s Report) 

Emergency Exits should be provided in all 
coaches for escape of passengers in case of 
fire, accidents etc. Although Railway 
Board issued instructions on this subject 
way back in 1999, the same are yet to be 
implemented. _ 

3.11 (c); 

(Para 92.4 of CRS’s Report) 

Mouldable and shock absorbing materials 
with round edges should be used in internal 
furnishing of coaches. The seatsAjerths to 
be made such that the passengers are not 
thrown out of their positions in case of an 

accident. _ 

3.12(c); 

(Para 9.2.5 of CRS’s Report) 

Riding quality of coaches of high speed 
trains should be checked periodically by an 
objective system of evaluation by 
instrumentation. __ 

3.13 (c ); 

(Para 9.2.6 of CRS’s Report ) Dash pot 
oil should be checked after every trip by 
Rajdhani Express coaches. A friction type 
snubber or any better alternative should be 
used in place of the present system of dash 
pot oil arrangement to have maintenance 
free service. _ 

3.14 (c); 

(Para 92.7 of CRS’s Report) 

Compliance to R.P.C. No.4 be certified and 


Accepted 


Accepted 


Accepted 

Details given in Appendix G. 


Accepted. 

Details given m Appendix H. 


Accepted subject to evolving 
an objective system to 
determine the “absolute” riding 
quality of the coach in a 
reliable manner. 


Accepted. 

Details with observations 
given in Appendix I. 


Not accepted 

Details with observation given 
in Appendix J. _ 
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sent to Commissioner of Railway Safety 
for information before introduction of new 
trains. 


3.15tct: 

(Para 9^ of CRS’s Report) 

Facility for retrieving data from Memotel 
type speedometer should be provided in 
Trip Sheds. 

Accepted. Instructions issued 
to zonal railways vide letter 
No.2002/Elect(TRS)/l 13/13 
dated 25.11.2002 for arranging 
the facility 

3.16rc 1: 

(Para 9.4.1 of CRS’s Report): 

Safety precautions for passengers travelling 
in coaches should be prominently displayed 
in coaches and on the back of tickets. 

Partially Accepted. 

Details are given in Appendix 
K. 

3.17tc 1 

(Para 9.4.2 of CRS’s Report) 

Apart from existing insurance system 
available for rail passengers, they should be 
allowed to be additionally insured by 
insurance companies. 

No objection. 

Details are given m Appendix 

L. 

3.18tc 1; 

(Para 9.4.3 of CRS’s Report) 

Doctors travelling as passengers may be 
encouraged to disclose their identity by 
issuing them concessional tickets on the 
condition that those doctors will attend to 
passengers in case of 

emergencies/accidents. 

Accepted 

3.19tc 1 

(Para 9.5.1 of CRS’s Report) 

Track structure on bridges with open deck 
should be modified and strengthened. 

Accepted for examination. 

3.20tc 1: 

(Para 9.5.2 of CRS’s Report) 

The renewal of bridge timbers and wooden 
layout under points & crossings and special 
layouts should be completed at the earliest. 
Till then speeds should be reduced 
wherever required. 

Accepted . 

3.21tcl: 

(Para 9.5.3 of CRS’s Report) 

In new constructions, open deck plate 
girders and under slung girders should be 
discouraged. 

Accepted for examination. 

3.22tc I: 

(Para 9.6.1 of CRS’s Report) : 

At least 6 to 10 satellite phones may be 

Accepted. 

Details with observation given in 
Appendix M 
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kept at central place and moved to the site 
of accident whenever such emergencies 
arise. 


3.23tc 1 : 

(Para 9.6.2 of CRS’s Report) _Some 10 
coffins (after anti termite treatment)be kept 
in each Accident Relief Medical 
Equipment van and some more at a central 
place. These can be moved whenever 
required. 

Accepted . 

Details with observations given in 
Appendix N. 

3.24tc 1 

(Para 9.63 of CRS’s Report) : Prima 
facie cause of accidents where 
Commissioner of Railway Safety is likely 
to conduct tlie inquiry should not be 
announced by Railway Authorities. 

Not accepted. 

Details with observations given 
in Appendix 0. 

3.25tc 1: 

(Para 9.6.4 of CRS’s Report) 

All technical circulars, letters, policy 
guidelines pertaining to safety shall be 
made available to the Commission of 
Railway Safety by the Railway Board as 
well as Zonal Railways. 

Accepted. Instructions already 
exist. 

3.26tc f: 

(Para 9.6.5 of CRS’s Report) 

Mobile telephones with roaming facilities 
should be made available by the Railway 
Administration to all the technical officers 
of the Commission i e. Chief 
Commissioner of Railway Safety, 
Commissioners of Railway Safety and 
Deputy Commissioner of Railway Safety. 

Accepted . Proposal initiated. 

4.0 (C 1 : Relief measures 

Accepted. 

Task force will look into this 
aspect. 

5.0 : ProDOsal to oublish tlie Reoort after 
completion of all formalities, legal or 
otherwise, as per extant procedure 

Accepted. 
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Note : Following points are brought to the notice of the Commission : 

A) While the Final Report mentioned about the derailment of 16 coaches 
the Final Note on the Report of the CRS clarifies about the derailment of 
14 coaches only. 

B) As a result of this accident, 108 persons lost their lives and 59 grievously 
injured and 105 simple injured. 

C) Although Commission has not held Shri Sagar Singh, Chief Works 
Manager/Mughalsarai who left site of accident without taking charge of 
site of accident and organizing relief & rescue operations as blameworthy. 
Ministry of Railways feels this a serious lapse on the part of such a senior 
officer at the time of emergency, when he should have shown exemplary 
qualities of responsibility and leadership and holds “Blameworthy”. 
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Appendix A 
( to para 2.2.1(B) 


Law and order is a statutory responsibilit>' given to the State Government as per the 
Constitution of India. Attention is drawn to Min of Home Affair’s telegram No.U 2- 
65/X dated 13.9.1965 to all Chief Secretaries of State Government and Union Territories 
. It was specified therein that as regards the relative role of State Govt, and Rly. Admn, 
in respect of measures for railway security, the patrolling of track and guarding of 
railway bridge would be tlie responsibility of State Government and the guarding of other 
vulnerable installations would be undertaken by RPF. Since some further problems were 
still noted, a detailed clarification, on these lines, was again circulated to all State Govt, 
vide MHA’s letter No.27/4/72-Poll 11, dated 11.02.72. It can be appreciated that security 
patrolling of track , protection of track and guarding of bridges has to be ensured by 
State Govt, concerned. 

Every case of suspected sabotage in the section was reported by Eastern Railway to Local 
Police of the State Govt. (Para 2.2 (II) (a) Engineering, page 3 of the CCRS report). 
Subsequent action is required to be taken by the State Govt. 

The Eastern Railway had implemented all necessary instructions in regards to safety of 
track/bridges. 

Security patrolling is required to be arranged only in case of Civil Disturbances and on 
Special Occasions, according to the special instructions as provided in IRPWM Para 
1001 (5) (a) to (c). Since there was no such alert, which warranted introduction of 
Security patrolling, the same was not in force. 

The existing railway rules/manuals do not provide for security patrolling in sabotage 
prone sections, unless advised by Civil Administration. Nor do the railways have 
adequate manpower etc to take upon themselves, this responsibility of security patrolling 
of track (which is likely to continue for prolonged periods). 

■’Patrolling by railways in sabotage prone areas”, however, being a new domain for the 
Railways, Ministry of Home Affairs will have to be consulted for issue of directives in 
addition to MHA’s existing instructions dated 13.09.1965 and 11.02.1972 to all State 
Government referred above. 

CCRS has mentioned that in accordance with Para GR 2.05 and 2.11, it is the 
duty of every Railway servant to make ver>’ exertion for ensuring the safety of the 
public. In this connection it is mentioned that these Paras are in respect of discharge 
of duties assigned to various railway staff for operation and maintenance of the 
Railways for which duties have been assigned to all railway staff. These duties and 
responsibilities oblige a railway servant to report to the railway Administration only if 
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he gets any information about any crime being committed or likely to be committed 
concerning railway property , These provisions cannot be stretched to make a railway 
servant liable in respect of crime or incident, if he is not in the know of it or it is not. 
Forming part of the assigned duties and responsibilities. 

However, as an interim measure to tackle such unforeseen situations, internal 
confidential instructions, on Railway’s own initiative, will be issued for undertaking 
“Patrolling in sabotage prone areas”, by setting up a suitable machinery at the divisional 
level. 






The failure of the two gangmen to complete the patrolling of their beat on the 
night of 8/9..9.02 is accepted. 

However their non-completion of patrolling duty on the night of 8/9.9.02, was no 
reason for the miscreants to cause sabotage on the next day i.e. in the night of 9/10.9.02. 
The patrollers did complete their assigned patrolling duty in the night of 9/10.9.02. 
However, the accident took place prior to their assigned time of arrival at the site of 
accident. 


32 



Appendix B 
(to 2.2.UC ) m 

The subject of developing anti-pilfer ERC has been under consideration since 
long. The 60*** TSC discussed and decided to conduct trials in theft prone areas of ER & 
SER vide Item Nos. 788 in January, 1985. The issue continued to be discussed in 
subsequent TSCs. However, the 64* TSC held in 1990 recommended that anti-pilfer 
design of ERC had not served the desired purpose and therefore, Rly Bd decided to close 
the Item as there was no likelihood of development in this field and also keeping in view 
the possible adoption of HM fastening in near future. 

After the derailment of 8033 Dn. Ahmedabad - Howrah Exp on 09.07.92 efforts 
were revived to improve upon the design of anti-pilfer ERC with “circlip” by using a 
thicker plate and increasing the radius of comers to reduce the stress concentration but no 
fruitful results could be achieved. This was advised to Railway Board vide RDSO’s 
letter No.CT/FD/2 dated 11.10.93. Further, as per CRS’s recommendations after 
derailment of 2301 Rajdhani Express on ER on 20.02.96, the RDSO advised that the 
revised version of anti-pilfer ERC did not come up to the expectation of the railways on 
account of the difficulties faced in removal and replacement of such clips during 
destressing, accident/fracture restoration and other maintenance operations. This 
contention was accepted by the Board and RDSO advised in May 1999. 

It can, thus, be appreciated that efforts to develop anti-pilfer fastening have been 
contmuing and after the Rafiganj accident also, a special TSC was also held on 24* and 
25* of October ,02 at IRICEN to discuss a new design. The TSC has recommended trial 
for a design with extended central leg of ERC with 1.35 mm deep groove at 7mm 
distance from the free end where a strengthened circlip 4mm thick made out of spring 
steel shall be used. This recommendation is presently under consideration of the Bd. 

The development from dog spikes and fish plated rails, to elastic rail clip, welded 
joints, LWR, trials for anti-pilfer ERC etc. are indicative of continuous efforts on the part 
of RDSO for making the track structure safer and as such there has been no lapse in this 
regard. 

From the above it is clear that RDSO had not left any stone unturned to develop the anti¬ 
theft ERC and, therefore, the observations indicating blameworthiness of RDSO in this 
regard cannot be accepted. 


3|c 3|c ^ 
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Appendix C 

(To 3 2. (c) & 3.4(c) 

Law and order is a statutory responsibility given to the State Government as per 
the Constitution of India. Attention is drawn to Min of Home Affair’s telegram No.U 2 - 
65/X dated 13.9.1965 to all Chief Secretaries of State Government and Union Territories. 
It was specified therein that as regards the relative role of State Govt, and Rly. Admn, in 
respect of measures for railway security, the patrolling of track and guarding of railway 
bridge would be the responsibility of State Government and the guarding of other 
vulnerable installations would be undertaken by RPF. Since some further problems were 
still noted, a detailed clarification, on these lines, was again circulated to all State Govt, 
vide MHA’s letter No.27/4/72-Poll II, dated 11.02.72. It can be appreciated that security 
patrolling of track and protection of track and guarding of bridges fi-om miscreants has to 
be ensured by State Govt, concerned. 

As per the stipulations of Para 1001 (5)(a) to (c) of IRPWM, Security Patrolling 
is to be introduced in case of apprehension of Civil Disturbances and on special 
occasions only. 

Joint patrolling (by RPF and Gang men), in the sections identified by State Govt, 
is undertaken by the railway for a limited period, on the specific request of State Govt 
whenever received. 

CCRS has mentioned that in accordance with Para GR 2.05 and 2.11, it is the duty 
of every railway servant to make every exertion for ensuring the safety of the public. In 
this connection, it is mentioned that these Paras are in respect of discharge of the 
responsibilities assigned to various railway staff for operation and tnaintenance of the 
railway for which duties have been assigned to all railway staff. These duties and 
responsibilities oblige a railway servant to report to the Rly. Admn., only if he gets any 
information about any crime being committed or likely to be committed concerning 
railway property. These provisions cannot be stretched to make a railway servant liable, 
in respect of a crime or incident, if he is not in the know of it or if it is not forming part of 
his assigned duties and responsibilities. 

Notwithstanding the above,, as an interim measure to tackle such unforeseen 
situations, internal confidential instmctions, on Railway’s own initiative, will be issued 
for undertaking “Patrolling in sabotage prone areas”, by setting up a suitable machinery 
at the divisional level. 
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Appendix D 


(To 3.3.(c) 


peed restriction of 75 kmph has already been imposed on the Gaya-Dehri on Sone 
ection at night between 2000 hours and 0500 hours. The need for continuing this 
jstriction or otherwise over this section will be reviewed. The desirability of imposition 
f restrictions in other areas will be examined on need basis. 





Appendix E 


(To Mic) 

It is however mentioned that efforts are continuing to develop an anti-sabotage fitting for 
concrete sleepers and its laying in the field shall depend on satisfectory completion of the 
trials. 


As mentioned by CCRS, the suggestion by CRS (ref Para 7.5.10.5 of final report 
of CRS) for anti-sabotage PRC sleeper, shall be examined in detail as the same involves 
designing a new insert and casting process etc. RDSO has already been instructed to take 
necessary follow up action. 

It is, however, mentioned that anti-sabotage fittings or anti-sabotage PRC sleepers, when 
developed, shall be provided on three sleepers per rail length in fish-plated and SWR 
territory only, as the provision of these of fittings/sleepers on LWR/CWR, shall lead to a 
very serious maintenance problem during de-stressing. 


♦♦♦♦♦♦★♦Jit******* 



Appendix F 


rTo 3.6.fc ^; 


Stray and scattered rails, cut rail pieces, PRC sleepers etc. should not be lying in the 
block section or at isolated locations and more so, in the locations considered vulnerable. 
The P.Way material should be kept either at manned Level Crossing gates having gate- 
lodge or in Station Yards. The instructions for the same already exist vide paras 155,310 
(6), 314 (4) (f), 323 (1) of IRPWM. 

However, consolidated instructions will be issued to all Railways to keep the 
P.Way material in stacks at manned Level Crossing gates or in Station Yards, as far as 
possible, and to monitor that scattered P. Way material is not left at vulnerable locations 
without a Watchman, to guard against any attempt of sabotage. 





Appendix G 


rTo 3.10 (c ); 


Provision for emergency windows while enhancing Safety is compromising on Security. 
Developing a proper design of the emergency window has been an evolutionary process 
and perfect solution is still not in sight for all types of coaches. Provision of emergency 
windows will be implemented expeditiously. 





Appendix H 


(To 3.11 (c): 

Action has already been taken for rounding off edges and use of shock absorbing material 
. Regarding modification of seats/berths, the recommendation has been accepted, subject 
to evolving a suitable design for restricting mobility of passengers in seats/berths and for 
the luggage in overhead racks without inviting adverse public reaction. 





Ap pendix 1 


(To 3.13 (c> 

Base depots will be asked to check dashpot oil level after every round trip. Regarding 
development of a better alternative in place of the present system of dashpots, the 
recommendation has been accepted. A series of alternative to dashpot design have such 
as clouth rubber rolling springs , dry friction shoe dampers , shock absorbers similar to 
those commercially available etc have tried out and not proved successful. Fiat bogies 
has therefore been brought in as the ultimate solution, which is already introduced. 





Appendix J 


(To 3.14 fc) 


Policy Circular No.4 (Revision October, 2001) issued vide Board s letter No.95/]VI©/4]/ l 
dated 29.10.2001 certain instructions regarding maintenance pattern of coaching trains. 
This circular is in supercession of all previous instructions in this regard. The revised 
policy for maintenance pattern for coaching trains with mandatory' provisions have been 
approved by Board (MT & MM). Item No. 1 of this circular, which deals with new trains, 
lays down as under : 

“Before introduction of any new train, compliance with the RPC No.4 (Revised) 
will be certified jointly by CPTM and CRSE of the originating Railways duly consulting 
the terminating Railway.” 

A copy of these instructions have been marked to all Chief Operation Managers and 
General Managers of Indian Railways, Director General/RDSO, Director 
CAMTECH/Gwalior and Chief Commissioner of Raiwlay Safety/Lucknow 

From the aforesaid, it would be seen that the practices to be followed for 
maintenance of coaching stock have the joint approval of MT & MM. In addition, in 
case of introduction of new trains, the maintenance pattern is to be in compliance w ith the 
RPC No.4(Revised) and this is to be certified jointed by the CPTM and CRSE of the 
originating Railways in consultation with terminating Railway. With this provision, 
adequate safeguards are there inasmuch as 2 Joint Secretary level officers, viz. CPTM 
and CRSE, certify that the mandatory provisions laid down by the Board are being 
followed in case of introduction of a new train. These are adequate safeguards. In view 
of this, it is not considered necessary to send a certificate reaffirming compliance of RPC 
No.4 to Commissioner of Railway Safety for information each time before introduction 
of new trains. 





Appendix K 


(To 3.16rc ) 


A number of unusual incidents can cause injury or death to an intending passenger of a 
train. He or she may slip down while boarding the train or alighting from the train. 
However, while the train is on mn, a part of luggage may fall down from the racks and 
thereby can cause injury. While the train is on run, it may encounter other unusual 
incidents some of which may be accidents. These incidents/accidents may range from 
running into a road-vehicle at an unmanned level crossing, train hitting a cattle while on 
run, derailment and collision. Some of the accidents may be such that even a passenger 
traveling himself may be involved, for example while crossing a running line. 

As would be seen, the unusual incidents/accidents are of different types and no 
uniform set of instructions can deal with all of them. Further, printing instructions on the 
reverse of a ticket, which, firstly is not possible, and secondly there cannot be any 
omnibus set of instructions for catering to al possibilities, will create panic among the 
passengers. All transport organization wish their passengers a very happy and safe 
journey. And such a wish is printed on the Tickets also. Incidentally, it may be 
mentioned that precautions to be taken in case of an accident are not printed even on 
airline’s ticket. Such a practice is not in vogue in other countries, either. 

However, safety precautions for passengers traveling in coaches would be 
prominently displayed in the coaches. 





Anneiidix L 

fTo3.17rc ) 


Indian Railways, at present, provide insurance cover to a passenger upto Rs.4 lakhs. Tn 
case a passenger desires to cover himself for a higher amount, he/she can do so and 
insure against personal accidents through various insurance agencies/schemes for higher 
amount also, for which schemes are already available. 



Appendix M 


(To 3.22fc) 

The present policy is to keep one satellite phone in each division and one in Headquarter. 
It is now proposed to keep two telephones on each division and two in headquarters. 
With this arrangement, in the case of any accident, 8 satellite phones can reach to the site 
- 2 from the concerned division, 4 from the adjoining two divisions and 2 from 
headquarters. 





Appendix N 


(To 3.23(c ) 

A decision has been taken that 10 coffins will be kept on each Accident Relief Medical 
Equipment Vans. Some more will be kept in near by hospitals /health Units for moving 
them in cases of need. A model collapsible coffin of water proof material having a 
wooden base has been made by Mechanical Department of Southeastern railway. The 
model is under observation and once the model is approved all Zones will be advised 
later to get such coffins of termite /water proof material and place them in ARME/ART 
as suggested, scheme is under finalization. 





Appendix O 


(to 3.24(c) 

The country wants to know almost instantaneously, rather than waiting for week or 
two, as well as it is the Railway’s responsibility to inform at least prima facie cause in 
cases where the prima facie cause is clear, or at least the railways observation. This 
becomes all the more important when there is misinformation by media based on 
other’s observations . CRS has also accepted indirectly, that in some cases , it is not 
practical to know prima facie cause meaning thereby that it is practical to know prima 
facie causes in some/other cases. 


’kie^kie-k'kieikit'k’kic'kic'k’k 



Goveninient of India 
Minisuy of Railways 
(Railway Board) 

?\io.2002.a£lect(TRS)/l ] 3/13 Pt. ' New Delhi, dt. 25-j 1-2002 


General Manager, 

Centra] Railway, Mumbai 
East Central Railway, Hajipur 
Southern Railway, Chennai 
South Eastern Railway, Kolkata 


Eastern Railway, Kolkata. 

Northern Railway, New Delhi 
South Central Railway, Secunderabad 
Western Railway, Mumbai. 


Sub : Retrieval of data from microprocessor based Speed Monitoring System 

/ 

Ref ; CRS,Eastern Circle’s reconrmendation on derailment of 
2301 Up Rajdhani Express on 9-9-2002, 


Ln pursuance of CRS/Eastem Ciicle’s recommendation made vide para 9.3 of the 
report, it has been decided by the Ministiy' of Railways that all trip sheds and homing sheds 
should be equipped with required tools for retrieval of captured data from MemoteI/£nerg\' 
cum Speed Monitoring System.^Memoiy Module type Speedometers provided on electric 
locos 

2.0 Necessary action may please be taken for arranging Personal Computer/Lapiop, Data 
E.xtraction Units and required software to retneve the required information for timely 
evaluation of drivnng techniques by respective zonal railways. Facilities may be arranged 
svilhin three months, 

3.0 Feed back on action taken may please be advised to Railway Board. 

P 

(Sudheer Kumari 

Director, Electrical EngmeenngfRS) 
Railway Board 

E-Mail; deei-sC^.rb.railnet.gov.in 



Copy to ; Chief Electrical Engineers, 

Central, Eastern, East Central, Northern, Southern, 
South Central, South Eastem & Western Railways 
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GOVERNMENT OF INDIA 
f^iTT^TR- JTWT5T2T 
MINISTRY OF CIVIL AVIATION 
( ^ TTTSTr aTTzfr^T ) 

( COMMISSION OF RAILWAY SAFETY) 



T . 12012/2/2002-i;3 . Pt. 


3T5ft^ TTr^f, ?r^3;-226 001. 
Ashok Marg, Lucknow-226 001. 
f?^r^i/Date 20.01.2003 


The Secretary (Safety), 
Railway Board, 

Rail Bhavan, 

New Delhi-110001 


Sub : Derailment of 2301 UP Howrah-New Delhi Raidhani Express train 
between Rafigani and Deo Road Stations of Mughalsarai Division of 
Eastern Railway on 09.09.2002. 

Ref : Your letter No. 2002/Safetv tA&RVl/26 Dated 05.12.2002 


On going through the comments of Ministry of Railways received vide reference 
cited above. Commission would wish to ofiFer further Comments on some of those issues 
as follows:- 

1.1 Para 2.2.1 (CKD - Para 7.5.10 of CRS’s report 

The Railway Board have not accepted that Track Directorate of RDSO is blame 
worthy. 

It is noted that inspite of the subject being dealt by the RDSO for the last 17 years 
and inspite of the repeated emphasis by the Commission through accident inquiry 
reports in the past, not much head way has been made in arriving at an effective 
anti sabotage feature for Concrete Sleepers. On the other hand it is alarming that 
every year more than a 1000 Kms. of Concrete sleepers track without any anti 
sabotage feature are added on. Hence urgency is required to be displayed to come 
out with concrete sleepers with Anti Sabotage feature which are practicable. 
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n : CHEFCX)M 


'SffT/Phone - 229743 (P&T) 
4w/Fax - 244507 


N.E. Rly. 31 - 264 
N. Rly. 83 - 292 


1.2 


Para 3.2 (c) and 3.4 (c) - Para 9.1.1 and 9.1.3 of CRS*s Report 

The action being taken by the Ministry regarding issue of instructions for under 
taking “Patrolling in sabotage areas” is noted. The patrolling of such sections and 
posting of stationery patrolman in vulnerable locations (including bridges) should 
be done jointly by Engineering and Security Staff to take care of any untoward 
incident. 

Further, since men from permanent way gangs will be diverted for such patrolling 
activities, it is absolutely necessary that the lost mandays are made good by 
appropriate means, so that safety of track maintenance does not suffer. 

1.3 Para 3.7 (c V Para 9.1.6 of CRS’s report 

Since shorter rails are tamper prone, there is urgency to remove such single cut 
rails and buffer rails at vulnerable locations like high embankments, sharp curves, 
bridge approaches and on major bridges. 

1.4 Para 3.10 (cl- Para 9.2.3 of CRS’s report 

Since the Railway Board had already directed vide their letter nos.97/M( c) 
/137/12 dated 08.02.1999 and 24.07.2001 that emergency openable windows 
should be provided in both new as well as in existing coaches, the Railway 
Board’s stand that “developing a proper design of an emergency window has been 
evolutionary process and perfect solution is not in sight for all types of coaches” 
is not appreciated. 

1.5 Para 3.12 ( c ) - Para 9.2.5 of CRS’s report 

It is time that this recommendation is implemented because such Objective 
System to determine absolute quality of riding Coaches should already be 
available elsewhere in the world. 

1.6 Para 3.13 (cl- Para 9.2.6 of CRS^s report 

Whereas FIAT bogie is a solution for coaches to be procured henceforth, these are 
a large number of coaches on the Indian Railways with dashpots and for these 
existing stocks there is urgency to find a better alternative in place of the existing 
dashpot assembly to have it maintenance free. 

1.7 Para 3.14 ( c ) - Para 9,27 of CRS*s report 

New trains are being introduced frequently on already saturated routes, eating into 
the maintenance slot for track, OHE, Signal and Interlocking and the rolling 
stock, with no perceptible additional Maintenance facilities being created. It is not 
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understood why Railway Board should have any objection on the Zonal Railways 
being asked to send the Copy of Certificate Signed by CPTM and CRSE, if they 
are sure that the mandatory provision^ are being followed in case of introduction 
of a new train. Even otherwise, in terms of Section 7 ( c ), of the Railways Act, 
1989, CRS can ask the Railway Administration to produce any book, document or 
material object of the Railway, which appears to him to be necessary to inspect. 
Hence Railway Board may direct the Zonal Railways to ensure complaince. 

Further, the full set of check list which the Zonal Railways should issue before 
introduction of new passenger train services (refer item no. 1 of the Minutes of 
the meeting, the Commissioner of Railway Safety held with the Railway Board on 
28.11.2001) has still not been sent to the Commission. The same may also be 
ensured without delay. 

1.8 Para 3.25 (cl- Para 9.6,4 of CRS’s report 

Since it is noted tliat inspite of instructions existing from the Railway Board, the 
required information on technical circulars, letters, policy guidelines pertaining to 
safety are not made available to the Commission of Railway Safety by the 
Railway Board as well as Zonal Railways, a "Pivot Cell” should be created in the 
Railway Board and in Zonal Railways (on the lines of Official Language 
Implementation Measures') through which all such information has to be 
channeled and the cell would ensure that all such information is inyariably sent to 
the Commission of Railway Safety. 

1.9 Para 3.26 ( c ) - Para 9.6.5 of CRS’s report 

In the Railway Board a decision has already been taken to proyide Mobile 
Telephone with roaming facility to the Chief Commissioner of Railway Safety, 
Commissioner of Railway Safety and Dy.Commissioners of Railway Safety. 
However, orders to this effect are required to be immediately issued by the 
Railway Board, and ail the Officers of the Commission of Railway Safety 
provided with Mobile Telephones with roaming facility without further delay. 

2.0 Railway Board has appended a note with its comments bringing out three points. 
The comments on these as under:- 

( a )While the Final Report mentioned about the derailment of 16 coaches the 
Final Note on the Report of the CRS clarifies about the derailment of 14 coaches 
only. 

CCRS Comments :- It is a typographical error. The no. of derailed coaches were 
sixteen and not 14. 

( b )As a result of this accident 108, persons lost their lives and 59 grievously 
injured and 105 simple injured. 


50 



CCRS Comments :- I’he casualty figures given in the Final report are based on 
the information furnished by the Zonal Railway. It is for the Zonal Railway to 
supply the latest information to the CRS, before he issues his final report. 

(c) Although Commission has not held Shri Sagar Singh, Chief Works 
Manager/Mugalsarai who left site of accident without taking charge of site of 
accident and organising relief and rescue operations as blameworthy. Ministry of 
Railways feels this a serious lapse on the part of such a senior officer at the time 
of emergency when he should have shown exemplary qualities of responsibility 
and leadership and holds “Blameworthy”. 

CCRS Comments :- It is left for the Railway Administration to take such action 
against Shri Sagar Singh as it deems fit. 


(R.Raja: 
Chief Commissioner o 



lani) 

^Railway Safety. 
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Ministry of Civil Aviation 

Kdjiv Gandhi Bhavan, B-Block 
Safdaijung Airport 
ftew-nhlhi-110 003, dated: 28.2.2003 


The Secretaiy 
Ministry of Railways 
Railway Board 
New Delhi 

Subject:- Derailment of 2301 Up Howrah-New Delhi Rajdhani 
Express train between Rafiganj and Deo Road stations of 
Mughalsarai Division of Eastern Railway on 09.09.2002. 

Ref.:- (i) Your letter No.2002/Safety(A&R)/1/26 dated 

05.12.2002. 

(ii) This office letter of even No. dated 2Q.01.2003. 

Sir, 

On going through the comments of Ministry of Railways 
received vide reference (i) above, Ministry of Railways, Railway Board 
are requested to clarify their comments on the following Paras:- 

Para 2.1.2 of GCRS Note :- Secondary responsibility to be accepted 
by State Government. Board are requested to take up the matter with 
State Government and action taken may be advised to this office. 

3.6<CI Para 9.1.5 of CRS Report :- “No track material 

surplus/released maintenance reserve be left underground near the 
track particularly in areas known for miscreant activities - Accepted 
in principle.” However, the consolidated instructions issued to Zonal 
Railways may also be sent to Ministry of Civil Aviation and to the 
Commission for information and record. 

3.1610 Para 9.4.1 of CRS Report :- Safety precautions for passenger 
traveling in coaches should be prominently displayed in coaches. The 
instruction issued to the Zonal Railways on the subject may be 
endorsed to the Ministry of Civil Aviation and to the Commission also 
for information and record. 
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- tL - 


3.19 Para 9.5.1 of CRS Report :- “Track structure on bridges with 
open deck should be modified and strengthened - Accepted for 
examination.” What are the final views of the Ministry of Railways? 

3.2IfC) Para 9.5.3 of the Report :- “In new construction, open deck 
plate girders and under slung girders should be discouraged. 
Accepted for examination.” What are the final viev/s of the Ministry of 
Railways? 

3.24(C) Para 9.6.3 of CRS Report :- “Prima facie cause of accidents 
where CRS is likely to conduct the inquiry should not be announced 
by Railway Authorities.” - Railway Board may like to reconsider their 
remarks on this para and advice this Ministry. 


Yours faithfully, 


(Dr. 

Joint Secretary to the Govt, of India 


i.. 

PCA. Zaidi) 
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GOVERNMENT OF INDIA 
MINISTRY OF RAILWAYS 
(RAILWAY BOARD) 

No.2002/Safety(A&R)/l/26 Pt. New Delhi, dt.2?.03.2003 

The Secretary, 

Ministry of Civil Aviation, 

Rajiv Gandhi Bhavan, B-Block, 

Safdarjung Airport, 

New Delhi- 110 003. 


Sub: Derailment of 2301 Up Howrah-New Delhi Rajdhani Express 
train between Rafiganj and Deo Road stations of Mughalsarai 
Division of Eastern Railway on 09.09.2002. 

Kindly refer to your letter No. T. 12012/2/2002-RS dated 28.02.2003 
on the subject. The undersigned has been directed to send the following 
clarifications on the paras mentioned in the letter referred above 

Para 2.1.2 of CCRS Note: State Government has been asked to take 
necessary action. A copy of the letter is attached. 

Para 3.6 (C) Para 9.1.5 of CRS Report: Instructions have been 
issued vide Board’s letter No.2002/CE-ll/PRA/9(CRS) Pt. dated 
4.12.2002. A copy is enclosed. A copy has already been sent to the 
Commission of Railway Safety. 

Para 3.16(C) Para 9.4.1 of CRS Report: Instructions already stand 
issued to Railways vide letters No. 87/M (C)/202/10 dated 15.10.96 
and 13.8.01 (copies enclosed) for notices on safety, security and 
passenger amenities to be displayed in the coaches. (However, in the 
main Para 7.7.1 of CRS Report, no basis of the recommendation has 
been enunciated, but it finds a mention in para 9.4.1 without giving 
specific reasons and details). 

Para 3.19 Para 9.5.1 of CRS Report: The CRS in this para has 
recommended that the track structure on bridges with open deck 
should be modified in para 7.8.5 the CRS has suggested a need to look 
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on the loading prescribed by RDSO for longitudinal force on bridges 
for air braked train In this context it is mentioned that IR had revised 
its loading standards in 1987 (MBG loading standard) where the 
future powerful locomotives and air braked stock has been considered. 
The maximum Tractive Effort under MBG loading is 100 tonnes. It is 
considered that a further revision of loading standard is not called for. 

It has also been contended in para 7.8.6 of the Final Report, that 
there has been no change in the track structure on bridges over last 
more than 100 years. In this context it may be mentioned that 
considerable development in design of steel channel sleepers have 
taken place over the years and now about one lakh design of steel 
channel sleepers are being laid annually wliich have a better resistance 
against bunching. In these designs the guard rails are bolted to channel 
sleepers and an angle runner with bolting to channel sleepers which 
will give adequate resistance against bunching. The suggestion of 
CRS to fabricate a group of 4-5 channel sleepers in an assembly has 
been examined and not found practicable, because of excessive weight 
of such an assembly, since their laying in field would involve serious 
problems in handling the assembly, over the girders on safety 
considerations. 

Railway have however taken up revision of Bridge Codes to 
incorporate consideration of thermal forces on account of LWRs, 
which requires literature survey and actual experimentation in field 
before the codes are revised. 

Para 3.21 (C) Para 9.5,3 of the Report; Instructions already exist 
vide Board’s letter No. 90/CE-I/BR-I/57 dated 10.4.97, for replacing 
existing steel girder bridges superstructure up to 30 m span whenever 
due for replacement with RCC/PSC having ballasted decks. These 
instructions are generally being followed in new constructions. 

However, for existing working lines, there could be some 
difficulty of adjustment of levels of bed blocks & approaches for 
adopting RCC/PSC girders universally, due to differences in depth of 
construction. Hence, the replacement of the existing girders are to be 
examined on case to case basis. 
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However, the instructions dated 10.04.97, have been reiterated 
vide letter of even number dated 12.3.2003 (copy enclosed) for 
guidance and strict adoption on new constructions. 

Para 3.24(C) Para 9.6.3 of CRS Report: The matter has been 
reviewed and the stand taken earlier holds good. 


Enel: As above. 


Sd/- 

Executive Director/Safety 
Railway Board 
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GOVERNMENT OF INDIA 
MINISTRY OF RAILWAYS 
(RAILWAY BOARD) 

No. 2002/CE-ll/PRA/9(CRS) Pt. Dated 4 .12.2002 

The General Managers, 

CR, ER, ECR, NR, NER, NFR, NWR, SR, SCR, SER, WR. 

Sub: Measures for prevention of sabotage - Not leaving stray 
P. Way material unguarded. 

In one of the recent accidents, where the cause of accident was 
established as Sabotage, the Chief Commissioner of Railway Safety had 
recommended that "Suitable instructions to the zonal railways, for not leaving 
track material -surplus/released/maintenance reserve unguarded particularly in 
areas known for miscreant activities” may be issued by the Railway Board. 

The matter has been considered by the Board and this recommendation 
has been accepted in principle. In this connection, the attention of the zonal 
Railways is drawn towards IRPWM paras 155, 310 (6), 314 (4) (f) and 323 (1), 
wherein relevant instructions are already stated. 

The zonal railways are once again directed to keep the P. Way material in 
stacks at manned Level Crossing gates or in Station Yards, as far as possible, 
and to monitor that scattered P. Way material is not left at vulnerable locations 
without a Watchman, to guard against any attempt of sabotage. 

A drive should be immediately launched to remove such scattered 
material. DRMs may be directed to ensure adequate availability of blocks for 
removal of such released materials. Wherever track renewals are done through 
contract, it should be ensured that the contractor removes the released materials 
from site almost simultaneously along with the renewal. 

The above may be brought to the notice of all concerned for information 
and compliance. 

Receipt of this letter may please be acknowledged. 


Sd/- 

Joint Director Civil Engg. (P), 
Railway Board. 

Copy to the Principal Chief Engineers, CR, ER, ECR, NR, NER, NFR, NWR, 
SR, SCR, SER, WR. 

Copy to the Chief Engineers, ECR & NWR. 
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GOVERNMENT OF INDIA 
MINISTRY OF RAILWAY 
(RAILWAY BOARD) 


No.87/M(C)/202/10 


New Delhi, dt. 13.8..01 


The Executive Director Std (Carr) 
RDSO, 

Lucknow 


SUB: jNJOTICES INSIDE COACHES 

Cases have been brought to notice in’which some passengers have been injured 
on account of travelling on foot board, roof or inside the vestibules. In order to increase 
passenger avrareness about the hazards involved in travelling on trains at such 
locations, it is desired that the following notice may be included in Sketch No.96025 (in 
upper class coaches) and Sketch No.96012 (for lower class coaches) and zonal railways 
and Fus may be advised to implement the same at existing as well as new coaches with 
immediate effect. The messages may be made in bilingual form: 


“ DO NOT TRAVEL ON FOOT BOARD, ROOF OR INSIDE THE 
VESTIBULE AND KEEP THE COACH DOOR LATCHED TO AVOID 
PERSONAL INJURIES AND ACCIDENTS.” 


Please ensure immediate implementation. 


Sd/- 

Dir. Mech. Eng. (Coaching) 
Railway Board 



No.87/M(C)/202/l0 


Director General (Carr) 

R.D»S« 0* y 

Lucknow 


SUB: RATIONALISATION OF THE NOTICES DISPLAYED 
IN THE COACHES 

Ref: Your letter No.MC/CR/Notices dated 17«4,96 


The proposal sent by you vide your above referred letter 
for rationalisation of Notices to be displaced inside the coaches 
has bee~n"a pprov ed by Boards -Ib has been decid_ed that the 
following notices will be displayed inside the coach:- 

(A) UPPER CLASS COACHES 

i) Sketch No,59335 s Penality Notice to pull alarm chain 

without reason. 

ii) Sketch N 0 . 7 AOO 3 : Notice to pull up backrest-c\im-bed 

during daytime. 

iii) Sketch No,7^005 J Notice for lavatories. 

iv) Sketch No.82115 • Notice for duties of coach attendants 

in upper class coaches. 

vj Sketoh No, 9219 ^ J Notice for fire prevention. 

rVi) Sketch No.96025 i General Notice for upper class of coaches 

In addition, sketch No.96025 for Ilnd AC Sleeper, AC-3 Ties 
Sleeper and Ilnd AC Chair Car will also have "Smoking is prohibitec 
legend stenciled. In other upper class coaches the legent 
"Please do not smoke if co-passengers object" will be stenciled. 

(3) Lomn CLASS COACHES 

i) Sketch No.59335 s Penalty Notice to pull alarm chain 

without reason 

ii) Sketch No,7^005 : Notice for lavatories 

iii) Sketch No.82115 • Notice for duties of TTSs assigned 

to sleeper class coaches 
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iv) . Sketch No.9219^ 

v) Sketch No.96012 


: Notice for fire prevention 

9 

: General Notice for lower class of 
coaches. 


^ * Jf * 


Co' 




U V 


tt. 
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Kindly acknowledge receipt of this letter 




Sd/- 

Director Mechanical Engg(Coaching) 
Railway Board 


Copy to:- 

General Manager, RCF, Kapurthala 

ii)General Manager, ICF, Madras 
iii)General Manager(M), All Indian Railways 


(DrKT, Singh) 

Director Mechanical Engg(Coaching; 
Railway Board 
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BHARAT SARKAR/GOVERNMENT OF INDIA 
RAIL MANTRALAYA/MINISTRY OF RAILWAYS 
(RAILWAY BOARD) 


No. 90/CE-I/BR-I/57 New Delhi, dt. fl .03,2003 

General Managers 

All Indian Railways & M.T.P., Kolkata 

General Manager (Construction) 

Nortlreast Frontier Railway, Guwaliati 

Officers on Special Duty 

East Coast Railway, Bhubaneshwar 

Nortli Central Railway, Allaliabad 

Soiilli Western Railway, Hiibli 

West Central Railway. Jabalpur 

New Railway Zone, Bilaspur, Chliatisprh 

Director General 

R.D.S.O., Manak Nagar, Lucknow 

Sub: Replacement of small span steel girders with RCC/Composite/PSC Slabs' girders 
Ref: This office of even no. dt. 10.4.97 

Board vide llieir letter of even no. dt. iO.4.97 had instructed tliat wherever steel girders are due 
replacement on age-cum-condition basis, it should be done by RCC/PSC slabs/girders upto 30m spans. It 
was fiirtlier instructed tliat wliile planning tlie replacement of girders, construction of new line and doubling 
of sections, ballasted deck bridges may be plaimcd as far as possible. 

Tlie Conunissioner of Railway Safety in its report in comiection with derailment of 2301 Up 
Howrali - New Delhi Rajdliani E.xpress train between Rafiganj and Deo Road stations of Muglialsarai 
Division of Eastern Railway on 9.9.2002 lias made certain recommendations on tlie issue. 

Board has decided to reiterate tlie instructions already issued vide letter of even no. dt. 10.4.97. 
There could be some difficulty of adjustment of levels of bed blocks and approaches for adopting RCC/PSC 
girders on existing lines, due to dilfercnce in dcpili of construction. Hence, tlie replacement of the existing 
girders is to be examined on case to case basis. However, in construction of new line and doubling of 
sections, tliese instructions should strictly be followed. 


Sd/- 

Exc. Dir. Civil Engg. (B&S) 


Copy to: 

Chief Commissioner of Railway Safety, Ashoka Road, Lucknow 
Director, IRJCEN, Pune 
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To 


F.N0.T.I2OI2/2/2OO2-RS 
Government of India 
Ministry of Civil Aviation 


The Secretary 
Ministry of Railways 
Railway Board 
Rail Bhavan 
New Delhi-110 011 


Rajiv Gandhi Bhavan, B-Block 
Safdaijung Airport 
New Delhi, dated: 29* April, 2003 


Subject:- Derailment of 2301 UP Howrah-New Delhi Rajdhani 
Express Train between Raliganj and Deo Road Stations 
of MughaJsarai Division of Eastern Railway on 
09.09.2002. 


Ref.:- (1) CCRS’s letter of even no. dated 20.01.2003 on the 

above subject. 

(2) This Ministry’s letter of even no. dated 28.02.2003 
on the above subject. 

Sir, 

Vide reference (1) above, the Commission of Railway Safety 
had written to the Railway Board offering their comments on the 
contents of the O.M. No.2002/Safety(A8&R)/1/26 dated 05.12.2002 
issued by Railway Board. 


It is noted that vide letter No.2002/Safety(A&R)/1/26 Pt. 
dated 27.03.2003 the Railway Board have addressed the issues 
covered in the letter at reference (2) above only. However, the 
comments are yet to be received from Railway Board on the points 
raised by the Commission vide their letter at reference (1) above 
(reference to which was specifically made in this Ministry’s letter at 
reference (2) above). During the meeting of Chairman Railway 
Board with CCRS and Joint Secretary, Ministry of Civil Aviation on 
25.02.2003 as weU as in the subsequent meeting of CCRS with 
Chairman Railway Board on 27.02.2003 in which Member 
Engineering and Member Mechanical were also present, it was 
given to understand to CCRS that remarks of Railway Board would 
be sent very soon including on those points which had been raised 
by the Commission earlier in their letter at reference (1) above. You 
would agree that the issues raised by the Commission need 
expeditious and due consideration by the Ministry of Railways in 
the interest of rail passengers. 
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-: 2 :- 


You are once again requested to expedite the Railway 
Board’s comments on the CCRS’s letter at reference (1) above 
directly to the CCRS under intimation to this Ministiy. 


Yours faithfully, 


Sd/- 

Joint Secretary to the Ciovt. of India 
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GOVERNMENT OF BVDIA/BHARAT SARKAR 
MINISTRY OF RAILWAYS/RAIL MANTRALAYA 
RAILWAY BOARD 


No.2002/Safety(A&R)l/26 (Part) 


New Delhi, 18* June, 2003 


Joint Secretary, 

Ministry of Civil Aviation, 

Rajiv Gandhi Bhavan, 

Safdaijung Airport, 

New Delhi. 

Sub: Points raised after issuance of O.M. on the final Note of CCRS of 
Final Inquiry Report of Rajdhani accident. 

Ref: MCA’s letter No.T.12012/2/2002/RS dt. 29.4.2003. 

Kindly refer to the above-mentioned letter regarding the further comments made 
by Chief Commissioner of Railway Safety vide his letter No.T.12012/2/2002/RS dated 
20* January, 2003,, which were projected after issuance of Office Memorandum on the 
subject, by the Ministry of Railways, vide their letter of even no. dated 5.12.2002. 

As per the extant practice, the issues regarding cause and responsibility of any 
accident brought out in the inquiry conducted by Commission of Railway Safety, and 
recommendations made in his report, are examined in detail by General Manager of the 
concerned Railway, who sends detailed comments to Chief Commissioner of Railway 
Safety. CCRS, in turn, after complete scrutiny, furnishes his final note to the Ministry of 
Railways. After all this, the Ministry of Railways takes a view, and issues Office 
Memorandum covering all items indicating that the proceedings are finally over. 

It needs to be appreciated that the Inquiry Report of the accident of Rajdhani 
Express was thoroughly examined by General Manager, Eastern Railway, and 
subsequently after the final note of CCRS, it was reviewed by the Ministry of Railways, 
considering all aspects of safety. It also needs to be noted that the ultimate responsibility 
of safety of train operation, as per the Railway Act 1989, rests with the Ministry of 
Railways only. In the Office Memorandum, only on 3 points. Ministry of Railways 
disagreed with the Chief Commissioner of Railway Safety, whereas rest of the 
points/recommendations were accepted without reservation. 

As regards, specific details of 9 points raised by CCRS as ‘further comments’, it 
is intimated that as a follow-up of the meeting between CRB and CCRS on 25.2.2003, 
another special meeting was convened on 27.2.2003, wherein Ministry of Railways’ 
stand on various issues was elaborated by Member (Engineering) and Member 
(Mechanical) to the CCRS. 
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(Copies of Instnictions issued after issue of O.M. by the Ministry of Railways on 
5.12.2002 are attached for information. Paras 3.2(c ), 3.4(c) and 3.25(c )). 

The scrutiny and examination of any inquiry report does not continue as an 
unending exercise. The Office Memorandum is treated as the final part of the 
proceedings as far as Ministry of Railways are concerned. If CCRS has strong 
reservations on certain issues, the same may be highlighted and projected in his Annual 
Report, which contains major issues and the comments of the Ministry of Railways as 
well. 

DA; As above. 

Sd/- 

Executive Director (Safety) 
Railway Board 

Copy to Chief Commissioner of Railway Safety, Commission of Railway Safety, Lucknow 
for information. 
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GOVERNMENT OF INDIA 
MINISTRY OF RAILWAYS 
(RAILWAY BOARD) 

No. 2002/CE-II/PRA/9/Pt.(CRS) New Delhi, dt. 8.5.03 

The Principal Chief Engineers, 

All Railways. 


Sub : Buffer Rails 

Long Welded Rails are now being used extensively. It is desirable to provide 
SEJs at the end of Long Welded Rails to allow expansion and contraction of breathing 
length. However SEJ cannot be provided at certain locations and provisions of Buffer 
rails is envisaged for such locations in accordance with Para 1.6 of LWR Manual. 

While the provisions of LWR manual regarding Buffer Rails shall continue to be 
in force. Zonal railways are directed that Buffer Rails should not be allowed on 
vulnerable locations like 500 metre length on both side approaches of tunnels, tunnel 
proper, major and important bridges including bridge proper, deep cuttings and high 
embankments. 


Please treat the matter as URGENT. Acknowledgment and compliance 
may be sent urgently. 


Sd/- 

Jt. Director Civil Engg. (P) 
(Railway Board) 
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GOVERNMENT OF INDIA 
MINISTRY OF RAILWAYS 
(RAILWAY BOARD) 


No. 2002/CE-il/TK/10. Dated 20.02.2003. 

The General Managers, 

CR, ER, ECR, NR, NER, NFR, NWR, SR, SCR, SER, WR. 

Sub: Patrolling of track in sabotage prone areas. 

1.0 In one of the recent accidents, where the cause of accident was 
established as “Sabotage”, the Chief Commissioner of Railway Safety has 
recommended that Railway Board should seriously consider undertaking “Security 
patrolling . in sabotage prone areas.” 

2.0 The issue has been considered by Railway Board. The primary 
responsibility of guarding railway track and bridges is that of the State Government 
which has been reiterated in No. U 2-65/X dated 13.09.65 and 27/4/72-Poll-ll 
dated 11.02.72 of Ministry of Home Affairs (MHA). Copy of the same, is enclosed 
for ready reference. However, in case of Civil Disturbances and on Special 
Occasions, “Security patrolling” is introduced according to the instructions as 
provided in IRPWM Para 1001 (5) (a) to (c). 

“Patrolling in sabotage prone areas” by railways, is a new domain for the 
Railways. Moreover, “Patrolling in sabotage prone areas”, is totally distinct and 
different from “Security Patrolling”. 

Nevertheless, taking into consideration the expectations from the railways, 
views expressed by CCRS and to prevent loss of life and property if any. Railway 
Board have decided, as an interim measure, to tackle such unforeseen situations, 
by undertaking a precautionary step: “Patrolling in sabotage prone areas”, by 
setting up a suitable machinery at the Divisional level for institutionalizing the co¬ 
ordination mechanism with the State Govt, authorities to ensure safety of 
passengers and running trains in Sabotage prone areas. 

3.0 Each division will have a Standing Committee for monitoring the situation 
comprising of four officers as under; 

ADRM ( as Presiding Officer), 

Sr. DSC (as Convener) 

Sr. DEN (Co-ordination), (as Member) 

Sr. DOM/IC (as Member) 

This Standing Committee shall be convened frequently but interval between 
two meetings shall not exceed two months. Such meetings shall be constant on- 
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going process so that a continuous watch is kept on the situation and DRM shaill 
monitor it. 

Sr. DSC will maintain close liaison with Civil Administration and on the basis 
of available intelligence inputs from them (both Police and GRP), as well as on his 
own intelligence inputs, news paper reports and other relevant information like 
past cases etc., apprise the committee of the areas of the Division suspected to be 
“sabotage prone”. Sr. DEN (Co-ordination) will apprise the committee of recent 
cases of tampering with track, bridges including theft etc. The committee will also 
take into account the cases of tampering with other railway installations like S&T 
gears. Station etc. 

Based on this information, the committee will prepare a list of areas of the 
Division, considered sabotage prone and Sr. DSC will put up the Committee’s 
recommendations to DRM for approval. Once approved “Patrolling in sabotage 
prone areas”, so identified, will be undertaken by the Division in accordance with 
the instructions contained in para 4.0 below. 


The Committee will make recommendations in respect of the following: 

(i) Identification of suspected “sabotage prone areas”. 

(ii) Adoption of measures such as reduction of train speed in 
night/day, running pilot engine ahead of certain trains, running 
of goods trains ahead of certain trains/group of trains. 

(iii) Carrying out review about continuation or otherwise of 
precautionary measures in areas identified or part thereof in 
earlier meetings. 

(iv) Any other measures considered necessary e g. number of 
shifts for such measures, timings of the shifts, duration of 
day/night to be covered, suspension of train services, etc. 

(v) The arrangements made, regarding patrolling on the division, 
shall be reviewed every two months, by the Standing 
Committee. 

Sr. DSC will maintain close liaison with civil administration in the districts 
served by the Division, under the supervision of DRM, with a view that FIRs are 
lodged by respective supervisors and their staff, in all cases as required e.g. 
Tampering of Track/Theft of P. Way fittings/Threatening of Staff etc., and are 
properly followed up. The list of sections so identified, shall be advised to the Civil 
and police administration, by Sr. DSC, with a request, for taking necessary action 
at their end also because the responsibility of maintaining law and order which 
includes prevention of sabotage on track and bridges, shall continue to be with the 
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concerned State Govts. Sr. DSC will also maintain close liaison with CSC in 
headquarters. CSCs in headquarters, under the supervision of GM, in turn will 
maintain close liaison with State Govt, officials and Railway Board. 

4.0 Following action shall be taken in areas identified for “Patrolling in sabotage 
prone areas”; 

(a) The Divisional Railway Administration should institutionalize the 
coordination mechanism with the Police and GRP authorities to ensure 
safety in such areas. The Civil Authorities may be requested for 
introducing the patrolling. Necessary infrastructural support shall be 
provided for patrolling purposes and thus the efforts of the State 
Government will be supplemented by railway administration. 

(b) Stationary watchman team comprising of one or two Gang-man as 
per needs, shall be posted during night, at selected bridges, tunnels, 
deep cuttings, high embankments located in identified areas. For long 
bridges and tunnels, posting of these stationary watchman teams, may 
be necessary at both ends. 

(c) The arqas considered sabotage prone, may be divided in Beats of 20 to 
25 km. long each. Surprise mobile patrolling Teams consisting of one 
Section armed RPF/RPSF staff and one nominated Gang-man attached 
with this team, should be deputed for each such Beat. This mobile 
patrol Teams shall undertake surprise night patrolling of at least one 
complete block section every night. This mobile Team will avail of the 
normal train services to reach the spot from where they have to start the 
patrolling and catch a suitable train at the end of patrolling. This Team 
will not have a pre-fixed programme and the block section to be covered 
on a particular night, will be chosen at random by the Team Leader, on 
that very day. However, at least one block section, in their assigned 
Beat of 20 to 25 km. shall be covered every day. Whenever necessary, 
any Mail /Express train may be given an unscheduled halt at the request 
of the Team Leader, to facilitate this surprise patrolling. 

The surprise mobile patrolling in sabotage prone areas, as specified in 
this para, is the minimum, which must be ensured. However, if 
warranted, the division may conduct more intensive patrolling as per the 
exigencies, intelligence input and prevailing situation. 

(d) Reduction of speed of the trains in identified areas and duration of the 
day/night for such reduction, as approved. 

(e) Running pilot engine, ahead of certain important trains or for running 
goods trains ahead of passenger carrying trains/group of trains, as 
approved. 
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(f) Continuance or otherwise of above measures in identified areas of the 
Division or part thereof, as approved. 

(g) Any other measures considered necessary as a precaution against 
sabotage including suspension of train services. 

(h) The two actions as indicated at (b) and (c) above shall be taken 
simultaneously in the entire section identified as sabotage prone. The 
supervision of (b) above will be done by Engg Deptt. and that of (c) 
above will be done by Security department. 

5.0 Utilizing the available resources, the above measures may be commenced. 
However, introduction of security patrolling may lead to loss of man-days for 
regular track maintenance activities or for RPF duties. The Standing Committee 
will assess the loss of man-days due to such patrolling and in due course initiate 
proposal for additional manpower based on the average for one year. Additional 
manpower on this account will again be reviewed after three years for suitable 
adjustment above, based on average of three years. 

6.0 These instructions are issued with the concurrence of Legal Advisor, 
DG/RPF and approval of Board (MS, ME, FC, CRB). 

7.0 Receipt of this letter may please be acknowledged. 

8.0 Hindi version will follow. 


End: One as above. (AtuI Pathak) 

Director/Crime Prevention 
Railway Board. 


Sd/- 

Joint Director Civil Engg. (P), 
Railway Board. 
Fax;-011-23303972. 


Copy for information and necessary action to; 

1. Principal Chief Engineers, all Indian Railways 

2. Chief Security Commissioners, all Indian Railways. 

3. Chief Operation Managers, all Indian Railways. 

4. Financial Adviser and Chief Accounts Officer, all Indian Railways. 
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Government of India 
Ministry of Railways 
(Railway Board) 

Office Order No. 3 of 2003 


Vide Office Order No.56 of 2002 Officers/Branches in Board’s OfBce 
were advised that the copies of all policy orders/instructions/circulars/letters etc. 
issued by any Directorate/Officer of the Railway Boaid should invariably be 
endorsed to all Board Members/DGs, AMs, Advisors and EDs/JSs/IG/RPF as well 
as to all Zonal Railv/ays/Production Units irrespective of the fact whether they are 
concerned with a particular subject or not. This has again been reiterated to all 
concerned 'ride Office Order No. 2 of 2003. . 

2. It has now been decided that a copy of all 

Circulars/Instnictions/Orders ete. should also invariably be endorsed to Chief 
Commissioner of Railway .Safety, Lucknow as also to ED/Safety, .inespective of 
the fact whether they are concerned with a particular subject or not. 


Sd/- 

No.2002/O<&M/2/l 
Dated: 20/01/2003 


To, 

All Officers and Branches in Board’s Office. 


(BANWARI LAL) 
U.S./O&M 
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DR. A.K. PANDEY, IPS 
DIRECTOR GENERAL/RPF 


D.O.NO.2002/Sec(Cr)/45/69 


New Delhi, dated 74| -03-2003 


I would like to draw your kind attention to the derailment of 2301 Up Howrah—New 
Delhi, Rajdhani Express between Rafiganj and Deo Road stations of Mughalsarai Division on 
9.9.2002. After receiving the report of the Commissioner of Railway Safety, Eastern Circle on 
the derailment, the Joint Secretary, Ministry of Civil Aviation has commented that the 
secondary responsibility would be accepted by State Government as the authorities responsible 
for ensuring Law & Order. He has requested the Ministry of Railways to take up the matter 
with the State Government of Bihar. 

In view of the above, you are requested to accept the secondary responsibility of this 
accident and to convey your acceptance to this office for further transmission of the same to the 
Ministry of Civil Aviation. 

With 

Yours sincerely, 

Sd/- 

(Dr. A.K. Pandqy) 


Shri S.N. Biswas, 
Chief Secretary, 
Government of Bihar, 
PATNA. 
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Annexure- XXIII 



DERAILED COACHES ON SPAN 1 AND 2 OF BRIDGE 



DERAILED COACHES ON DELHI END OF BRIDGE 







REMOVED FISH PLATES, BOLTS AND ELASTIC RAIL CLIPS OF LEFT RAIL 
(HOWRAH END JOINT) AND RUNNING RAIL LYING OUTSIDE 



REMOVED FISH PLATES, BOTLES AND ELASTIC RAIL CLIPS OF LEFT RAIL 
(HOWRAH END JOINT) AND RUNNING RAIL LYING OUTSIDE 






REMOVED FISH Pl.ATES, BOLTS AND ELASTIC RAIL CLIPS OF LEFT RAIL 
(HOWRAH END JOINT) AND RUNNING RAIL LYING OUTSIDE 



[L CLIPS OF LI 
LYING OUTSI 




STRUCTURE BOND BETWEEN RUNNING RAIL 
LAYING OUTSIDE WITH OHE MAST 



STRUCTURE BOND BETWEEN RUNNING RAIL 
LYING OUTSIDE WITH OHE MAST 





RUNNING RAIL LYING OUTSIDE 
(DELHI END JOINT LYING OPENED) 



RUNNING RAIL LYING OUTSIDE 
(DELHI END JOINT LYING OPENED) 





RL NNING RAIL LYING OUTSIDE NEAR OHE MAST 508/21 





COACHES HANGING IN SPAN NO. 1 (HOWRAH END) 



STAFF INSPECTING THE SITE AFTER DERAILMENT 
(LAST COACH ON HOWRAH END) 








PASSENGERS OF THE DERAILED TRAIN WAITING FOR RELIEF 










VIEW OF BATTERED FACE OF LANDING RAIL (NON GAUGE FACE) 
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